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THE HOCH-SMITH RESOLUTION 

We know of no legislation, railroad or otherwise, 
that has been productive of more speculation as to its 
meaning and effect than the Hoch-Smith resolution, di- 
recting the Interstate Commerce Commission to make a 
general investigation of the rate structure of the coun- 
try to an end that is variously interpreted. Indeed, 
about the only thing certain with respect to the resolu- 
tion is that the Commission is directed to make an in- 
quiry. 

The Commission has asked for suggestions as to 
what its procedure shall be and the answers it has re- 
ceived, as well as the discussion outside of these an- 
swers, show that all manner of opinions are held. Some, 
no doubt, are unbiased and some are dictated, more or 
less, by selfish interest, conscious or unconscious. Every- 
one wants the best of it or, at least, no one wants the 
worst of it, in whatever may be the outcome. That, of 
course, is perfectly natural, but it does not operate to 
clear the atmosphere. 

Roughly speaking, those who are expressing opin- 
ions with respect to the resolution are divided into two 
classes—those who think the resolution makes vital 
changes in the laws with respect to the making of rates, 
and those who think it makes no change and that the 
Commission is charged with no duty that was not its 
duty before the resolution in question was adopted. 
Most of those who have been discussing the matter, 
however, believe that the resolution ought to be repealed 
or, at least, that it is unfortunate legislation. Of course, 
if it is unfortunate legislation, it ought to be repealed 
whether those who merely regard it as “unfortunate” 
go so far as to say so or not. 

We think there is plenty of room for argument as to 
just what the resolution means and what it was meant 
to accomplish. Judged by what we know of the atmos- 
phere in which it was conceived and the arguments used 











for its adoption, we think we know what was intended 
by it. Judged by its actual language, we are not so sure. 
The courts may have to determine ultimately. The 
judgment of a court will be, perhaps, no wiser than that 
of a layman, but the difference is that the opinion of the 
court is final. 

But either the resolution makes changes in the law 
or it does not. If it does not, there is no occasion for objec- 
tion, except, perhaps, to the fact that, under it, the Com- 
mission must conduct a long and expensive investiga- 
tion in order to determine whether the laws have been 
enforced properly, with resulting disturbance in business 
in the meantime. But if it does, it ought to be repealed. 
Even if it does not, many of those who think it does not 
wish it had not been placed on the statute books. 


And another thing is certain. If those who wish the 
resolution repealed and intend to move for its repeal are 
to take the strongest possible ground, they must take 
the position that it makes vital changes in the law and 
that these changes are objectionable. If they concede 
that it makes no vital changes in the law they will not 
get far with a movement for repeal. We are not sug- 
gesting that anyone should pretend to believe something 
he does not believe simply because he thinks it good 
strategy to do so; we are merely pointing out that it is 
an inconsistent and ineffective course to take the posi- 
tion that no important change in the law is made by the 
Hoch-Smith resolution and, at the same time, demand its 
repeal. 


Of couse, we realize that it takes a certain amount 
of courage to decide which of the two paths open to 
take. If one takes the ground that the resolution does 
make radical changes in the law and objects to it for 
that reason, then, on the theory that his views have in- 
fluence, if repeal fails, he must take the consequences of 
what he has said he believes the resolution means. If, 
on the other hand, he says the resolution does not make 
important changes in the law, and thus helps proposed 
repeal to fail, he must bear the burden, if any, caused by 
the fact that important changes in the law are effected 
by the resolution, if his views in: that respect do n 





The Associated Traffic Clubs of America, in its del- ~> 
egate convention at Kansas City last week, went on rec- 
ord in a resolution demanding repeal of the Hoch-Smith 
resolution on the theory that it makes objectionable 
changes in the law and is a piece of political rate-mak- 
ing. Of course, this action must be ratified by a majority 
of member clubs before it can be said to be the view of 
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the traffic clubs. The National Industrial Traffic League 
will have the same matter under consideration at its 
Indianapolis meeting next week. The Chamber of Com- 
merce of the United States, at its meeting next month, 
will have to consider the matter and the Chicago Asso- 
ciation of Commerce has submitted to it a good resolu- 
tion on the subject. The railroads have thus far decided 
against taking up the matter nationally, leaving it to in- 
dividual or groups of carriers. The Western and Moun- 
tain-Pacific groups have submitted their views to the 
Commission. Individual views have been numerous and 
there will be more, both individual and organization. 

Our belief is that the Hoch-Smith resolution ought 
to be repealed as bad legislation, the intent, at least, of 
which is to make vicious changes in our transportation 
law. We counsel those who believe as we do to shape 
their actions toward that end. 


CO-OPERATIVE RATE-MAKING 

Shippers’ adjustment boards, to meet with commit- 
tees representing the railroads in order to adjust disa- 
greements on rate matters, were suggested by Robert C. 
Ross, chairman of the Mid-West Regional Shippers’ Ad- 
visory Board at the meeting of that organization in Chi- 
cago last week. He called attention to the success of 
the regional advisory boards in the adjustment of service 
and car supply problems, pointing to the fact that car 
shortages have been practically eliminated and that the 
service furnished by the railroads has been made satis- 
factory to shippers. 

“The regional boards,” said he, “have practically 
disposed of the necessity of referring to government 
bodies the problems of the physical movement of traffic.” 
While not expressing the opinion that the same degree 
of success would follow the organization of similar rate 
adjustment boards, he declared that there was no ques- 
tion “that boards similar to ours, organized separately, 
however, and along commodity lines, in the various rate 
territories, meeting with similarly constituted carriers’ 
committees, would result in the satisfactory disposition 
of a great many matters that are now passed on to an 
overworked and sadly harrassed Commission, and in 
those cases where no complete agreement could be 
reached the Commission would be called upon simply to 
pass on the sticking points. 

“The lack of such organizations is responsible for 
the serious situation today. Practically every rate in 
the country is now under fire before the Commission. 
Competent and willing as is that body, it would require 
super-men to do justice to all the problems which come 
before it. This is a most serious situation and the solu- 
tion lies largely in the hands of the carriers and shippers 
themselves. Fortunately there are signs of a realization 
of this fact by the carriers and shippers in this mid-west 
territory, who, as you know, have come, with the infor- 
mal assistance of the Commission, to an agreement on a 
temporary rate basis to be established in western trunk 
line territory. 

“When this method of procedure was first suggested, 
there were a great many doubting Thomases who, I be- 
lieve, now are a long way toward conversion. My faith 
in the vision, broad-mindedness, and co-operative spirit 
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of the carriers and shippers in this territory leads me to 
believe that this recent suggestion will result in the 
eventual formation of organized co-operative rate-making 
relationships between the carriers and shippers of this 
country, relieving the Commission of a great mass of 
detail which constantly confronts it, and leaving it free 
to perform, if you please, the function of umpire, or ref- 
eree, rather than judge and jury. This will result in a 
more businesslike and satisfactory adjustment of these 
problems and will so relieve the Commission that its 
efforts may be largely directed to the consideration of 
general policy matters, thus creating a much better feel- 
ing toward the carriers with respect to these matters 
than at present obtains. 


“Most shippers and many railroad traffic officials are 
very much dissatisfied with the present method of han- 
dling rate adjustments. A move along the line sug- 
gested, instituted by the railroads, would, I am sure, 
find a receptive chord among the shipping public.” 


The idea thus presented by Mr. Ross is not entirely 
new or original. Others, we know, have been thinking 
about it lately and we know of one plan for the co-oper- 
ative system of rate-making he suggests that has ac- 
tually been put on paper and shown to various persons 
interested. But Mr. Ross has given voice to a demand 


that we believe is growing and that must receive at- 
tention. 


It was a coincidence that, in the same number of 
this magazine in which we published the remarks of Mr. 
Ross, we published also an item from our Washington 
correspondent showing that long ago Commissioner 
Meyer had the idea of co-operation that has taken form 
in the regional advisory boards, and pointing out that 
he did not confine his dream of co-operation to the rela- 
tions between shippers and the operating men of the 
railroads. The National Industrial Traffic League has 
long had a committee to co-operate with the railroad 
traffic executives. The subjects they have discussed, 
however, have been general, such as distribution of 
tariffs and publicity for rate committee dockets. There 
has been no attempt, so far as we know, to reach actual 
agreement on rates. The machinery created out of the 
recent conferences in Chicago with respect to Western 
Trunk Line rates is the only thing of that sort that has 
been done to our knowledge. It is a move in the right 
direction. Another illustration of the way the idea is 
working without any concerted attempt at organization, 
was the appointment, by the Great Lakes Regional Ad- 
visory Board, meeting at Lansing, Mich., last month, of 
a committee of five “to receive for action all complaints 
on matters relating to failure of the carriers to fully co- 
operate with shippers on questions of charges, rules, and 
practices, this committee to be known as the traffic co- 
operation committee.” Explaining the function of this 
committee, President Macomber is quoted in the minutes 
of the meeting as saying: 


You will recall that this morning we adopted a resolution 
to appoint a standing committee to be known as the traffic 
co-operation committee. When I walked out of the room to 
lunch I was tackled in twenty-seven different directions by 
railroad men and by shippers who handed all kinds of frightful 
predictions to me with respect to the future of this board and 
the proposed committee. Now, I want to get the matter 
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straight to the attendance at this meeting and in the record. 
There is not any particular occasion for alarm on the part of 
anyone, this committee, headed by Mr. Nettels, is in charge of 
a man who is efficient and sound and capable of handling the 
work of a committee of this kind properly; also he is going to 
have associates who will see that he does. Now the functioning 
of the committee is just simply this, and try to understand it— 


that committee is not going to give any consideration whatso- , 


ever to rates, rules and practices; it is not going to have any- 
thing to do with the merits of any one of these things; what 
that committee is going to do is simply this: as soon as they 
are properly working, they are going to meet with the traffic 
committee of the railroads—the men who attend these meet- 
ings—and between them map out a program which will be 
entirely satisfactory to the board and to the railroads for the 
purpose of fighting, if we can, the discouragement we are meet- 
ing with in this co-operative effort, from men who are experi- 
encing trouble in getting the proper attention to rate applica- 
tions, or who have had tariffs published increasing some of 
their rates without first having something to say about them. 
Now, I am going to repeat what I said to the railroad men 
this noon, that if you are complying with the terms of the 
agreement entered into between the National Industrial Traffic 
League and the railroad executives, that there would be no 
increases in rates before those increases are properly docketed 
for consideration by the public, if you have been complying 
with that agreement, then you have nothing to fear; but if you 
are not complying with that agreement and in not complying 
with that agreement, you are deflecting from the co-operative 
effort of this board, the railroads in this position will be brought 
to your attention. That-is all this committee is going to do. 
After their meeting with the railroad traffic officials, they will 
prepare a circular letter and send it out to every person inter- 
ested so that every shipper and receiver in the territory, instead 
of talking over the backyard fences, that does so much harm 
to the work of this board, is going to have a channel through 
which he can get some redress. He can tell his troubles to 
Mr. Nettels’ committee. If a railroad publishes a rate, without 
first docketing it for consideration, and Mr. Nettels gets infor- 
mation of it, he is going to present it to his committee. It does 
not mean that we are going to consider rates, rules and prac- 
tices, or anything like that and I want you to leave here today 
understanding just what we are aiming at. We feel that when 
we are dealing with these things that keep popping up and 
interfering with the progress of this work, they should be 
brought to the attention of the railroads. 


It seems to us that all these things point to the fact 
that the time is ripe for the organization of some sort of 
co-operative agency through which rate matters may be 
adjusted, in the majority of cases, without going to the 
Commission. A system of that sort would result in a 
great saving in effort in money, it would result in greater 
promptness, and, what is even more important, it would 
result in a better feeling between carriers and shippers. 
The machinery would have to be more or less compli- 
cated, no doubt, but, perhaps, not so much as might ap- 
pear at first thought. At least the idea is worth consid- 
ering and worth an attempt to reduce to a working 
scheme. 





RAILWAY EXECUTIVES MEET 


Action on the Hoch-Smith resolution will be left to individual 
railroads, it was decided by the Association of Railway Execu- 
tives at its spring meeting held at Chicago, April 18. The meet- 
ing was attended by representatives of nearly all the Class I 
railroads and was presided over by Chairman R. H. Aishton, of 
the association. 

The matter of action on the resolution was left to the in- 
dividual roads, because of the different conditions in various 
parts of the country that create problems which are individual 
to a territory, or even to a road. In such a situation it was 
thought unwise for the organization of executives to take action. 


The tentative plan for operating railroads in time of war, 
should an emergency make it necessary, formulated by the War 
Department after a conference with a committee of railroad 
executives, was approved, with some minor changes. Under the 
tentative plan, it is not contemplated that the government would 
take over the railroads in time of war unless the emergency was 
such that the railroads needed the backing of the government to 
insure continuous and efficient operation, and unless, in the 
opinion of the President, such a step was necessary as a matter 
of national safety. 

In case of an emergency, according to the tentative plan, 
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the President would have power to take possession and assume 
control of the transportation systems as provided by the army 
appropriation act of August 29, 1916, the same provision under 
which the President assumed control of the railroads during the 
World War. Control of the transportation systems would be 
exercised by the Secretary of War, who would select an execu- 
tive assistant to direct operations and be responsible for the 
execution of such policies as outlined by and with the approval, 
or by the authority of, the Secretary of War. The Secretary of 
War would also be assisted by a committee of railway presidents 
known as the executive committee, the members of which would 
be nominated by the Association of Railway Executives and 
approved by the Secretary of War. The committee would be 
subject to the direction of the Secretary of War and would be 
the medium through which mobilization and coordination of 
the systems of transportation would be carried out, and effective 
cooperative operation secured. Under the plan it would be the 
fixed policy of the committee to exercise its function through 
individual companies as corporate organizations and not to 
interfere with any company in matters of management, opera- 
tion or domestic arrangements except when such interference 
may be necessary. 

It was decided that it would be best to leave the actual 
operation and control of the individual railroads, under the 
war time plan, in the hands of the executive staff and organiza- 
tion, subject to control and direction of the executive assistant, 
thereby avoiding, it was hoped, the demoralization of the 
working forces, as far as possible, and of the management of 
the individual carriers, and alSo obtaining the advantage of the 
experienced and organized personnel of a number of lines 
working together. 


COUZENS ATTACKS P. R. R. 


Senator Couzens, of Michigan, a member of the Senate in- 
terstate commerce committee, in a formal statement issued for 
publication April 22, said: 


I was much interested in the report of the annual meeting of 
the Pennsylvania Railroad, held on April 14 and published in the 
press April 15, which described President Rea as presiding over the 
annual stockholders’ meeting for the last time because of his re- 
tiring this year on account of the age limit adopted for all em- 
ployes of the Pennsylvania Railroad. 

The press reported that Mr. Rea had retired without any apprecia- 
tive resolutions being adopted by the stockholders. This is regret- 
table because of Mr. Rea’s personal high standing but I think it is 
significant and evidences a knowledge on the part of the stockholders 
that the Pennsylvania Railroad has been running down for some time 
and is not the great railroad that it once was. The responsibility 
for this may have been technically Mr. Rea’s but I think it can 
be attributed to the direct operating management. 

We in the capitol hear frequently that other roads are being used 
because the Pennsylvania Railroad is not what it used to be. This, 
undoubtedly, Mr. Rea knows and he endeavored to minimize it by 
pointing out some of the old worn-out excuses for mismanagement, 
namely, “‘the long continued period of distructive legislation and 
regulation,” and the ‘European War.’’ The war has been over 
for more than six years and five years have elapsed since the trans- 
portation act of 1920 was passed by Congress—which act was claimed 
by the railroads to be the most constructive act ever passed by Con- 
gress. 

Let us analyze a little to see if any of these excuses would cover 
some of the conditions existing on the Pennsylvania Railroad. These 
conditions are contrasted with railroads operated under like circum- 
stances and in the same section of the country. An examination of 
the Intersttae Commerce Commission’s reports clearly indicates this 
mismanagement. In developing its traffic from January, 1921, to 
June, 1924, the increase for the Pennsylvania Railroad was only 31.5 
per cent, while the other eastern roads had an increase of 39.2 per 
cent. For the first six months of 1924, the increase on the Pennsyl- 
vania, compared with 1921, was only 14.7 per cent, while the in- 
crease for all other eastern roads was 27.1 per cent. 

Take the locomotive inspection by the Interstate Commerce Com- 
mission. It indicates that the percentage ordered out of service be- 
cause of defective condition shows an increase of 6.10 per cent in 
the first quarter of 1921, to 30.2 per cent in the first quarter of 1924. 
In other words, one-third of all the locomotives were ordered out 
of service for serious defects. 

Let us examine the percentage of those inspected ordered out of 
service and you will observe for the first nine months of the fiscal 
year ending July, 1924, the Pennsylvania shows 21.5 per cent, the 
B. & O. only 5.8 per cent, and the New York Central 9.3 per cent, 
while the average for all railroads was 9.5 per cent. 

Take the number of accidents and casualties caused by the 
failure of some part of appurtenances of the locomotive and you 
will notice that in the case of the Pennsylvania Railroad in the 
period above mentioned, the increase over 1922 was 175.3 per cent, 
in the case of the B. & O. 10.6 per cent in the case of the New York 
Central 68 per cent, and in the case of all railroads 80.80 per cent. 

Perhaps better understood would be the ratio of operating ex- 
pense to revenue. For the twelve months ending December 31, 1923, 
for the Pennsylvania Railroad, it was 81.9 per cent, for the B. & O. 78 
per cent, and the average of all the railroads 78 per cent. Take a 
more recent period, the first six months of 1924. The operating ratio 
for the Pennsylvania Railroad was 80.7 per cent and all railroads 
79.3 per cent. 

A study of all the statistics indicates that where the Pennsyl- 
vania Railroad in years past led in efficient operation, it has been 
rapidly slipping back until it now makes one of the worst showings. 

In view of the proposed change in the head of the Pennsylvania 
Railroad, it is important that these conditions be considered. It 
cannot be said that the management of the railroad is a private 
business. Proper management of a railroad is public business, as 
well as the stockholders’ business, otherwise we would not have the 


very great expense of the Interstate Commerce Commission super- 
vising the railroads. 
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Current Topics 
in Washington 





D> 
A 


What Will Cause a Show-Down.—A combination of discus- 
sion caused by the Hoch-Smith resolution and the pinch of mini- 
mum rate orders, if the Commission makes only a few, may do 
more toward bringing about a show-down in respect to trans- 
portation than any other probable combination. A decade ago, 
when the first of a series of horizontal percentage increases in 
rates was made, the point was urged that that was a lazy man’s 
way of handling a situation that might be expected to cause 
trouble. It was pointed out that a percentage increase operated 
to put those far from the market relatively farther away than 
they were before. In the war period and since, the west, broadly 
speaking, has had more areas of depression than the east. West- 
ern farmers have done more complaining than all the others 
put together. They felt the sting of percentage increases, al- 
though they may not realize what it was that caused their dis- 
comfort. The near approach of the time when the Commission 
will have its lap filled with briefs on the Hock-Smith law and 
the effort of the Louisiana salt miners to set aside the minimum 
rate order in the salt cases, it is believed, will give.point and 
direction to a discussion of the theories of rate-making such as 
has not been had for a long time. At this time it looks as if the 
old rule—that of making rates no higher than the traffic will 
bear—would be fished out of the dust-bin, brushed up, and set in 
a high place as almost sacred. That rule, less than ten years 
ago, was the lash with which to scourge the backs of railroad 
traffic men. No reproach could be greater than to say that a 
railroad man had made his rates all the traffic would bear, and 
move. Of course, if the traffic did not move, the rate was more 
than the traffic could bear and that was evidence that the rule 
had not been followed. Whether it is accurate or not, the fact is 
that the Louisiana salt men assert that they cannot stand the 
rates the Commission has ordered the Illinois Central and South- 
ern Pacific to make, Therefore, they argue, in effect, that, if 
the Illinois Central and the Southern Pacific can show a profit 
in carrying salt to Chicago on the existing rate, they should be 
allowed to do so. Though the two carriers mentioned have not 
attacked the minimum rate order, it is a certainty that they are 
in full accord with the suit at Cleveland because they opposed 
the suggestion that they had to have rates that would enable 
New York, Michigan, Ohio, and Kansas carriers to make a living, 
in part, by hauling salt from those states to Chicago, if those 
rates would have the effect of depriving them of traffic from 
Louisiana. No railroad, however, is in position, openly, to at- 
tack a minimum rate order. However, if percentage increases 
and minimum rate orders have the effect of keeping products 
from sections far away from markets at home, it is suggested, 
they will create sentiment in favor of a law that will enable 
Louisiana, if it can produce salt cheaper than its neighbors, and 
its railroads can haul it cheaper than the railroads of other 
states, to obtain the benefit of its location and of the efficiency 
of its railroads. It may be that the courts will set aside the 
order because the Commission may have failed to say something 
to make the case have the proper proportions. It is suggested, 
however, that it is more likely that the courts will force those 
dissatisfied with minimum rate orders to ask Congress for a 
change of the statute. The courts do not seem to be fond of con- 
structing statutes relating to rates as minutely as they do 
statutes that deal with vested rights. They know that, if an 
administrative body does not construe a statute to suit shippers, 
the latter can appeal to the law-making body for relief. In 
cases involving property rights, however, the legislative branch 
cannot change a statute to cover things in the past—hence, the 
necessity for the courts giving such statutes more minute consid- 
eration than are given to a statute under which a rate may be 
made that will not be satisfactory to shippers. In cases in which 
the property of a carrier is involved, the courts must give close 
and intense study because Congress, in such cases, cannot give 
as ready relief, if any relief at all. It is a settled point of law that 
a shipper has no property right in a rate, hence the assumption 
of the small chance of a court setting aside a rate order on peti- 
tion of a shipper. 





Now Burden of Proof Rule.—As read by many of those in- 
terested, the decision of the Supreme Court of the United States 
in the Van Pelt case makes the provisos of the Cummins amend- 
ment to the twentieth section of the interstate commerce law 
a burden of proof rule. It means, in its broad terms, that, when 
a Shipper files a notice of claim within the time set forth, he is 
not under the strain of proving that there was negligence on the 
part of the carrier, but the carrier is under the burden of ex- 
cusing the act about which complaint is made. If the shipper 
does not file a notice of claim, then the burden of proving that 
the carrier was negligent was on the shipper. The provisos, as 
construed by those who regard it as a burden of proof rule, do 
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not deprive the shipper of any right. They simply say that, if 
the shipper does not file a notice of claim, he must carry the 
burden of proving negligence; if he does file notice of claim 
within the time required, then the carrier will have to prove it 
was not negligent, by making a convincing explanation as to 
what was done or not done. In the Van Pelt case no notice was 
filed. Therefore, it was incumbent on him, the court said, to 
show loss, damage, or injury due to delay resulting from care- 
lessness or negligence of the carrier company. It is not worth 
going beyond that point in considering the case in its bearing on 
the provisos. What the court said amounted merely to a declara- 
tion that the shipper had not made out his case—that is, he had 
not proved the things necessary to obtain a judgment against the 
company for the loss he alleged he had suffered by reason of the 
alleged failure of the express company to perform its whole duty 
to carry with safety and reasonable dispatch. 





Meyer Just Wanted to Know.—At times, the cross-examination 
of President Bernet, of the Nickel Plate, on behalf of objecting 
minority holders of Chesapeake & Ohio stock became prolix, 
involved, and not much more significant to those not intimately 
acquainted with the ins and outs of the matter than a kitten 
chasing its tail. After one of the discursive rambles that the 
cross-examiner and the witness took, one suggested to the other 
that they were back to the point of beginning—like the line 
drawn in a real estate deed. Lawyer and witness agreed where 
they were—which was something of a novelty, because lawyer 
and witness seldom agreed. The strain was just a bit more 
noticeable at that point than usual. Commissioner Meyer, how- 
ever, loosened the tension by blandly suggesting, now that they 
agreed they were back at the point from which they had started, 
that an innocent bystander might be tempted to inquire where 
they had been. The main point in the case, it seemed to those 
not directly interested, was the question raised early in the hear- 
ing as to whether if, as contended, it took the consent of every 
stockholder of the Chesapeake & Ohio to make a lease of its 
property to the Nickel Plate, permission from the Commission to 
make such a lease could enlarge the power of the Virginia cor- 
poration. In other words, could a permit from the federal body 
have the effect of enlarging the powers granted to the corpora- 
tion by its creator? There is no question about the power of the 
federal government to set aside a contract, not in those exact 
terms, between a common carrier engaged in interstate com- 
merce and one of its employes, or between a common carrier 
and a municipality pertaining to rates. Contracts between com- 
mon carriers and crippled employes who have settled their 
claims for damages by accepting as part payment, promises of 
passes for life have been set aside and agreements between 
states or municipalities about rates or passenger fares have 
fallen before the plenary power of Congress to regulate com- 
merce between the states. But the question of an implied con- 
tract between stockholders in a Virginia corporation, such as is 
alleged in the Nickel Plate-Chesapeake and Ohio litigation, it is 
generally admitted, is novel. Naturally, those promoting the 
merger by 999 year leases contend that the Virginia charter, 
even admitting for arguments sake, it to be what is asserted 
about it, cannot be pleaded to prevent the accomplishment of 
what is being sought. 





Poetry in the Supreme Court.—It is barely possible that A. 
J. McGehee of Jackson, Tenn., “started something’ when he 
represented Commissioner Eastman as soliloquizing about “to 
scale or not to scale.” Examiner Gault, by suggesting that fur- 
niture was a luxury, incited Joseph C. Colquitt to inject poetry 
into his brief on that subject. Now comes James Montgomery 
Beck, solicitor general of the United States, top of the govern- 
ment’s staff of lawyers (the Attorney-General being more of an 
administrative officer than a lawyer), reciting from Shake- 
speare’s Henry V to illustrate a point in a suit that brings into 
question the power of the President over a man in the Treasury 
Department Congress thought it had provided for, independent 
of the President’s power to appoint and remove men in the exe- 
cutive departments. Mr. Beck, under the rule, also put the 
quotation into his brief of argument. What he quoted is not 
material. The fact alone is important. This statement of the 
fact is not to be taken as a clameur, such as an inhabitant of 
the isle of Jersey has the right to make, in front of the Duke of 
Normandy, now the king of England, and thereby bring anything 
that is going forward to a dead stop until the duke gives ear to 
his plaint. That is how the Jerseyman gets a temporary in- 
junction for instance, against the county commissioners who 
may be trying to spend money he thinks should not be spent in 
that way. He falls on his knees in front of the offensive work 
or action and it must stop until he ceases his clamor for justice. 
The right of clameur never came to this country. Its importa- 
tion, however, might not be a bad thing, in view of the prospec- 
tive situation were practically all limbs of the law to reach the 
conclusion that metrical forms were more suitable for the ex- 
pression of ideas than those now in use. 





Coolidge and McChord Under Suspicion.—It would not be 
square with the facts to say that Calvin Coolidge and Charles 
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C. McChord are on the suspect list of the police department in 
Washington but, in the eyes of some of the younger newspaper 
correspondents, they have been acting suspiciously. For in- 
stance, a short time ago the commissioner walked into the Presi- 
dent’s office and stayed there thirty-five minutes. When he came 
out he said they had not talked about public affairs, but had 
merely relaxed by talking as they used to talk while they were 
living at the same hotel. The idea of two public men getting 
together for thirty-five minutes, when one of them is President 
of the United States, and not talking about public affairs is too 
much of a dose for some of the younger generation to take 
without the traditional grain of salt. But there is no real reason 
for not believing. Coolidge and McChord were as near cronies, 
while they lived at the hotel, as men are in these days of rather 
artificial conditions of life in the national capital. They have 
few things in common in politics, wherefore they cannot do 
much real quarreling on that score. It is not natural for a Re- 
publican President to ask a Democrat to do any errands for 
him at the capitol when the troubles of the former are with 
psuedo Republicans and not with Democrats. They might talk 
about the Hoch-Smith thing, but there is no evidence that 
McChord takes any more interest in that than in any other 
phase of his work. By the process of elimination it is possible 
to bring the question back to the primary query, the same being 
as to the things they did talk about when McChord was at the 
White House. It is hard, however, remembering that politcis 
always have constituted the Kentuckian’s chief amusement, to 
think of the two spending thirty-five minutes recalling, for in- 
stance, the funny way the cast in Senator Soandso’s eye acted 
after he had had a drink of Swedish punch, and thinks like 
that. Yet it is asserted by those who should know, that the 
silent Calvin, when he knows a man well, is just as fond of 
exchanging reminiscences as any mortal ever was.—A. E. H. 


COAL PROPOSALS MODIFIED 


The Traffic World Washington Burecu 


The railroads, the tariffs of which, publishing rates on 
coal from Illinois mines to Iowa, Wisconsin and Minnesota, are 
under suspension in I. and S. No. 2346, have agreed to modify 


their proposals, with a view to avoiding litigation, on short 
notice. 


The agreement under which the carriers are to modify their 
tariffs was finally reached April 22. The railroads, in response 
to the suggestion of Traffic Director Hardie, returned to Wash- 
ington April 21 for further talk with him and members of 
the Commission’s board on suspension. The shippers had 
made their suggestions on the subject at the meeting on 
April 10 and the final conference was with a view to bringing 
the railroads into agreement among themselves. After the con- 
ference the Commission gave out a statement on the subject 
signed by W. R. Ward and W. A. Powers of the suspension board 
and Director Hardie, as follows: 


To parties of record in I. and S. No. 2346: 

In January, the carriers serving the Illinois, Indiana and western 
Kentucky fields filed with the Commission tariffs of revised coal rates 
to destinations in Wisconsin, Minnesota, Iowa, the Dakotas and parts 
of Michigan, effective February 19. These tariffs were the result 
of an extended check of the rates from and to the points involved 
and were intended to accomplish two purposes (a) to correct numer- 
ous discrepancies and maladjustments as between destination points, 
including the removal of certain fourth section departures, (b) to 
restore the differentials between the respective mine groups of origin 
in existence prior to the general increase of 1920, in conformity with 
the findings of the Commission in Illinois Coal Cases, 1920, 62 I. C. C. 
741. Upon protest of a number of shipping interests the rates were 
suspended in I. and S. 2346 until June 19 and later dates. 

It appearing that a number of the more important shipping in- 
terests favored permitting the rates to take effect and in view of the 
fact that the tariffs represent in many particulars considerable im- 
provement over the existing situation, the Commission directed that 
conferences be held in order to determine whether the carriers would 
modify the protested rates to meet certain of the objections which 
have been raised thereto. 

Accordingly a conference, to which all parties to I. and S. 2346 
and other interested shippers and carriers were invited, was held in 
Washington April 10. At that time certain modifications of the sus- 
pended rates were discussed, but the carriers indicated that they 
were not then in position to state definitely what, if any, changes 
they would make in an effort to enable the rates to become effective 
without litigation. They also stated that after further consideration 
they would advise their conclusions, 

Accordingly, representatives of all the carriers interested visited 
Washington on April 21 and stated that they had carefully considered 
the entire situation; that the tariffs represented the product of labor 
of many months towards clarifying the rates and complying with the 
decision of the Commission in the Illinois Coal Cases and other pro- 
ceedings; that the tariffs represented the expenditure of large sums 
of money, and that under the circumstances in an effort to remove 
some of the objectionable features and perhaps result in vacation of 
the suspension order thus permitting the rates to take effect without 
a and delay, they would modify the rates under suspensoin 
as follows: 


1. To that portion of Wisconsin on and south of the line of the 


C. M. & St. P., Milwaukee to Prairie du Chien, the differential of 
70 cents in the suspended tariffs from northern Illinois under south- 
ern Illinois would be changed to $1, subject to a minimum rate of 
$1.75 per ton on both lump and fine coal, thus in most cases reduc- 
ing the suspended rates from and to such points 30 cents per ton. 

2. To the same territory in Wisconsin as outlined in (1) the 
al of 70 cents from Fulton-Peoria under southern Illinois in 


differenti 
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the suspended tariffs would be changed to 79 cents, subject to a mini- 
mum rate of $1.90 per ton on both lump and fine coal, and subject 
further to either the present or suspended rate (whichever is lower 
in each case) as minimum, thus in most instances reducing the 
suspended rates from and to the points in question, 9 cents per ton. 

3. To the Twin Cities the differential of 70 cents, northern Illinois 
under southern Illinois, in the suspended tariffs, would be changed 
to 85 cents, thus generally reducing the suspended rates from and 
to the points involved 15 cents per ton. 

4. To the Twin Cities the differential of 70 cents Fulton-Peoria 
under southern Illinois in the suspended tariffs would be changed to 
85 cents, thus generally reducing the suspended rates from and to 
the points involved 15 cents per ton. 

5. To intermediate territory in southern Minnesota and in north- 
eastern Iowa the rates to the Twin Cities as outlined in (3) and (4) 
would be applied as maxima. ‘ 

6. To territory in Wisconsin north of that outlined in (1) the 
rates from northern Illinois and Fulton-Peoria would be changed only 
so as to bring about a consistent grade from the 85-cent differential 
from both of these groups at the Twin Cities, the $1.00 differential 
from northern Illinois and 79 cents from Fulton-Peoria to southern 
Wisconsin to grade equitably into the 70-cent differential used in the 
suspended tariffs, thus reducing some, but not all, of the suspended 
rates from and to the points involved in amounts ranging between 
1 cent and 30 cents per ton. 

As soon as revised rates on the above basis have been checked 
out, the carriers are to file through Agent C. W. Galligan 6th sec- 
tion applications with the Commission for authority to amend the 
suspended tariffs accordingly, such application not to affect the pres- 
ent rates and to contemplate publication on full statutory notice. If 
the Commission grants the 6th section applications, carriers will then 
file supplements to the suspended tariffs effective on statutory notice 
amending the rates accordingly. If and when this is done it is under- 
stood that all the protests and suspension requests received by the 
Commission’ against the tariffs filed in January will be considered 
void, but everyone concerned, including those who then protested, 
will have the same right to protest any portion of the entire adjust- 
ment (including the revised rates and those not revised). In other 
words, the situation that existed when the tariffs were first filed in 
January will be restored except that in lieu of the rates then filed 
will be those rates amended as above, but everyone concerned, whether 
originally a protestant or.not, will have 30 days in which to present 
his views to the Commission either for or against the tariffs as a 
whole or any portion thereof, provided this is done in accordance 
with the Commission’s rules governing the filing of suspension re- 
quests, and further provided that efforts will be made by the Com- 
mission to pass definitely upon whether or not it will permit the 
rates to become effective or proceed to hearing and decision with 
respect to the amended adjustment ten days prior to the new date 
effective so that everyone will have ten days’ notice as to whether 
or not the rates will become effective. Having this in mind, those 
who desire to file statements for or against the entire adjustment as 
amended should do so within fifteen days after the filing and post- 
ing of the supplements containing the amended rates above described. 

In this connection it should be borne in mind that there are now 
pending before the Commission several formal complaints involving 
a number of the rates in issue in I. and S. 2346, and that there is 
also before the Commission a petition filed by certain coal shippers 
asking for a general investigation of coal rates to destinations in 
western trunk line territory. While no definite course with respect 
to these matters has been determined upon by the Commission, it 
will in determining upon its course with respect to I. and S. 2346 
and the amended rates above described, give consideration to these 
other proceedings and to the requests for a general investigation, 
having” in mind that to hear the various proceedings separately will 
probabiy cause extra expense and time to the shippers, carriers, and 
the Commission as to a considerable extent the same rates are in- 


volved in the formal cases as in I. and S. 2346, and would be involved 
in a general investigation if called. 


COST OF RAILROAD FUEL 


“Through a constantly decreasing return for bituminous 
coal, during the past three years, the bituminous coal industry 
has contributed to the prosperity of the railroads, and in turn to 
national prosperity, to the extent of over one hundred and fifty- 
three million dollars,” says the Bureau of Coal Economics of the 
National Coal Association. Continuing, the coal bureau says: 


The significance of these figures is enhanced by consideration of 
the average return on the investment in bituminous operating prop- 
erties. This average was reported by the Internal Revenue Bureau 
as 6.68 per cent for 1921, the peak year of fuel costs to the railroads 
over the period on which these figures are based. 

A tabulation of the monthly reports of Class I railroads to the 
Interstate Commerce Commission for February, prepared by the 
Bureau of Coal Economics shows that the cost of locomotive fuel coal 
to the roads still remains at a very low level. 

The average cost to Class I railroads for coal used during February 
in locomotives in transportation train service, which represents the 
invoice price paid for the coal at the mine plus any freight charges 
paid on it by the consuming railroad, was $2.81 per net ton for the 
entire United States; $2.88 for the Eastern District; $2.36 for the 
Southern District; and $3.06 for the Western District. While these 
averages show no substantial change from similar averages for the 
month of January, they are considerably below those of February 
a year ago. In fact, the difference in the averages for the country 
as a whole was 52c per net ton. 

Ever since 1921 the cost of railroad fuel coal has been steadily 
decreasing. The average cost per net ton, including freight charges, 
for that year was $4.10; in 1922 it was $3.94; in 1923, $3.45; and in 
1924, $3.03. Thus in 1922 the saving in the cost of coal to the rail- 
roads from the previous year was $21,100,000. In 1923 the cost was 
$73,500,000 less than in 1922. In 1924 it was $58,800,000 less than in 
1923. Should the railroads continue to buy coal throughout the year 
1925 at the February average of $2.81 per net ton, the saving for the 
present year over last year will amount to $29,700,000. 


OPERATION OF LINE 


The Astoria, North Shore & Willapa Harbor Railroad has 
applied to the Commission for authority to operate that part 
of the railroad of the Oregon-Washington Railroad & Naviga- 
tion Company extending from Megler, via Ilwaco Junction to 
Nahcotta and from Ilwaco Junction to Ilwaco Dock, in Pacific 


county, Washington. The track is narrow gauge, the applicant 
said. 
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JONES & LAUGHLIN STEEL CASE 


The Commission’s decision in No. 15110, Jones & Laughlin 
Steel Corporation vs. Baltimore & Ohio et al., mimeographed 
(Traffic World April 18), does not go as far as the recommenda- 
tion of Attorney-Examiner William A. Disque. He proposed sub- 
stituting sixth class as the rating for manufactured iron and steel 
articles. Instead the Commission made up a scale which seems 
to provide rates for the short-haul territory in the steel producing 
district in western Pennsylvania, eastern Ohio, western New 
York and northern West Virginia not differing greatly from those 
now in effect, for rates for the longer hauls between the heart of 
the old steel producing territory, to Chicago, the heart of a new 


district, and from the new territory to St. Louis, Indiana and. 


Illinois points based upon that scale in lieu of the commodity 
rates which are somewhat less than the fifth class. In as much 
as the rates provided for short hauls by the prescribed scale are 
smaller percentages of fifth than the rates for the hauls between 
the two steel territories, the effect of its application, it seems; 
would be to give both territories comparatively low rates for 
short hauls. Details for the treatment of situations within the 
two big territories of production will be found in the Commis- 
sion’s summary given herewith. 

The complaint alleged the fifth class rates as applied to car- 
load traffic in iron and steel articles, from the Pittsburgh dis- 
trict to St. Louis and points in Indiana and Illinois (specified in 
an appendix to the:report) were unjust and unreasonable; and 
that the maintenance, from points in the Chicago district (in- 
cluding Joliet, Gary and Indiana Harbor) and from Fort Wayne, 
Kokomo, Anderson, Vincennes and Terre Haute, to points in the 
destination territory under consideration, of commodity rates 
considerably lower than fifth class, resulted in undue preference 
and prejudice and in unjust discrimination against interstate 
commerce, all in disregard of the first, second, third and thir- 
teenth sections of the interstate act. 

Producers and consumers of iron and steel articles and vari- 
ous organizations of shippers and commercial interests located 
in Illinois, Indiana, southern Wisconsin and on the Mississippi 
in Missouri and Iowa intervened to combat the allegation of un- 
due prejudice and unjust discrimination and to oppose the grant 
of any relief that might result in the disturbance of the rates 
from the Illinois and Indiana’mill points to the destination ter- 
ritory. Buffalo interests intervened to urge that whatever might 
be accorded Pittsburgh should also be given to Buffalo. They 
are in the same group so far as rates to Illinois territory are 
concerned, but they do not take the same rates to many of the 
Indiana destinations. The Wheeling Steel Corporation inter- 
vened for the same purpose, the report said, seeking a continu- 
ance of the Pittsburgh basis for Wheeling, Steubenville and 
other mill points in their vicinity. The Bethlehem Steel Cor- 
poration intervened to seek, for its plant at Johnstown, Pa., the 
benefit of any rate reduction that might be made from Pitts- 
burgh, Johnstown being differentially over Pittsburgh. The 
Youngstown Chamber of Commerce, the report said, intervened 
to seek a continuance of the present differences in rates, Youngs- 
town under Pittsburgh, if any reductions were required from 
Pittsburgh. The Commission said there were other interveners 
who did not state their positions nor take an active part in the 
proceedings. : 

Complainant, Commissioner Campbell who wrote the report 
said, stated that an attack upon the fifth class rates had been in 
contemplation for a good many years, but that it was withheld 
because of the desire not to reduce the revenue of the carriers 
at a time when they could ill afford it. All iron and steel arti- 
cles rated fifth class in Official Classification territory, he said, 
were covered by the complaint. Among the contentions of the 
complainant, he said, was one that fifth class rates from Pitts- 
burgh to many of the destinations were unreasonable because 
they exceeded the scale prescribed in C. F. A. Class Scale Case, 
45 I. C. C., 254, but Mr. Campbell pointed out that the report in 
that case showed the scale prescribed in it was not intended for 
general use in arriving at rates from the Pittsburgh-Buffalo zone 
to points west of the Indiana-Illinois line, except to points taking 
less than 103 per cent of the New York-Chicago rate, on traffic 
from trunk line territory. He said the carrier method of making 
those rates was approved in that report so as not to disturb, un- 
duly, rates between trunk line and central territories. He said 
it was hoped, at that time, that the carriers within a reasonable 
time would -bring the C. F. A. and the C. F. A-Trunk Line ad- 
justments into harmony, but that that had not been accom- 
plished. He said that that situation should be corrected, but that 
it could not be dealt with, adequately, in this case. 

After a general survey of loading characteristics of iron 
and steel articles and the basis upon which rates on iron and 
steel were made in different parts of the country, Mr. Campbell 
said the commodity rates from the Illinois and Indiana mill 
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points were the result of a policy followed by certain carriers 
to foster the development of industries on their lines such, for 
instance, as the Illinois Central and Alton, the Pennsylvania, 
and the Baltimore & Ohio. He said the iron and steel rates of 
the western trunk line carriers had their origin mainly in com- 
mercial conditions and competition. He said not only were they 
lower than fifth class, but that they largely disregarded dis- 
tance and other transportation conditions. In general, he said, 
it was the policy of the central territory lines to hold their 
rates to fifth class, but that, partly because of competition be- 
tween them and the lines in Illinois territory, they had to, from 
time to time, establish within Illinois and, to a considerable ex- 
tent, within Indiana, and between Illinois and Indiana points, 
and between those points and St. Louis, rates on substantially 
the same general level as those of the Illinois lines. The Illinois 
and Indiana interveners, he said, contended that transportation 
conditions in their part of the country were more favorable 
than those surrounding the movement from Pittsburgh. 

The defendant carriers, which did not include western lines, 
the report said, admitted that business on the fifth class rates 
from Pittsburgh was quite profitable, but that they urged that 
the traffic could reasonably bear the existing rates. They said 
the theory of class and commodity rates and the established 
policy of carriers and regulating authorities was of making 
rates with some regard to what the traffic would bear and ac- 
cording to special conditions. 

In disposing of the case the Commission said the rates 
under attack would be unjust and unreasonable, for the future, 
to the extent they exceeded rates based upon the following scale 
as a maximum: 


Rate Rate 

Per 100 Per 100 

Pounds, Pounds, 

Distance. Cents. Distance. Cents 
5 miles and under ...... 6 200 miles and over 190..... 20 

10 miles and over ie 7 210 miles and over 200..... 20.5 
15 miles and over 10..... 7.5 220 miles and over 210..... 21 

20 miles and over 15..... 8 230 miles and over 220..... 21.5 
25 miles and over 20..... 8.5 240 miles and over 230..... 22 

30 miles and over 25..... 9 250 miles and over 240..... 22.5 
35 miles and over 30..... 9.5 260 miles and over 250..... 23 

40 miles and over 35..... 10 270 miles and over 260..... 23.5 
45 miles and over 40..... 10.5 280 miles an dover 270..... 24 

50 miles and over 45..... 11 290 miles and over 280..... 24.5 
55 miles and over 50..... 11.5 300 miles and over 290..... 25 
60 miles and over 55..... 12 320 miles and over 300..... 26 
65 miles and over 60..... 12.5 340 miles and over 320..... 27 
70 miles and over 65..... 13 360 miles and over 340..... 28 
75 miles and over 70..... 13 380 miles and over 360..... 29 
80 miles and over 75..... 13.5 400 miles and over 380..... 30 
85 miles and over 80..... 14 420 miles and over 400..... 31 
90 mile sand over 85..... 14 440 miles and over 420..... 32 
95 miles and over 90..... 14.5 460 miles and over 440..... 33 
100 miles and over 95..... 15 480 miles an dver 460..... 34 
110 miles and over 100..... 15.5 500 miles and over 480..:..35 
120 miles and over 110..... 16 520 miles and over 500..... 36 
130 miles and over 120..... 16.5 540 miles and over 520..... 37 
140 miles and over 130..... 17 560 miles and over 540..... 38 
150 miles and over 140..... 17.5 580 miles and over 560..... 79 
160 miles and over 150..... 18 600 miles and over 580..... 40 
170 miles and over 160..... 18.5 620 miles and over 600..... 41 
180 miles and over 170..... 19 640 miles and over 620..... 42 

190 miles and over 180..... 19.5 


The Commission further said: 


In computing. distances under the foregoing scale the shortest 
routes by existing connections for the interchange of carload traffic 
shall be used, embracing as a maximum the lines of not more than 
three line-haul carriers. Lines under common ownership or control 
should be considered as a single line, except that where a portion 
of the same railroad is used more than once, it may be counted 
as a separate line each time it is used. 

Defendants will be authorized to establish and maintain via all 
routes from or to the points involved, the lowest rates prescribed 
herein as maximum rates over any route between said points, and 
to maintain higher rates,from or to intermediate points, provided that 
the rates from or to the said intermediate points shall not exceed 
the rates prescribed herein as maximum rates and shall in no case 
exceed the lowest combination; and provided further that this relief 
shall not apply (1) where the distance over the short line or route 
is 200 miles or less and the longer line or route is more than 70 per 
cent circuitous; and (2) where the distance over the short line or 
route exceeds 200 miles and the longer line or route is more than 
50 per cent circuitous, except that where the short line or route 
exceeds 200 miles and the longer line or route does not exceed 
340 miles relief will apply to such line or route even though it is 
more than 50 per cent circuitous. 

Upon an appropriate record it might be found proper to differen- 
tiate as between the high grade and the low grade, between the 
finished and the unfinished, and between the heavy loading and the 
light loading articles, dividing them into two or more groups taking 
different ratings, and our conclusion herein is without prejudice to 
a different finding in a case where that question may be presented. 

The above basis is also found reasonable from Johnstown, Buffalo, 
Wheeling, Benwood, Steubenville, Youngstown, and related points, ex- 
cept that rates from Johnstown may be continued on the basis of 
the long standing fixed differential of 1.5 cents over Pittsburgh so 
long as rates from other producing points in general east and west 
of, but near the Pittsburgh district, are differentially related to the 
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Pittsburgh rates. The failure to accord Youngstown a differential 
basis while other points near Pittsburgh have it, needs explanation, 
but that feature is not an issue in this proceeding. 

There are no facts of record that would support a finding of un- 
just discrimination under section 2 of the act. 

The Illinois-Indiana territory is served by both the eastern and 
western roads. In so far as traffic from Pittsbuurgh to local points 
on the eastern roads is concerned clearly there is undue prejudice 
and preference under section 3 of the act in that those carriers main- 
tain relatively higher rates from Pittsburgh than from Chicago and 
other Illinois-Indiana producing points. In so far as destinations in 
the Illinois-Indiana territory are located on western roads, those car- 
riers participate in joint rates from Pittsburgh to both local and 
competitive points on their lines. These joint through rates are 
higher relatively than the local and joint rates which they main- 
tain in the short-haul territory. Under the rates hereinabove pre- 
scribed as reasonable they will continue to participate in point rates 
from Pittsburgh and other eastern manufacturing points. In so far 
as the western roads participate in joint rates from Pittsburgh to 
points on their lines they will unduly prejudice Pittsburgh and un- 
duly prefer short-haul points in Illinois and Indiana to the ex- 
tent that the rates to and from the short-haul points do not 
bear the relationship to the long-haul rates resulting from the 
application of the rates prescribed herein. Such undue prefer- 
ence and prejudice should be removed by the establishment of 
rates from Pittsburgh to St. Louis and the points in Indiana and 
Illinois under consideration, and also from Indiana and Illinois 
points of origin to the same destinations, on the basis herein- 
before prescribed. 

Grouping of the origin and destination points involved has 
been more or less general. No substantial objections to reason- 
able groupings appear of record, and in applying the rates herein 
prescribed reasonable groupings may be employed, provided the 
rates from and to each of such groups, and in the aggregate, aver- 
age substantially the same as if made from and to each point 
separately under the scale prescribed. No order except under sec- 
tion 4 will be entered at this time, but the interested car- 
riers will be expected within ninety days from the date hereof 
to readjust their rates in accordance with the findings herein 


made. If at the conclusion of such period the rates have not 
a so adjusted, the matter may again be brought to our atten- 
on, 


The Commission, in fourth section order No. 9119, granted 


relief in accordance with its finding set forth in one of the 
preceding paragraphs. 





NEW CLASS RATES FOR CASPER 


A new class rate structure for application from Omaha and 
Sioux City, Kansas City, St. Paul, Burlington, St. Louis and 
Chicago, to Casper, Wyo., including a set of proportional class 
rates applicable to territory east of the Indiana-Illinois state 
line, has been fashioned by the Commission in No. 15200, Cham- 
ber of Commerce of Casper, Wyo., vs. Chicago & North Western 
et al., and I. and S. No. 1983, class rates between Montana, 
Nebraska, South Dakota and Wyoming points, mimeographed, 
written by Commissioner Lewis. The new rates are to be 
made operative not later than July 10, on statutory notice. The 
Commission found the proposed cancellation of distance class 
rates between points in Nebraska and Wyoming not justified 
and ordered the suspended schedules cancelled. 

The suspended rates were filed with a view to the removal 
of fourth section departures. They covered substantially the 
same ground as involved in the formal complaint. The two 
cases were consolidated for hearing and disposed of in the one 
report. The formal complaint alleged that the structure of 
rates to Casper, from Missouri River cities, from Chicago, St. 
Louis and related points, was unjust, unjustly discriminatory 
and unduly prejudicial to the members of the complaining or- 
ganization, and unduly preferential of their competitors at 
Cheyenne, Wyo., Denver, Billings, Mont., Crawford, Neb., and 
cities on the Missouri River. It was alleged also that, in some 
instances, the rates were in violation of the intermediates clause 
of the fourth section. 

The Burlington filed the suspended schedules proposing to 
remove fourth section departures by making inapplicable lower 
rates from Nebraska differential territory, so-called, lying, gen- 
erally, east of Lincoln, Crete, Beatrice and Wymore, Neb., but 
not from Omaha, to Wyoming. In lieu thereof it proposed to 
apply higher specific class rates. 

According to the report, the principal grievance of the 
complainant lay in the fact that Colorado common points were 
accorded a lower level of rates. That Colorado common point 
group, the report says, extends from Cheyenne on the north to 
Trinidad, Colo., on the south. It is with jobbers in that com- 
mon point group, it is alleged, that complainant’s members, 
principally, come into competition. Denver, Billings and Craw- 
ford are the points where competitors having the lower level 
of rates are established, and do business around Casper. Com- 
plainant compared the class rates from and to Colorado com- 
mon points. The comparison showed that for distances that 
varied from 16 miles less than the Casper mileage, in the case 
of St. Paul to 163 miles less in the case of Knsas City, the 
first class rates were 97.5 and 100 cents less, respectively than 
the Casper rates. 

As a remedy for the present adjustment, from Omaha and 
Sioux City, to Casper, the complainant proposed the establish- 
ment of the scale of class rates prescribed in Missouri River- 
Nebraska Cases, 40 I. C. C. 201, for application from the Mis- 
souri River to Nebraska points, inflated one-third, deflated ten 
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per cent, in deference to the last two general changes in rates. 
The complainant urged the treatment of rates from Chicago, 
St. Louis and Western Trunk Line territory, now made, gen- 
erally, by combination on the Missouri River, by applying the 
principle in the old Kindel case, 15 I. C. C. 555, thereby making 
the rates from Chicago, St. Louis and Mississippi River points 
the same differences under the Omaha combination as are the 
Colorado common point rates, as the first factor, and the Omaha- 
Casper rates proposed by it as the second factor. Mr. Lewis 
said it was not suggested that the present differential of Kan- 
sas City rates over Omaha to Casper be disturbed. It was sug- 
gested, he said, that Casper should have the same rates from 
St Paul as were accorded Colorado common points for longer 
distances. 

It was contended, the report said, that Casper was preju- 
diced in respect of commodity rates the same as in respect of 
class rates, but the report said the complainant failed to assail 
the commodity rates. 

In general, the report said, the railroads contended that it 
was absolutely unfair to compare the Casper adjustment with 
rate adjustments in other territories on the basis of distance 
alone, which they contended was the base upon which the 
complaint was founded. They said that 97 per cent of the busi- 
ness moving out of Casper over the North Western was 
petroleum and its products, with an empty equipment for the 
return movement. The rates on petroleum products, they said, 
were placed on a low basis to enable Casper to compete with 
mid-continent oil fields. The next heaviest movement, they 
said, was live stock, on which also, they asserted, there was an 
empty return movement of equipment. The inbound traffic, 
both carload and less than carload, they said, amounted to only 
20 per cent of the outbound, and half of that, they said, was 
oil well supply stuff. The Burlington submitted similar data. 
The railroads also emphasized the light traffic density and the 
adverse operating conditions, so severe on the Burlington that 
ten of its fourteen tunnels were to be found on the Casper 
division. 

The carriers urged that no disposition of this case be made 
because the question of class rates in that general territory was 
bound up in No. 14625, Class Rates To and From Nebraska 
Points. The Commission said Casper was beyond the boun- 
daries of the adjustment under consideration in that case. In 
conclusion, the Commission said: 


In Public Utilities Commission of Colorado vs. Ry. Co. 52 I. C. C. 
439, 471, we prescribed class rates from Denver and points in Colo- 
rado taking the same rates to Northport, Alliance and Crawford, 
Neb., Edgemont, S. D., and Sheridan, Wyo., which were 115 per 
cent of the scale prescribed in the Missouri River-Nebraska case. 
Transportation conditions from Denver to Sheridan are more un- 
favorable as a whole than from Omaha and Sioux City to Casper. 
The same basis of 115 per cent of the Missouri River-Nebraska scale 
was prescribed by the Public Service Commission of Wyoming for 
application upon intrastate traffic. 

From this record it is apparent that the class rates assailed are 
unreasonable and unduly prejudicial to Casper and unduly prefer- 
ential of competing jobbing points. While much of the evidence per- 
taining to difficult operating and traffic conditions applies to territory 
west of Casper, yet it is advisable that the rates to points on de- 
fendants’ lines in Wyoming should be on the same general level. 
Conditions are similar and a sudden break in the rates at Casper 
is not justifiable. The eater cost of transportation to Casper than 
to intermediate Nebraska territory and to Colorado common points 
should properly be reflected in higher rates but, after making allow- 
ance for such a difference, the rates to Casper and other points 
in Wyoming should be consistent with a general structure of rates 
for the territory west of the Missouri River. Likewise, the per- 
centage relationship between the class rates should be uniform. 

Our findings here are intended to give complainant as nearly as 
possible under the present conditions a reasonable and non-prejudicial 
basis of rates and are without prejudice to the conclusions which 
may be reached in No. 14625 or upon any other more extended record 
than is here available. 

We find that respondent has not justified the suspended sched- 
ules and an order will be entered requiring their cancellation. 

We further find that class rates to Casper from the various 
points indicated below are and for the future will be unjust, un-~ 


reasonable and unduly prejudicial to the extent that they exceed the 
following: 


From Class—1 2 3 4 5 A BC 2 oe 


‘Omaha and Sioux City.... 214 182 150 118 77 92 71 58 47 39 


Kansas City .....ccccccees 237 201 166 130 85 102 78 64 52 43 
St. Paul ....c.ccccccvccecs 256 218 179 141 92 110 84 69 56 46 
Burlington .....cccccscccecs 266 226 186 146 96 114 88 72 59 48 
Shi Luis ...ccccccccccccces 285 242 200 157 103 123 94 77 63 61 
CRICREO  ccccccccccesscccoce 293 249 205 161 105 126 97 79 64 53 


Proportional rates from Upper Mississippi River crossings* on 
shipments from points east of the Indiana-lIllinois state line in central, 
trunk line and New England territories. 

Class—1 2 3 4 5 A 2B ¢c& BP SF 
MN vec eanes wiapanaccns am memaiere 226 192 158 124 81 97 75 61 50 41 


* On Chicago, Burlington & Quincy and Chicago & North Western. 


Defendants will be expected to readjust their rates from Peoria, 
Ill., and other points in harmony herewith. 

While the revision of commodity rates to Casper is also of im- 
portance to complainant, it failed to apprize defendants in advance 
definitely of the particular rates assailed. It is apparent from the 
evidence that some of the rates are relatively too high. The reduced 
percentage relationship of the lower class rates to first class should 
permit the elimination of some commodity rates. Rates on other 
commodities should be established or revised where necessary to 
afford Casper a fair basis in comparison with points with which it 
competes, observing substantially the same relationship herein pre- 
scribed in connection with the class rates. If such revision is not 
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made within a reasonable time by defendants the matter may again 
be brought to our attention. Reparation is denied. 


CHARGES WERE APPLICABLE 


The Commission has dismissed No. 14885, Krauss Brothers 
Lumber Company vs. Illinois Central et al., mimeographed, find- 
ing that demurrage and penalty charges on one car of lumber 
shipped from Paden, Miss., to Cairo, Ill., on April 20, 1920, and 
reconsigned to Cleveland, were applicable and not unreasonable. 
The complaint was that the charges were illegally assessed and 
were unreasonable. 

Demurrage and penalty charges were assessed from the time 
the complainant was advised of the existence of an embargo, May 
9, until the embargo was lifted, the latter on May 20. There was 
no dispute as to the amount of the charges sought to be col- 
lected. The complainant refused to pay and was sued in Louis- 
jana, the court holding that the charges were legally assessed 
and the carriers entitled to collect them. 

The complainant contended that it had been advised by the 
agent of the defendants that there were no embargoes that would 
prevent the movement of the car to Cleveland. The carriers ad- 
mitted error to the extent of imposing no demurrage until after 
notice that an embargo existed, under the provision of the rule 
saying no demurrage would be retained on account of demurrage 
accruing from error of any railroad which prevented proper ten- 
der or delivery. The Commission said that, if, by reason of 
commercial contracts entered into prior to the misrepresentation 
on the part of the carrier, complainant found itself in such posi- 
tion that it could not abate the demurrage, the question of dam- 
age arising from such a situation was for the courts to consider. 


NO COKE OVEN EXEMPTION 


The Commission, without dissent by any member, in a 
report on I. and S. No. 2285, Demurrage Rules on Coke in Con- 
nection with Missouri Pacific Railroad, mimeographed, has con- 
demned the effort of the Missouri Pacific to exempt from the 
demurrage rules coke ovens on its line. The only ovens on the 
Missouri Pacific, according to the report, are by-product ovens 
of the Laclede Gas Light Company, at St. Louis, which have been 
in operation about ten years. 

Until September 30, 1924, those ovens were exempt from 
demurrage rules. An agency tariff effective on that date can- 
celled the Missouri Pacific exception. The rule that became 
effective on that day, the Commission pointed out, exempted 
only ovens “at or adjacent to coal mines” where car distribu- 
tion rules were in force. A note to the exemption defines ovens 
as not being adjacent to mines when the coal used in making 
the coke is moved from the mines to the coke ovens under 
freight tariff rates. 

The Missouri Pacific insisted that as the Laclede ovens sold 





their coke in competition with ovens that were exempt, that 


shipper should be accorded like treatment. Therefore, in the 
suspended tariffs it proposed to restore the exemption that had 
been cancelled in the agency publication. In arguing for the 
restoration, the carrier said that the coke was taken directly 
from the ovens to the cars, generally gondolas, in anticipation 
of orders for it. If, as sometimes happened, standing orders were 
cancelled suddenly, demurrage charges might accrue. It con- 
tended that it would be better to handle that traffic as was done 
at ovens adjacent to mines than under the uniform demurrage 
code. Other carriers, the report said, objected to the proposal, 
saying that the operation of car-distribution rules at by-product 
ovens was impracticable and would not result in the most effi- 
cient use of equipment. The Missouri Pacific contended the car 
distribution rules could be as effectively applied at the Laclede 
ovens as in coal mining regions. The Commission said that in- 
asmuch as the Laclede plant would be the only one in St. Louis 
subject to the car distribution rules it was not clear how the 
rules could be applied where there was only one shipper. It 
said the situation was entirely different from that in coal mining 
districts where a limited car supply had to be divided among a 
number of shippers according to established ratings. 

Commissioner Lewis, in a concurring opinion, said that, look- 
ing at the subject matter generally, it would appear reasonable 
that by-product ovens should be placed on a parity with respect 
to advantages with bee-hive ovens and coal mines. But, he said, 
there had been no manifestation of interest by other by-product 
ovens. Therefore, he said, he did not feel like voting for the 
proposed schedules on such a meager record. In disposing of 
the case, the Commission said: 


Ever since the adoption by carriers in 1910 of uniform demur- 
rage rules, the rules have contained a provision exempting from 
their application cars for loading coal at mine sidings and coke at 
coke ovens. Undue delay of cars at the exempted points has al- 
ways been dealt with through car distribution rules. The exemption 
was construed by carriers generally as not applying in the case of 
by-product coke ovens, which are not ordinarily maintained at mines 
as are beehive coke ovens. The Missouri Pacific, however, did not 
apply demurrage rules at the Laclede by-product plant prior to Sep- 
tember 30, 1924. The rule put into effect on that date represented the 
clarification of a similar rule proposed in Demurrage Rules on Coal 
and Coke, 89 I. C. C. 230. In that case a schedule had been filed on 
behalf of carriers generally which was substantially the same as that 
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which became effective September 30, 1924. It proposed to limit the 
coal and coke demurrage exemption rule by providing that it would 
not apply to by-product ovens not adjacent to or operated in con- 
junction with coal mines. It was opposed by the Missouri Pacific 
and the Laclede Gas Light Company. The terms of the rule were 
not clear and it was found not justified, but without prejudice to the 
filing of new schedules which would accomplish the desired purpose 
by clear and unambiguous language. In other words, so far as its 
purpose was concerned, the schedule was approved. In our report in 
that, toms we —_—, 

‘Demurrage rules are in force at by-product ovens generally 
throughout the United States, and so far as the record sawn ts cuir 
exception appears to be at protestant’s (Laclede Gas Light Company) 
plant. * * * It is apparent that protestant receives special treat- 
ment at the hands of the Missouri Pacific which is not accorded 
by-product ovens at other points in the United States.” 

The Missouri Pacific contends that it has a lawful right to es- 
tablish and maintain such rules in this matter as it deems proper, 
so long as they are not unreasonably burdensome on the shipper 
and do not result in undue preference. In this connection it urges 
that the shipper favors the proposed rule, and that as it has no 
competitors on the Missouri Pacific there can be no undue prefer- 
ence in the proposed action, and cites the Creosoting case, Cen- 
tral R. R. Co. vs. United States, 257 U. S. 247, where it was held 
that a transit arrangement provided by one carrier party to a joint 
rate and refused by another did not result in undue preference. But 
that case is not in point. We have frequently pointed out the de- 
sirability of uniformity in dealing with car detention, and have on 
a number of occasions declined to approve exceptions to the uniform 
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e applied there since September 30 of last year, 
and there is no evidence that their application has in any way warked 
any hardship. The evidence does, however, establish that the proposed 
schedule would afford the Laclede Gas Light Company an undue 
advantage in the use of Missouri Pacific equipment over other users 
of sald equipment with the exception of coal mines, and coke ovens 
adjacent to mines and operating under car distribution rules, 
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rin ~ 
ing Was puceeeliins q g their concellation and discontinu 


ORDERS UNIFORM CEMENT RATES 


In a report written by Commissioner Esch, in I. and 8. No. 
1996, cement from Kansas City, Mo., district to St. Joseph, 
Mo., and related points, and No. 15546, Iola Cement Mills Traf- 
fic Association vs. Atchison, Topeka & Santa Fe et al., mimeo- 
graphed, the Commission found the proposed reduced rates on 
cement, from Kansas City and Sugar Creek, Mo,, and Bonner 
Springs, Kan., to St. Joseph, Mo., and related points in Mis- 
souri would be unduly prejudicial and unduly preferential and 
ordered the suspended schedules canceled. It further found 
the rates, also on cement, from points in the Kansas gas belt, 
including Dewey, Okla., to St. Joseph and intermediate points 
in Scale II territory unreasonable, unduly prejudicial and un- 
duly preferential of Kansas City and Sugar Creek, 

As an adjustment in lieu of the state rates of Missouri 
it directed the carriers to establish, not later than June 29, 
rates made in accordance with the scale prescribed in Western 
Cement Rates, 48 I. C. C. 201, and 52 I. C. C. 225 for Scale II 
territory. 

It was the position of the carriers, in these cases, that 
the adjustment made in that case should be observed, without 
exception, on both state and interstate traffic. The Commis- 
sion, in this report, called attention to the fact that the object 
of that investigation was to unify the existing cement rate 
structure, to effect a non-discriminatory adjustment, and at the 
same time not to increase or to lessen the aggregate net reve- 
nue of the carriers derived from cement traffic. Mr. Esch said 
the rates and scales therein prescribed were designed to accom- 
plish the purposes mentioned. He said it was intended that 
the carriers, in all cases, should observe the scales. 

The Kansas and Missouri commissions were invited to 
participate in this case, but only the Kansas commission, the 


report indicated, took part in it. In disposing of the matter, 
the Commission said: 





We find that the circumstances and conditions surrounding the 
transportation of cement over interstate and intrastate routes from 
Kansas City and Sugar Creek to St. Joseph and intermediate points, 
also from points in the Kansas gas belt, including Dewey, to the 
same destinations, and from Kansas City, Sugar Creek, and Bonner 
Springs to St. Joseph, Atchison, and Leavenworth and intermediate 
points in Kansas and Missouri are substantially similar. 

We further find that the reductions proposed in the suspended 
schedules would result in undue prejudice to the Kansas gas-belt 
mills, including Dewey, and undue preference of Sugar Creek, Kansas 
City, and Bonner Springs, and that they have not been justified. An 
order will be entered requiring their cancellation. 

We further find that the rates on cement, in carloads, from 
oints in the Kansas gas belt, including Dewey, to St. Joseph and 
ntermediate points in Scale II territory in Missouri are, and for 
the future will be, unreasonable and unduly prejudicial to said 
Kansas gas-belt points and Dewey over interstate routes and to 
shippers therefrom, and unduly preferential of Kansas City and 
Sugar Creek over intrastate routes to St. Joseph and to shippers 
therefrom and of intrastate traffic in Missouri between said points, 
to the extent that the rates from points in the Kansas gas belt, 
including Dewey, exceed or may exceed the rates contemporaneously 
maintained for like distances from Kansas City and Sugar Creek 
and upon intrastate traffic from Kansas City and Sugar Creek to 
St. Joseph and intermediate points in Missouri; and that any greater 
disparity in the rates from points in the Kansas gas belt, includ- 
ing Dewey, on the one hand, and Kansas City and Sugar Creek 
over intrastate routes, on the other hand, results and would re- 
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sult in unjust discrimination against interstate commerce from 
points in the Kansas gas belt, including Dewey. 

e will order the removal of the undue prejudice and prefer- 
ence found by requiring the observance over all routes from and 
to the points covered by our findings of the Scale II rates prescribed 
in Western Cement Rates, computed in the manner therein pre- 
scribed and set out in the appendix to Iola Cement. Mills Traffic 
Association vs. A. W. Ry. Co., 87 I. C. C. 451, 470, which we find will 


be just and reasonable for application on both interstate and intra- 
state traffic from and to said points. 


BRIDGE IRON REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15178, Illinois Steel Bridge Company 
vs. Chicago, Burlington & Quincy et al., mimeographed, as to 
rates on five carloads of bridge iron shipped from South Chicago 
and Gary to Appleby, Kurth and Strawn, Tex., between Sep- 
tember 1 and December 6, 1921. The complaint alleged they 
were unreasonable and in violation of the fourth section in that 
they exceeded the Shreveport combination. The report also 
covers a sub-number, Same vs. Chicago, Burlington & Quincy 
et al. The steel was stopped at Jacksonville, Ill., for fabrica- 
tion. The rate to each point collected by the carriers was $1.155, 
including a two-cent fabrication in transit charge. Reparation 
was sought to the basis of the aggregate of 78.5 to Appleby, 90 
cents to Kurth, and $1.105 to Strawn. Those rates include the 
fabrication charge. The Commission found as requested and 
awarded reparation. 

The carriers contended that the factors beyond Shreveport 
were not applicable. The contention involved a consideration 
of what constituted bridge material, the fact being that the 
material shipped cocnsisted of complete knocked down bridges 
with some of the members rivetted to each other. The Com- 
mission said it was satisfied from the record that the articles 
shipped beyond the fabrication point were within the descrijp- 
tive terms of the item naming the factors sought for application 
to the movement beyond Shreveport. It said that bridge mate- 
rial seemed to be the only general term that would adequately 
describe the articles shipped. It said that the tariff did not 
provide rates for knocked-down bridges as such. 


LOWER JOINT RATES APPROVED 


The Commission, in a mimeographed report on I. and S. No. 
2290, grain from Iowa, Minnesota, and Missouri to Texas, has 
given a qualified approval to the proposed joint rates via Kansas 
City lower than the existing combinations, the latter based on 
intermediate markets, on grain, grain products and articles tak- 
ing the same rates, from points on the Chicago Great Western in 
the states named, to destinations in Texas. The Hoch-Smith 
resolution was also applied to the case. The Commission found 
that some of the rates would result in undue prejudice to Omaha. 
Its decision was without prejudice to the filing of new schedules 
that would avoid the undue prejudice. 

The situation with which the carriers sought to deal in the 
suspended schedules was somewhat like that considered in Grain 
and Grain Products to Texas. It was also discussed in Grain 
from Western Trunk Line Points, 91 I. C. C., 682. The record in 


the first mentioned of those two cases was put into the record in 
this one. 


Application of the Hoch-Smith resolution was also made in 
disposing of this case. The Commission said ft was of the opin- 
ion that lawful changes in the rates under consideration could be 
effected with the “least practicable delay” if respondents were 
afforded an opportunity to obviate undue prejudice to Omaha 
contemporaneously with the taking effect of the rates under sus- 
pension. On that point and in disposing of the case, the Com- 
mission said: 


Since our decision in Grain and Grain Products to Texas, supra, 
S. J. Res. 107, the so-called Hoch-Smith Resolution, has become ef- 
fective. That resolution provides in part as follows: 

“In view of the existing depression in agriculture, the Commis- 
sion is hereby directed to effect with the least practicable delay such 
lawful changes in the rate structure of the country as will promote 
the freedom of movement by common carriers of the products of 
agriculture affected by that depression, including live stock, at the 
lowest possible lawful rates compatible with the maintenance of 
adequate transportation service.” 

The commodities here considered are products of agriculture. 
They are produced by farmers in the territory of origin and to a 
considerable extent are purchased by farmers and stock raisers of 
the southwest. We are of opinion that lawful changes in these rates 
can be effected with the “least practicable delay” if respondents are 
afforded an opportunity to obviate uundue prejudice to Omaha con- 
ba gama with the taking effect of the rates here under sus- 
pension. 

We find that the proposed rates from points of origin on re- 
spondents’ lines, Minneapolis, Minn., and points south, from which 
the distances via Omaha to destinations on respondents’ lines are 
less than or substantially the same as the distances via Kansas City 
from the same points of origin to the same destinations would re- 
sult in undue prejudice to Omaha and undue preference of Kansas 
City from and after the taking effect of the suspended schedules in 
so far as respondents herein may participate in the movement via 
both gateways and maintain transit service at both, but that in 
all other respects the proposed schedules have been justified. Upon 
appropriate application such respondents will be granted permission 
to file schedules establishing, on or before May 19, 1925, upon notice 
to this Commission and to the general public by not less than 15 
days’ filing and posting in the manner prescribed in section 6 of 
the interstate commerce act, rates via Omaha whcih will obviate 
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such undue prejudice as would result from the taking effect of the 
proposed schedules, and thereupon an order will be entered vacating 


the suspension of the schedules here considered and discontinuing 
the proceeding. 


CANCELLATION FORBIDDEN 


The Commission, in a mimeographed report on I. and S. No. 
2301, Lumber from Alabama to Canadian Points, has found not 
justified the proposed cancellation of joint rates on lumber from 
points in Alabama served by the Alabama, Tennessee & North- 
ern and by the Washington & Choctaw, to points in Canada. The 
Mobile & Ohio, to justify the cancellation, the Commission said, 
showed the extremely thin revenue received by it out of the 
existing joint rates to Canadian points and asserted the general 
basis of rates on lumber, from southeastern points served by 
short lines, such as the Alabama, Tennessee & Northern and 
Washington & Choctaw, was the lowest combination. It further 
asserted that the only joint rates to Canada, from the southeast, 
except a few points on the Louisville & Nashville, were those 
from the points on the short lines. The Commission said that 
while that statement was technically correct, it was misleading 
in that the respondent participated in joint rates with several 
short lines in the vicinity of the Alabama, Tennessee & North- 
ern, from Mississippi valley territory as distinguished from south- 
eastern. The Mobile & Ohio is the dividing line between the two 
territories. 

The Mobile & Ohio, the Commission said, contended that the 
rates in question were beyond its jurisdiction, asserting the Com- 
mission could not require either the establishment or the main- 
tenance of rates from this country to Canada. In answer to that 
the Commission said: “We have jurisdiction over respondent 
and it is our duty to see that no inequalities in rate levels and 
that no violations of the act result from tariff changes. The pro- 
posed schedules would result in undue prejudice to shippers of 
lumber on the A., T. & N., and the Choctaw and in undue pref- 
erence of their competitors who will continue to enjoy joint 
rates participated in by respondent.” 


WET PHOSPHATE ROCK RATE 


The Commission, in a mimeographed report on I. and S. 
No. 2332, wet phosphate rock from interior Florida points to 
Jacksonville, Fla., has condemned, as not justified, the pro- 
posed cancellation of commodity rates on wet phosphate rock, 
from interior Florida points to Jacksonville, for export, or to 
be dried and reshipped by rail or water. The suspended sched- 
ules have been ordered canceled and the proceedings discon- 
tinued. 

The Commission said the principal reason assigned by the 
Seaboard Air Line and its subsidiary, the Florida Central & 
Gulf, for the cancellation was the lack of movement under the 


“rates. They said the same rates would continue to be avail- 


able to Fernandina, Fla., where there was a drying plant. They 
also said the drying plant at Jacksonville could not be reached 
directly by the Seaboard and that avoidance of congested ter- 
minals at Jacksonville was desirable. The Commission found 
that there had been a considerable movement in 1924 on the 
rates suggested for cancellation, with a prospect of a larger 
movement in the future. The schedules were suspended upon 
the protest of the Florida commission, the Jacksonville Traffic 


‘Bureau, and others. 


BALSAM WOOL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 16083, John Dower Lumber Co. vs. 
Northern Pacific, as to a rate of $3.80 imposed on a carload 
of balsam wool, shipped in October, 1922, from Minnesota 
Transfer to Tacoma, Wash. The Commission said the rate was 
unreasonable to the extent it exceeded $1.39, the commodity 
rate contemporaneously in effect on other building insulating 
felts. It was a comparatively new article at that time. Later 
a commodity rate of $1.22 was established. The complainant 
sought reparation to that basis, but the Commission condemned 
the rate imposed only to the extent it exceeded the rate on 
other builders’ insulating materials. 


DRIED BEET PULP REPARATION 


The Commission, in a mimeographed report on No. 15202, 
Jackson Traffic Bureau, for R. H. Green, vs. Chicago, Burling- 
ton & Quincy et al., found the rate of 80 cents charged on a 
carload of dried beet pulp, shipped in January, 1921, from 
Bayard, Neb., to Jackson, Miss., was inapplicable. It found 
that the aplicable rate was 86 cents, but found that that was 
unreasonable to the extent it exceeded 81 cents, the rate on 
corn. The present rate is the same as that on corn. The 
complainant asked for a rate of 52 cents under the impression 
that there was a rate of 57.5 cents from Chaska, Minn., to 
Jackson, which would have controlled the rate from Bayard, 
Neb. The Commission said the undercharges representing the 
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difference between the applicable rate and the one collected 
might be waived and dismissed the complaint. 


CRUDE OIL CASE DISMISSED 


The Commission has dismissed No. 14691, Caddo Oil & 
Refining Corporation vs. Kansas City Southern et al., mimeo- 
graphed, on a finding that the rate on crude oil, from Mexia, 
Tex., and near-by loading stations to Shreveport, La., in effect 
since November 6, 1921, is not unreasonable or unduly preju- 
dicial. The complaint alleged it was unreasonable, unduly 
prejudicial and unjustly discriminatory to the extent it ex- 
ceeded the rate in effect from Mexia to Beaumont and Port 
Arthur, Tex. Violation of the fourth section was also alleged. 


WOOL REPARATION CASE 


In a report on further hearing on No. 13318, Boston Wool 
Trade Association vs. Director-General, mimeographed, the Com- 
mission awarded reparation to specified complainants on ship- 
ments of wool and mohair, in the grease, from points west of 
the Missouri River to Boston, on account of the collection of 
charges found unlawful in the original report. The original 
report was made in 81 I. C. C., 181. The Commission’s finding 
is as follows: 

We find that the shipments were made as set forth in exhibits 
5 to 17, inclusive, and 19 to 49, inclusive; that Samuel G. Adams, 
Edmund F. Leland, Harry P. Bradford, and Harold M. Cummings, 
doing business as Adams & Leland; William E. Jones, Frank W. 
Hallowell, Walter M. Marston, and Gordon Donald, doing business 
as Hallowell, Jones & Donald; Sidney A. Eisemann, Lawrence Ilford, 
and Walter C. Donald, doing business as Eisemann Brothers; Crim- 
mins & Peirce Company; Arthur E. Gill, Robert L. Turnbull, Percy 
Dewey, and Lawrence G. Holden, doing business as. Dewey, Gould 
& Co.; Joseph Koshland, Marcus S. Koshland, Abraham Koshland, 
Jesse Koshland, Henry Sinsheimer, and Stanley H. Sinton, doing 
business as J. Koshland & Co.; and Charles M. Boyd, Joseph S. Wil- 
liams, Gardner B. Williams, Frank W. Eshelman, and John S. Stress- 
enger, doing business as Jeremiah Williams & Co., paid and bore 
the charges thereon as set forth in the transportation records; that 
Samuel G. Adams, Edmond F. Leland, Harry P. Bradford, and Harold 
M. Cummings, as to the claim of Adams & Leland; William E. Jones, 
Frank W. Hallowell, Frank A. Mason, and L. V. Edgehill as to the 
claim of Hallowell, Jones & Donald; Sidney A. Eisemann, Lawrence 
Ilford, and Walter C. Donald, as to the claim of Eisemann Brothers; 
Crimmins & Peirce Company; Arthur E. Gill, Robert L. Turnbull, 
Percy Dewey, and Lawrence G. Holden as to the claim of Dewey, 
Gould & Co.; Joseph Koshland, Marcus S. Koshland, Abraham Kosh- 
land, Jesse Koshland, Henry Sinsheimer, Stanley H. Sinton, and 
Robert J. Koshland, as to the claim of J. Koshland & Co.; and Jere- 
miah Williams & Co., were damaged thereby upon all shipments 
made by or in behalf of these firms or corporations as set forth 
upoh said exhibits, which were misrouted, and that they are en- 
titled to reparation, with interest. The parties should examine, 
in collaboration with each other, the shipping records to which they 
severally have or are able to obtain access, in order to determine 
in every instance which shipments have actually been misrouted, and 
to unite in the preparation of a reparation statement in accordance 
with Rule V of the Rules of Practice. If the documentary evidence 
necessary for the preparation of this statement cannot be adduced 
by arrangement between the parties within a reasonable time, the 
case will be set for further hearing upon appropriate request. 


CANCELLATION NOT JUSTIFIED 


; In a mimeographed report on I. and S. No. 2312, Propor- 
tional Class Rates between Upper Mississippi River Crossings and 
Western Trunk Line Points, the Commission has found not justi- 
fied, the proposed cancellation by the Chicago, Milwaukee & St. 
Paul of its proportional class rates west of Davenport, Ia., in 
connection with the Rock Island, from Peoria to Davenport, on 
shipments from points east of the Indiana-Illinois state line to 
interior Iowa destinations. 

The purpose of the cancellation was to secure to the Mil- 
waukee, between Chicago and Sabula, Ia., one of the upper 
crossings of the Mississippi, the haul east of the river that now 
goes to the Rock Island between Peoria and Davenport.. The 
Milwaukee said the haul was about the same over the Chicago 
and Peoria routes and that rates would not be increased. The 
Commission said that a check of the Milwaukee’s records showed 
that at the present time traffic other than coal from the east, to 
the Iowa destinations affected, moved only over the Chicago 
route. The Milwaukee said the Rock Island had no objection to 
the proposed cancellation. The Commission said protesting 
Iowans did not question the adequacy of the Chicago route in 
normal times. Their desire, it said, was to have the Peoria route 
retained for use in case of congestion of the Chicago terminals. 


INCREASED RATES UNJUSTIFIED 


The Commission, in a mimeographed report on I. and S. 
No. 2297, fertilizers from Little Rock-Fort Smith territory to 
El Paso, found the proposed increased rates on fertilizer, from 
Little Rock to El Paso and points taking the same rates, not 
justified. It ordered the suspended schedules canceled and 
discontinued the proceedings. It said that unauthorized fourth 
section departures should be promptly eliminated. 

According to the recitals in the report, the proposed in- 
creases grew out of the checking in of rates, in supposed ac- 
cordance with the Memphis-Southwestern scale, as ordered in 
Arkansas Fertilizer Co. vs. Abilene & Southern, 92 I. C. C. 504. 
At three points in Texas differential territory, intermediate to 
El Paso, rates became higher than the rate to El Paso. It was 
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proposed to increase the rate to El Paso from 50.5 cents to 
55 cents so as to eliminate the unauthorized fourth section 
departures. The Commission said that the carrier explanation 
that the higher rate would be in accordance with the findings 
in the Arkansas fertilizer case, was not correct. 


UNCOMPRESSED LINTER REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15433, E. R. O’Donnell Mercantile Com- 
pany vs. Louisiana & North West et al., mimeographed, as to 
charges On uncompressed cotton linters, in carloads, from Mag- 
nolia, Ark., to St. Louis. The shipments were made in Decem- 
ber, 1921. A rate of $1.28 was used in assessing the charges. 
The Commission said it could not discover on what basis that 
rate was calculated. It found it unreasonable to the extent it 
exceeded 86.5 cents, the subsequently established rate, and 
awarded reparation to that basis. 


RULE 77 REPARATION 


The Commission has awarded reparation in No. 16033, 
Churchill Compresses vs. Columbus & Greenville et al., mimeo- 
graphed, on a finding of unreasonableness as to a first class 
rate of $1.145 assessed on a car of uncompressed cotton, from 
Greenville, Miss., to Dyersburg, Tenn. It said that under rule 
77 of Tariff Circular 18-A a contemporaneous commodity rate 
of 80.5 cents, from Greenville to Cairo, was available on this 


movement and awarded reparation to the level of the 80.5-cent 
rate. 


REPARATION ON POTATOES 


A finding of unreasonableness and an award of reparation 
have been made in No. 16037, Chamberlin & Barclay vs. Clyde 
Steamship Co. et al., mimeographed, as to the rate and charges 
thereunder, on potatoes, from Hightstown, Cranbury, Jamesburg, 
Plainsboro, Prospect Plains and Windsor, N. J., to Jacksonville, 
Fla., the shipments having been made in the fall of 1920. A 
sixth class rail-and-water rate of 53.5 cents was collected. No 
defense, the Commission said, was offered and since the com- 
plaint was filed, it had been canceled. The Clyde Steamship 
Company, the Commission said, conceded the unreasonableness 
of the rate, which exceeded the aggregate of intermediates. 
Reparation is to be made to the basis of the following rates: 
46.5 cents from Jamesburg; 47.5 from all the other points men- 
tioned except Windsor, from which point the reparation is to 
be based on a rate of 50 cents. 


TURKEYS, IN BULK, IN STRAW 


The Commission has dismissed No. 15668, Omaha Cold Stor- 
age Company et al. vs. Chicago & North Western et al., mimeo- 
graphed, on a finding that rates charged on two carloads of 
dressed turkeys, from Lander and Wheatland, Wyo., to Omaha, 
shipped in November, 1922, were not unreasonable. 

Because boxes or barrels were not available at the time the 
turkeys had to be shipped, they were loaded in bulk, with straw 
around each bird. They carried safely and, it was testified, ar- 
rived in as good condition as if they had been packed in barrels 
or boxes. Under the classification the third class would have 
applied on shipments in barrels or baxes. Under the classifica- 
tion rules the shipments were subject to rejection, or, if they 
came into possession of the carrier not packed as required by 
the rules, to rates three classes higher than those prescribed 
for goods packed in regular containers. Under the last men- 
tioned rule rates one and a quarter times first, of $3.75 and 
$3.04 were collected. The complainants contended that the con- 
temporaneous third class rates of $2.10 and $1.65 would have 
been reasonable and asked for reparation accordingly. 

The Commission said it was not clear that the carrier 
agents at the points of origin were apprised of the manner in 
which the turkeys were loaded, but that it seemed probable they 
were. The complainants showed, by comparison, that the earn- 
ings under the rates imposed were high. They also showed 
that, in certain cases, the Commission had found unreasonable 
rates or ratings applied under the rule providing for higher rates 
on articles not shipped in containers meeting specifications. It 
said the complainants, in this case, did not attack the class 
rates as such, or the provisions of the classification rule, or 
ask a change for the future. It reviewed the cases in which it 
had afforded relief from the effects of the classification rules, 
but pointed out that the articles involved could have been as 
well shipped as they were in the specified containers or under 
the packing requirements. It disposed of this case by saying: 


So far as the record shows, the carriers nowhere maintain a 
lower basis of rates on dressed poultry shipped in bulk in straw than 
that applied to complainants’ shipments. Complainants’ comparisons 
of rates and ratings on other commodities are not accompanied by 
sufficient evidence as to the conditions under which they were main- 
tained, or as to comparative classification elements, to render them 
of material weight. Dressed turkeys are perishable and easily dam- 
aged unless properly protected. Although these particular shipments 
were carried safely, we are not convinced upon the record that the 
method of loading employed is as safe under all conditions as is the 
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use of boxes or barrels specified in the classification. We are accord- 
ingly unable to find that the shipments were entitled to the same 
rating and rates as would have applied if the packing specifications 
had been complied with. 

Shippers are, of course, entitled to reasonable rates upon what- 
ever traffic they ship. But in a situation of this kind the earnings 
are not necessarily controlling. The nature of the commodity, as 
bearing upon its adaptability to shipment in a particular form, and 
the practices of the carriers with respect to the rates on the same 
or similar commodities, are of equal if not greater importance. 
Lower rates were provided, of which complainants could have availed 
themselves if the shipments had been packéd in accordance with the 
provisions of the classification. The penalty rule in the classifica- 
tion must be regarded as having some bearing upon the propriety 
of rates assessed thereunder, and in the absence of complaint and 
proof that it was unreasonable its provisions should not be set aside 
in particular instances except upon evidence which would support 
the view that the commodity, as shipped, was entitled to a lower 
specific rating. We are unable upon this record to express an opin- 
ion as to whether or not dressed poultry, in carloads, in bulk or in 
straw, would be entitled to a specific rating, or, if so, what that 
rating should be. , 


_We find that the rates assailed were not unreasonable. The com- 
plaint will be dismissed. 


ATLANTA SWITCHING ABSORPTION 


The proposal of the Lousiville & Nashville, made in sched- 
ules suspended in I. and S. No. 2295, to restrict the absorption 
of switching charges on coal at Atlanta, from mines on the L. & 
N. in eastern Tennessee and southeastern Kentucky, to $2.25 
per car, has been found not justified, in a mimeographed report 
on the suspension proceeding mentioned. 


While it was desirable, in the interest of uniformity, said 
the Commission, for the Louisville & Nashville to revise the 
absorption by it of connecting lines’ switching charges so that 
the amount it absorbed would be the same as to all lines serving 
Atlanta, such revision must not be accomplished in such manner 
as materially to increase the total charges which receivers of 
coal in the Atlanta district had to pay. It said the present level 
of rates from the Louisville & Nashville mines to the Atlanta 
industrial district was not unreasonably low, particularly as the 
L. & N. transported the traffic over its own line under operating 
conditions which were favorable, and as it restricted the rate 
to the route over its own line, although there were other routes 
in connection with the Southern, which were feasible and which 
could be used to advantage without any increase in the rate. 

At present the absorption is limited to $2.25 per car except 
as to deliveries on the Southern. The Louisville & Nashville 
said that failure to limit absorptions on deliveries on that line 
was contrary to its policy. It said the tariff publishing agencies 
had been instructed to make the restriction as to the Southern 
as well as to other lines, but, for a reason unknown to the wit- 
ness, the instructions on that point had not been carried out. 
As to the Nashville, Chattanooga & St. Louis, the proposal was 
to limit the absorption to $2.25 per car, but also to pay that road 
$2.25 per car for bringing Louisville & Nashvlile coal into At- 
lanta, the parent company not having its own rails into Atlanta. 
The intention of the L. & N., its witness said, was never to in- 
crease the amount of the absorption beyond the original re- 
ciprocal switching charge of $2 per car. The Southern, at the 
time the L. & N. came into Atlanta over the rails of the N. C. & 
St. L., had a switching charge greater than $2. Owing to the 
failure before mentioned, on the part of the tariff publishing 
agencies, the L. & N. tariff was not revised with respect to ab- 
sorption to reflect what was said to be the company’s policy, un- 
til the tariffs under suspension were placed on file. 


‘“REPARATION ON COAL 


The Commission, in No. 16027, Rhode Island Malleable Iron 
Works vs. New York, New Haven & Hartford, mimeographed, 
has found unreasonable, a sixth class rate of $2.80 imposed on 
two carloads of bituminous coal, shipped in April, 1923, from 
Boston to Hills Grove, R. I., and awarded reparation, to the 
basis of a rate of $1.85 per ton. It based its finding on the 
principle laid down in Arnold, Hoffman & Co. vs. New York, 
New Haven & Hartford, 87 I. C. C. 417. In that case it con- 
demned the sixth class rate of $1.80 per ton from Darlington, 
R. L., to Dighton, Mass., for a haul of 28 miles, as unreasonable 
to the extent it exceeded $1. The haul in this instance was 53 
miles. 


OLD RATES UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been made in No. 16084, Pensacola Creosoting Co., Inc., 
vs. Central of Georgia et al., mineographed, as to rates on lumber 
from Gantt and Sports, Ala., to Pensacola, Fla. The complaint 
was against a rate of 20 cents applied from both points, from 
May to October, 1923. They were alleged to be unreasonable. 
The Commission said the joint rates were in contravention of 
the aggregate of intermediates part of the fourth section, but 
that that disregard was removed when, in October, 1924, rates 
of 13 cents from Gantt and 14.5 cents from Sports were estab- 
lished. The Commission found the present rates not unreason- 
able. It found the old rates, 20 cents from each point, unreason- 
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able to the extent the rate from. Gantt exceeded 13 cents and 
from Sports, 15 cents, and awarded reparation to that basis. 


HOLLOW TILE REPARATION 


A finding of unreasonableness and an award of reparation 
luave been made in No. 15488, Los Angeles Pressed Brick Com- 
pany vs. Director-General, Atchison, Topeka & Santa Fe et al, 
mimeographed, as to rates on eleven carloads of hollow building 
tile, from Alberhill, Calif., to Saticoy, Edfu, and Santa Paula, 
Calif., shipped between December 2, 1919, and December 20, 1919. 
The Commission said they were unreasonable to the extent 
they exceeded 17 cents and awarded reparation. 


STEAM LARD CASE DISMISSED 


An order of dismissal has been entered in No. 15253, Cleve- 
land Provision Company vs. Atchison, Topeka & Santa Fe et al., 
mimeographed, on a finding that rates on steam lard, from west- 
ern rendering plants to Cleveland, and on refined lard from 
Cleveland to the Atlantic seaboard, for export, are not unrea- 
sonable or unduly prejudicial. The complainant alleged the 
rates were unreasonable and unduly prejudicial. It sought the 
establishment of rules providing for refinement in transit at 
Cleveland, of steam lard shipped from Chicago and other western 
rendering points, at rates not exceeding the through rates from 
points of origin to the ports, plus a reasonable transit charge. 
Steam lard, that is lard rendered under steam pressure, the re- 
port said, was edible and used to a considerable extent without 
further processing. The complainant desired to bring that kind 
of lard to its plant in Cleveland, refine it by heating and filtering 
it through Fuller’s earth and then send on the refined product. 
Owing to the fact that Chicago is a rate-breaking point refining 
at that point can be done and the refined product shipped out 
without any rate disadvantage while the rates, into and out of 
Cleveland, puts the complainant at a disadvantage, in compari- 
son with the Chicago refiner, by amounts ranging from 11.5 to 
13.5 cents per 100 pounds. That fact, the Commission said, did 
not prove the rates to and from Cleveland unreasonable. 


: WOOL IN THE GREASE RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 15623, Cleveland Worsted Mills Company 
vs. Baltimore & Ohio et al., mimeographed, as to rates on im- 
ported wool in the grease, in machine-pressed bales, from Bos- 
ton and New York to Cleveland, imposed on. shipments made be- 
tween February 2, 1922, and March 1, 1923. The Commission 
found the rates unreasonable to the extent they exceeded the 
contemporaneous Rule-26 rate and awarded reparation to that 
basis. The complainant asked for a fourth class rate of 47 
cents. The complaint alleged the rates, imposed on wool from 
South America and Australia, were unjust, unreasonable and un- 
duly prejudicial as compared with rates from the same points to 
LaPorte, Ind. , 

At present, the Commission said, there were two rates on 
wool in the grease: A third-class rate of 67 cents, minimum 
16,000 pounds, regardless of place of production or package; and, 
one of 53.5 cents, equal to Rule 26, minimum 32,000, when in 
bales compressed to a density of 19 pounds per cubic foot, irre- 
spective of points of origin. 


EMPTY STEEL DRUM RATES 


The Commission, in No. 15665, Vera Chemical Company vs. 
Chicago, Milwaukee & St. Paul et al., mimeographed, has found 
unreasonable rates on shipments of returned empty steel drums, 
from Groos and Menominee, Mich., and Sartell, Minn., to North 
Milwaukee,. It said the rates assessed were applicable but were 
unreasonable to the extent they exceeded the contemporaneous 
rates on iron drums, namely, one-half of fourth class. The case 
was one of tariff language interpretation. The tariff item provid- 
ing one-half of fourth class mentioned only iron drums. The 
complainant contended that the term was broad enough to cover 
steel drums, because, among other things, it was impossible for 
an agent of that railroad to discover whether a drum was made 
of iron or steel. The Commission, however, said it had hereto- 
fore recognized that an article when made of iron, might take a 
different rate from the same article made of steel. 


EXPORT COTTON OVERCHARGED 


On further hearing in No. 13798, Japan Cotton Trading Com- 
pany of Texas vs. Director-General, mimeographed, the Commis- 
sion found that shipments of cotton, in bales, from Hackett, 
Ark., to Tacoma, Wash., for export, between September, 1918, 
and March, 1919, were overcharged and awarded reparation. It 
modified its findings in the original report, 88 I. C. C., 407, accord- 
ingly. In the original report the Commission said the record did 
not show whether nine shipments, originating at Hackett, were 
shipped to Fort Smith over the Frisco or Midland Valley. It 
said that if sufficient quantity moved over the Frisco from 
Hackett to justify the application of the joint export carload 
rate, the complainant would be given the opportunity to prove 
that it did. At the further hearing, the Commission said, the testi- 
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the Frisco; therefore the export rate of $1.35 cents was applic- 
able and that such shipments were overcharged 30 cents per 
100 pounds. It told the complainant to file Rule V statements. 


COMMISSION ENLARGES CASE 


The Commission has enlarged the scope of its inquiry 
into rates on milk and cream, in and through Indiana, so as 
to include rates prescribed by the railroads for transportation 
of those commodities in baggage-car service. The enlargement 
was accomplished by the institution of No. 16915, milk and 
cream in Indiana, and the discontinuance of No. 14023, the 
latter being a case involving the rates of only the American 
Railway Express Company. The scope of the substituted pro- 
ceeding is indicated by the substantive part of the order, which 
is as follows: 


It is ordered, that an investigation be, and it is hereby instituted 
by the Commission, upon its own motion, into and concerning the 
rates and charges applicable to the transportation of milk and cream 
by express and by railroad in baggage-car service, subject to the 
provisions of the interstate commerce act, from, into, and through 
the state of Indiana, for the purpose of determining whether the 
said rates and charges, or any of them, are unreasonable or other- 
wise in contravention of the provisions of the said act, in and of 
themselves or in their relation to the corresponding rates and charges 
applicable to the intrastate transportation of the said commodities 
in the like services within said state, and of making such findings 
and of entering such orders as may be deemed necessary or appro- 
priate to remove any such unlawfulness as may be found to exist. 


SUSPENDED TARIFFS 


In I. and S. No. 2389, the Commission has suspended from 
April 20 until August 18 schedules published in Leland’s I. C. C. 
No. 1735 and in other tariffs issued by the Chicago, Rock Island 
& Pacific and by Agents Fonda, Jones and Leland. The sus- 
pended schedules propose to revise the rates on horses, mules, 
burros and asses, carloads, from and to points in Texas dif- 
ferential territory, which would generally result in increased 
rates. The following is illustrative: 


Horses and mules, carloads, from El Paso, Tex., to Ft. Worth, 
Tex., present 54, proposed 101; from Wichita, Kans., to El Paso, 
Tex., present 77, proposed 107. 


In I. and S. No. 2388, the Commission has suspended from 
April 20 until August 18 schedules published in supplement No. 
13 to Union Pacific U. P. R. R. I. C. C. No. 3482. The suspended 
schedules propose to increase the rates on grain and grain 
products, carloads, from certain stations in Kansas on the 
Union Pacific Railroad to St. Joseph, Mo., on traffic routed via 
U. P. R. R., Marysville, Kan., St. J. & G. I. R. R. The follow- 
ing is illustrative: 

To St. Joseph, Mo., 


Wheat Corn 
From Pres. Prop. Pres. Prop 
Blue Hapids, Mans. ..... 000.0000 13 14% 11% 13 
Walsbene, “TUAME. .o.scsccee wade tes 13% 144% 12 13 
WH TI. hn bicceeecessaeas 14 1414 12% 13 


In I. and S. No. 2390 the Commission has suspended from 
April 30 until August 28 schedules published in Monongahela 
West Penn Public Service Company’s tariffs, viz.: I. C. C. No. 
11 and Supplement No. 2 to I. C. C. No. 6. The suspended sched- 
ules propose to eliminate, from the above tariffs, certain sidings 
located at Roberts, Lucas Mills, Shinnston, Viropa or Enterprise, 
West Virginia, on the West Penn Public Service Company and 
cancel rates in connection therewith. The proposed change 
would leave no rates in effect applicable on bituminous coal 
from the mines located at such sidings. 


COMMISSION ORDERS 


The Spokane Merchants’ Association has been authorized 
to intervene in No. 14047, Mutual Creamery Company vs. Amer. 
Ry. Express Company et al. 

The Board of Trade of the City of Chicago has been per- 
mitted to intervene in No. 16270, Board of R. R. Commissioners 
of South Dakota vs. C. & N. W. Ry. et al. 

S. E. Slaymaker & Company has been authorized by the 
Commission to intervene in No. 16457, New Jersey Lumbermen’s 
Committee vs. A. C. L. R. R. et al. 

The Manitowooc Portland Cement Company has been per- 
mitted to intervene in No. 16536, Lehigh Portland Cement Com- 
pany et al. vs. Big Fork & International Falls Ry. et al. 

The New Jersey Zinc Company has been permitted to in- 
tervene in No. 16721, the Central R. R. Co. of New Jersey vs. 
N. Y. N. H. & H. R. R. et al. 

_ The American Distilling Company has been authorized to 
intervene in No. 16853, the Federal Products Company vs. Illinois 
Central R. R. et al. 

The Commission has denied the petition of the Retail Mer- 
chants’ Association of Portsmouth, Ohio, for rehearing and modi- 
fication of the orders entered in No. 10122, Standard Time Zone 
Investigation, establishing the boundary line of the standard 
Eastern time zone. 

The Commission has reopened its proceeding in No. 13954, 
Alton Mercantile Company et al. vs. A. & W. Ry. et al. for 
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i pumianaa of the question of reparation, upon the present 
record. 

Upon defendants’ petition, the Commission has reopened No. 
15034, Ontario Paper Company, Ltd., et al. vs. Canadian National 
Rys. et al., for further oral argument upon the question of the 
reasonableness of the rates involved. 

The proceeding in No. 15408, Milne Lumber Company vs. 
Cc. C. C. & St. L. Ry. et al., has been reopened for further hearing. 

The Keystone Steel and Wire Company has been permitted 
to intervene in No. 16675, John Robinson, doing business as the 
Norfolk Hide & Metal Company vs. C. & N. W. Ry. et al. 

The Mead Fibre Company, The Mead Sales Company and 
Mead, Patton & Co., Inc., have each been authorized by the Com- 
mission to intervene in No. 16757, The Jessup & Moore Paper 
Company vs. B. & A. R. R. et al. 

The Mead Fibre Company, The Mead Pulp & Paper Company 
and The Mead Sales Company have been permitted to intervene 
in No. 16745, The Fox Paper Company et al. vs. Santa Fe Ry. 
et al. . 

The Procter & Gamble Manufacturing Company has been 
authorized by the Commission to intervene in No. 16791, Detroit 
Soda Products Company et al. vs. Akron & Barberton Belt R. R. 
et al. 

The Commission has reopened its proceedings in No. 12366, 
John W. Eshelman & Sons et al. vs. Director-General, M. & O. 
R. R. et al., for further hearing in connection with the hearing 
on the supplemental complaint in No. 12996, John W. Eshelman 
& Sons et al. vs. Arkansas Central R. R. et al. 

The Commission has denied the complainant’s petition for 
rehearing in No. 15334, Rutenber Electric Company vs. C. C. C. 
& St. L. Ry. et al. 

Upon the complainants’ request, the Commission has dis- 
missed the complaint in No. 16154, C. S. Howard et al. vs. 
A. T. & S. F. Ry. et al. 

Upon the complainant’s request, the Commission has also 
dismissed the complaint in No. 16705, Peerless Manufacturing 
Company, Inc., vs. Illinois Central R. R. et al. 

The Commission has modified its order of December 5, 1924, 
in No. 13513, Stuttgart Rice Mill Company et al. vs. A. & V. 
Ry. et al., so as to make it effective on June 8 upon thirty days’ 
notice. 


The Commission has denied the petition of the Ward Manu- 
facturing Company of Fort Smith, Ark., asking for further argu- 
ment and for leave to intervene in No. 12887, National Veneer & 
Panel Manufacturers’ Association et al. vs. Aberdeen & Rockfish 
R. R. et al. 

The Commission has reopened its proceedings in No. 9560, 
Meridian Traffic Bureau vs. Southern Ry., Director-General et 
al., and I. and S. No. 1372, Meridian Rate Case, for further hear- 
ing with respect to rates on brick and clay products, included in 
the uniform brick list, and common brick, carloads. 

The Commission has modified its order of February 7 in No. 
15552, J. K. Dering Coal Company vs. C. C. C. & St. L. Ry., so 
as to make it become effective on June 15 instead of on May 12. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation No. 406, In re Wisconsin Central Rail- 
way Company, Central Terminal Railway Company, and Gogebic 
and Montreal River Railroad Company. 

The Commission’s docket No. 14402, Oklahoma Millers’ As- 
sociation vs. A. & V. Ry. et al., has been reopened for further 
consideration in connection with docket No. 12244, Corporation 
Commission of Oklahoma et al. vs. Abilene & Southern Ry. et 
al., and related cases. 


FINANCE APPLICATIONS 


The Chicago, Indianapolis & Louisville Railway Company 
has applied for authority to issue $1,123,100 of promissory 
notes and $435,201.25 of interest promissory notes in connec- 
tion with the acquisition of equipment. 

The Longview, Portland & Northtern has asked for au- 
thority to issue six promissory 6 per cent equipment trust notes, 
each for $11,111, the proceeds to be used in the procurement 
of fifty logging cars. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Ann Arbor to procure 
the authentication and delivery of not more than $452,000 of 
improvement and extension bonds to be held subject to its 
further order. 

The Santa Fe & Los Angeles Harbor Railway Company has 
been authorized to issue one registered first mortgage 6 per 
cent gold bond for $1,600,000 to be delivered to the Atchison, 
Topeka & Santa Fe in satisfaction of a like amount of indebted- 
ness for capital advances. 

The Southern Pacific has been authorized to pledge and re- 
pledge $6,425,500 of its first refunding mortgage 4 per cent gold 
bonds as collateral security for short-term notes, and also to 
sell the bonds at such price or prices as will yield the purchaser 
not in excess of 5.1 per cent annually, 

The Gulf, Mobile & Northern has been authorized to issue 
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$4,000,000 of first mortgage 5% per cent bonds to be exchanged 
for a like amount of first mortgage 6 per cent bonds. 

The Eldorado & Santa Fe has been authorized to issue one 
registered first mortgage 6 per cent gold bond in the denomina- 
tion of 3,500,000 to be delivered to the Atchison, Topeka & 
Santa Fe in satisfaction of a like amount of indebtedness for 
advances for capital purposes. 

The Tampa & Gulf Coast has been authorized to issué 
$434,000 of first mortgage 5 per cent gold bonds and to pledge 
them with the Seaboard Air Line as collateral security for 
loans. 

The Commission has authorized the Ann Arbor to issue 
and sell $1,000,000 of 5-year 6 per cent notes at not less than 95 
per cent of par and accrued interest, and to pledge $2,000,000 of 
improvement and extension mortgage bonds as collateral se- 
curity for the notes. 


U.S. REJECTS 56-CENT RATE CLAIM 


Comptroller-General J. B. McCarl has rejected a claim for 
56 cents filed by the Baltimore & Ohio in connection with trans- 
portation of property for the Veterans’ Bureau. 

The decision of the Comptroller-General set forth that the 
B. & O. had applied for review of a settlement of December 
31, 1924, disallowing 56 cents on its claim for $13.64 for trans- 
portation charges on shipments for the Veterans’ Bureau. The 
carrier, in its application for review, claimed one amount dis- 
allowed, as follows: 


On shipment per bill of.lading VB 78563, April 2, 1924, from Louis- 
ville, Ky., to Halea Creek, Ohio, described on bill of lading as one 
crate incubator, complete, legs detached, 250 Ibs., and three crates 
brooder hoods, 66 lIbs., the carrier claims the 25 cent disallowed 
contending that incubators are rated second-class, and brooders, in- 
cluding the heating apparatus, first-class. ° 


Continuing, the decision said: 


No brooders were included in the shipment. The three crates 
brooder hoods were folded flat, according to advice of shipper, the 
Bélknap Hardware & Mfg. Co., in a letter dated July 29, 1924. _ The 
brooder hoods, folded, are carried in Consolidated Freight Classifica- 
tion No. 3 under the title ‘‘Brooder Stove Canopies,’ per item 18, 
page 103, at second-class; the’ stoves were small castiron stoves, 
rated at third-class per item 6, page 398; incubators are rated sec- 
ond class per item 16, page 103. The articles shipped being brooder 
stoves, brooder stove canopies, or hoods and incubators, are separate 
and distinct articles, for which settlement was made in accordance 
with the rating authorized by the classification. 

On shipment per bill of lading VB-81657, April 12, 1924, from 
Washington, D. C., to Baltimore, Md., described on the bill of lading 
as ohe box letter files, folded flat (plain manila), 365 lbs., the carrier 
claims the 21 cents disallowed, contending for allowance at the rate 
authorized for letter files, folded flat, as per item 12, page 252 of 
the classification. The item referred to by the carrier provides for 
“letter, invoice or document files or boxes.”’ 

The shipment consisted of plain sheets of manila paper, not 
printed, cut to size and shape and folded, which are used as covers or 
containers for letters and other documents filed by the flat filing 
system. Allowance was made at the third-class rate as provided for 
less carload lots per item 9, page 318, Consolidated Classification No. 
3. The Veterans’ Bureau in making this shipment should have properly 
described the same, but the misdescription does not entitle the car- 
rier ot charges in addition to that authorized for the articles em- 
braced in the shipment, when no service has been required other 
than in accordance with the correct description of the shipment. The 
settlement was correct and is affirmed. 


MODIFIED PROCEDURE DOCKET 


It has been suggested that No. 16879, E. J. Lavino & Com- 
pany vs. Reading Co. et al., be placed upon the modified pro- 
cedure docket. 

It has been decided to withdraw No. 16793, Roanoke Guano 
Co. vs. Atlanta, Birmingham & Atlantic et al. from the modified 
procedure docket. That case will be set for hearing in the 
regular course upon the formal Docket. 





PETITIONS FOR REHEARING, ETC. 


The complainants in No. 15118 (and Sub-Nos. 1 to 60, incl.), 
C. E. Bash & Company vs. B. & O. et al., have asked the Com- 
mission to vacate and set aside its decision and order therein 
and grant further and additional argument. 

The respondents in I. and S. No. 2097, in re class and 
commodity rates from Atlantic seaboard and defined terri- 
tories to Southwestern destinations, have asked the Commission 
to reopen its proceeding and grant argument thereon, such 
argument to be held at the same time and place as the argu- 
ment now assigned in the Consolidated Southwestern Cases, 
Docket No. 13535 et al. 

The complainants in No. 16305 (and Sub-Nos. 1 to 8, incl.), 
Clark, McWilliams & Company vs. Missouri Pacific R. R., have 
petitioned the Commission to grant further hearing before 
submission of the case. 

The defendants in No. 15501, Southland Cotton Oil Company 
et al. vs. A. & V. Ry. et al., have filed a petition with the 
Commission asking for reopening and further argument and 
ie postponement of the effective date of the Commission’s order 
therein. 


The complainant in No. 14896, American Strawboard Com- 
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pany vs. Illinois Central. R. R. et al., has asked the Commission 
to grant rehearing and reargument. 

The complainant in No. 14900, Manufacturers’ Association of 
Chicago Heights on behalf of American Manganese Steel Com- 
pany vs. B. & O. R. R. et al. has petitioned the Commission to 
grant reargument. 

The Sewell Valley Railroad Company has petitioned for a 
rehearing of No. 14012, Sewell Valley R. R. Co. vs. C. & O. Ry. Co. 

The Michigan Public Utilities Commission has filed a peti- 
tion with the Commission requesting rehearing and reargument 
in No. 14106, Sterling Salt Company vs. Ann Arbor R. R. et al. 


HEARING ON C. A. T. APPLICATION 


The Trafic World Washington Bureau 


The Commission has announced that an informal hearing 
will be held May 1 before Director Hardie on the sixth section 
application filed by the Canada Atlantic Transit Company, re- 
questing authority to file a tariff containing its bulk grain rates 
from Chicago and Milwaukee to Depot Harbor, Canada, on less 
than statutory notice, and further requesting a continuing 
authority to make changes in such rates without notice to the 
Commission required by section 6 of the interstate commerce 
act. The Commission decided to hold an informal hearing on 
the application in order that all interested parties might have 


an opportuinty to be heard before action was taken on the 
application. 


The Canada Atlantic Transit Company has on file with the 
Commission, tariffs covering all commodities handled by it with 
the exception of bulk grain. It was understood that the com- 
pany desired to obtain authority to make changes in such rates 
without notice as required by section 6 because of competition 
with other water carriers of grain that are not required to 
file tariffs and which could therefore cut under the pubished 
rates if filed in accord with the requirement as to statutory 
notice. Although the Commission did not say so in announcing 
the hearing, it was understood that questions under section 27 
of the merchant marine act might be raised by those interested 
because the applicant is a Canadian-owned line and engages 
in the carrying of traffic moving via its line and Canadian ports 
and between points in the United States. 





ASKS SURCHARGE CUT 


The International Federation of Commercial Travelers’ Or- 
ganizations, in a petition in No. 14785, in the matter of charges 
for passengers traveling in sleeping and parlor cars, and No. 
11567, Order of United Commercial Travelers of America vs. 
Pullman Company, has asked the Commission to enter an 
order requiring the railroads to cease and desist from publish- 
ing, demanding, or collecting their present surcharge rates 


and to establish surcharge rates not in excess of 50 per cent 
of the rates now in effect. 


The petitioner referred to the fact that Chairman Aitchison: 


and Commissioner Esch expressed themselves as willing to 
join in a finding reducing the surcharge one-half; that Com- 
missioners McChord, Campbell, Cox and McManamy dissented, 
and that Commissioner Lewis was of opinion that railroad 
tickets for Pullman travel should sell at a higher price than 
tickets for travel in coaches. The petitioner construed the 
Commission’s report and concurring and dissenting opinions 
therein as showing that a majority of the Commission “found 
that the present surcharge is unjust and unreasonable and 
should be reduced, at least 50 per cent.” It said that it was 
the duty of the Commission to make a positive order requiring 
the reduction of the surcharge. 





N. Y¥. C. EXCESS INCOME 


In a brief in Finance Docket No. 3859, in the matter of 
excess income of New York Central Lines, counsel for the 
lines submit that the New York Central Railroad Company 
and its subsidiary companies were proved in the hearings to 
be a group of carriers under common control and management 
and operated as a single system and urge that the Commis- 
sion so find in connection with administering the excess earn- 
ings’ provisions of section 15-a. 

Counsel said the pertinent provisions of section 15-a, cov- 
ering the questions in the proceeding, were as follows: 


The value of the railway property and the net railway operating 
income of a group of carriers, which the Commission finds are under 
common control and management, and are operated as a single sys- 
tem, shall be computed for the system as a whole, irrespective of 


pon ownership and accounting returns of the various parts of such 
system. 


The investigation was instituted by the Commission be- 
cause question had arisen as to whether the lines were under 
common control and management and operated as a single 
system within the meaning of paragraph 6 of section 15-a. 
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OIL WELL SUPPLY RATES 


An attempt to dispose of dozens of formal and informal 
complaints about the rates on well-boring outfits and oil well 
supplies, iron and steel pipe, and iron and steel tank material, 
in carloads, between points in Kansas, Oklahoma, Arkansas, 
Texas common point territory and western Louisiana, has been 
made by Examiners Burton Fuller and F. W. McM. Woodrow, 
in a report on No. 15750, Prairie Pipe Line Co. vs. Arkansas 
Western et al. They said the Commission should find the pres- 
ent rates unreasonable, award reparation and require the estab- 
lishment of rates on the various classes of commodities herein- 
before indicated, in accordance with scales set forth in an ap- 
pendix containing eighteen columns, each of which may be re- 
garded as a scale. 


Complaints maintained, the examiners said, that Oklahoma, 
Kansas and Texas, comprised the greatest oil producing territory 
in the country; that oil well supplies, pipe and tank material 
were constantly moving within the territory and in far greater 
volume than in the territory covered by No. 9702, the Memphis- 
Southwestern Investigation and that the transportation condi- 
tions in the two territories are the same. They said the defend- 
ants admitted that the various basis of rates in effect result in 
a very unsatisfactory rate adjustment. 


The complainants sought the extension of the 9702 rate 
adjustment, subject to the group maxima established in that 
part of the southwest east of the Kansas City Southern, Novem- 
ber 22, 1923. The carriers opposed that. In their own behalf 
they proposed rates on a somewhat higher basis, claiming that 
the 9702 scale was established to remove discrimination and un- 
due prejudice, and that the rates therein prescribed represented 
merely a levelling process applied to the then existing de- 
pressed rates in that territory. 


The report covers, in addition to the leading case, the fol- 
lowing: 


No. 15750, Sub. No. 1, Prairie Oil & Gas Co. vs. Atchison, Topeka 
& Santa Fe Ry. Co. et al., presented informally on December 26, 
1923; No. 15688, Prairie Pipe Line Co. vs. Atchison, Topeka & Santa 
Fe Ry. Co. et al., presented informally August 1, 1921; No. 15716, 
Cosden Oil & Gas Co. vs. Atchison, Topeka & Santa Fe Ry. Co., filed 
March 3, 1924; No. 15496, Carter Oil Company vs. Atchison, Topeka 
& Santa Re Ry. Co. et al., presented informally September 22, 1923, 
intervening petitions filed by Atlas Supply Co. April 25, 1924; No. 
14922, Carter Oil Company vs. Chicago, Rock Island & Pacific Ry. 
Co, et al., filed May 18, 1923; and No. 15592, Phillips Petroleum Co. 
vs. Atchison, Topeka & Santa Fe Ry. Co. et al., filed January 26, 
1924, intervening petitions filed by Twin State Oil Co. April 1, 1924, 
and by American Eagle Oil Company, Consumers’ Gas Co., Empire 
Gas & Fuel Co., Emporia Gasoline Co., Empire Natural Gas Co., 
Empire Pipe Line Co., Kansas Natural Gas Co., Midland Oil Co., 
Empire Refineries, Inc., and Steyner Oil Co. March 31, 1924. No. 
15400, Bradford Rig & Reel Co. et al., vs. Atchison, Topeka & Santa 
Ke Ry. Co. et al., filed November 10, 1923, intervening petition filed 
by Phillips Petroleum Co., June 14, 1924; No. 15781, Fred M. Lege, Jr., 
vs. Chicago, Rock Island & Pacific Ry. Co. et al., filed March 24, 1924. 


The examiners, in closing their discussion said: 


There is no proof such as is required to support an award of 
damages under a finding of undue prejudice. The establishment of 
rates herein prescribed for the futuure will remove any undue preju- 
dice that may exist. 


.The commission should not award reparation to a uniform mileage 
basis on past shipments and disregard the many group rates which 
have been in effect. It is well settled that the prescription of 
a uniform rate basis for the future does not necessarily require its 
adoption for the past. Anadarko Cotton Oil vs. A. T. & S. F. Ry. Co., 
20 I. C. C. 48, Baer Bros. vs. D. & R. G. R. R. Co., 223 U. S. 479. 


. The commission should find: (1) that the interstate rates on 
oil well supplies, pipe and tank material, in carloads, between points 
in Kansas and Oklahoma on the one hand, and points in Arkansas, 
fexas common point territory, and western Louisiana, on the other, 
are not shown to have been unreasonable, except that the rates 
charged on the shipments of pipe from Mansfield, La., to Burns, 
Kans., were unreasonable to the extent that they exceeded 53.5 cents 
per 100 pounds, and that the rate on pipe from Hastings, Okla., to 
Corsicana, Tex., was unreasonable to the extent that it exceeded the 
aggregate of intermediate rates over the route of movment; (2) 
that the rates on pipe, in carloads, from Alanreed and Channing, 
lex., to the Oklahoma destinations embraced in No. 15807 have not 
been shown to be unreasonable; (3) that the interstate rates on 
oil well supplies, pipe and tank material, in carloads, between points 
in Kansas and Oklahoma were unreasonable prior to July 1, 1922, 
to the extent that they exceeded the rates set forth in the appendix 
in columns 14, 15 and 16, respectively, and thereafter to the extent 
that they exceeded the rates set forth in the appendix in columns 
9, 11 and 13, respectively, subject as maxima to the rates contem- 
poraneously in effect between the grouups in which the respective 
points are located, except that the rates from and to points on the 
Oklahoma Southwestern and Fort Smith & Western were unreason- 
able only to the extent that the base rates applying in connection 
with those lines exceeded the rates herein prescribed; (4) that com- 
Plainants and interveners, except those named in sheet 3 of this re- 
port, made shipments as described and paid and bore the charges 
thereon, and have been damaged thereby to the extent that the 
charges paid exceeded those which would have accrued at the rates 
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herein found to have been reasonable, and are entitled to reparation, 
with interest; (5) that the rate on iron and steel pipe, in carloads, 
from Mansfield, La., to Burns, Kans., is, and for the future will be, 
unreasonable to the extent that it exceeds 65 cents per 100 pounds; 
(6) that the interstate rates on oil well supplies, in carloads, between 
points in Kansas, Oklahoma, Arkansas, Texas common point terri- 
tory, and western Louisiana, are, and for the future will be, un- 
reasonable to the extent that they exceed the rates set forth in the 
appendix in column 17; (7) that the rates on derricks and rig irons, 
in straight carloads, between points in Kansas, Oklahoma, Arkansas, 
Texas common point territory, and western Louisiana, are, and for 
the future will be, unreasonable to the extent that they exceed 85 
per cent of the rates set forth in the appendix in column 17; (8) 
that the interstate rates on pipe and tank material, in carloads, be- 
tween points in Kansas, Oklahoma, Arkansas, Texas common point 
territory, and western Louisiana, are, and for the future will be, 
unreasonable to the extent that they exceed the rates set forth in 
the appendix in column 18; and (9) that on traffic from and to 
points on the Oklahoma Southwestern and Fort Smith & Western, 
arbitraries of 4.5 cents on oil well supplies and 4 cents on pipe and 
tank material may be added to the rates herein prescribed for the 
future, such arbitraries to accrue to those lines in addition to their 
established divisions. 

Complainants and interveners should comply with rule V_of the 
Rules of Practice. Shipments which have moved since the hearing 
may be included in the statement submitted, accompanied by appropri- 
ate proof in the form of an affidavit that the shipments were made 
and the charges thereon paid and borne by the party claiming rep- 
aration. 


The appendix to which the findings make many references, 
is as follows: 
Note—Where in columns 1 to 13 the mileage block shown is not 


actually used, the rate shown is for a representative distance within 
that block. Rates in cents per 100 pounds: 
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5 miles and under ......... 12 16 22.5 16.5 Zl 11 11 
10 miles and over 5 ...... 15.5 17 23.5 15.5 21 12 15.5 
15 miles and over 10 ...... 18.5 18.5 25 18.5 24.5 14 17 
20 miles and over 15 ...... 20.5 19.5 26 20.5 26 15.5 18.5 
25 miles and over 20 ...... 21 20.5 27 23 29.5 17 20 
30 miles and over 25 ...... 23 22 28.5 24.5 30.5 18.5 21 
35 miles and over 30....... 24.5 23 29.5 25 31 18.5 23 
40 miles and over 35 ...... 26 24.5 31 26 32.5 20.5 24.5 
45 miles and over 40 ...... 27.5 25.5 32 27.5 33.6 21 26 
50 miles and over 45 ...... 29.5 26.5 33 28 34 21 27.5 
55 miles and over 50 ...... 30 5 28 34.5 29.5 35 23 29.5 
60 miles and over 55 ...... 32.5 28 34.5 31 37 24.5 30.5 
65 miles and over 60 ...... 33.5 29.5 36 $2.5 38.5 24.5 32.5 
70 miles and over 65 ...... 35 30.5 37 33.5 39.5 26 33.5 
75 miles and over 70 ...... 36.5 31.5 38 35 41.6 27.5 36 
80 miles and over 75 ...... $8.5 33 39.5 36 42 29.5 36.5 
85 miles and over 80 ...... 39.5 34 40.5 37 43 29.5 38 
90 miles and over 85 ...... 41.5 34 40.5 38.5 44.5 30.5 39.5 
95 miles and over 90 ...... 43 35 40.5 39.5 45.5 32.5 41.5 
100 miles and over 95 ...... 44.5 36.5 43 41.5 47.5 32.5 43 
105 miles and over 100 ...... 45.5 38 44.5 42 48 33.5 44.5 
110 miles and over 105 ...... 47.5 38 44.5 43 48.5 35 45.5 
115 miles and over 110 ...... 58.5 38.5 45 44.5 50.5 35 47.5 
120 miles and over 115 ...... 50.5 40 46.5 45.5 52 36.5 48.5 
125 miles and over 120 ...... 52 41.5 48 46.5 52 36.5 50.5 
130 miles and over 125 ...... 53.5 41.5 48 48 54 88.5 52 
135 miles and over 130 ...... 55 43 49.5 48.5 55 39.5 53.5 
140 miles and over 135 ...... 565 43.5 50 50.5 56.5 39.5 55 
145 miles and over 140 ...... 57.5 45 51.5 52 57.5 41.6 66.5 
150 miles and over 145 ...... 57.5 45 51.5 53.5 59.5 41.5 66.5 
160 miles and over 150 ...... 61 47.5 44 55 61 43 59.5 
170 miles and over 160 ...... 64 48.5 45 56.5 62.5 44.5 62.5 
180 miles and over 170 ...... 67 51 57.5 57.5 64 45.5 65.5 
200 miles and over 190 ...... 73 55 61.5 61 67 48.5 71.5 
200 miles and ocer 190 ...... 73 55 61.5 61 67 47.5 71.5 
210 miles and over 200 ...... 74.5 56 62.5 62.5 69 48.5 73 
220 miles and over 210 ...... 76 58.5 65 64 70 60.5 74.5 
230 miles and over 220 ...... 78 61 67.5 65.5 71.5 55 76 
240 miles and over 230 ...... 79 61 67.5 67 73 55 78 
250 miles and over 240 ...... 81 64.5 71 69 74.5 56.5 79 
260 miles and over 250 ...... 83 5 65.5 72 70 76 57.5 82 
280 miles and over 260 ...... 88 68 74.5 73 79 61 83.5 
300 miles and over 280 ...... 91.5 69.5 76 73 79 69 88 
320 miles and over 300 ...... 94 73 73.6 74:35 Si 76 91.5 
340 miles and over 320 ...... 97 75 81.5 76.5 83 82 94 
360 miles and over 340 ...... 100.5 79 85.5 79 85 83.5 97 
380 miles and over 360 ...... 103.5 81.5 88 81 87 85 100.5 
400 miles and over 380 ...... 106 81.5 88 81 87 88 102.5 
425 miles and over 400 ...... 108 85 91.5 82 88 93 105.5 
450 miles and over 425 ...... 109.5 87.5 94 84.5 88 99 106 
475 miles and over 450 ...... 111.5 87 88 109 
500 miles and over 475 ...... 112.5 88 88 109.5 
525 miles and over 500 ...... 
550 miles and over 525 ...... 
575 miles and over 550 ...... 
600 miles and over 575 ...... 
625 miles and over 600 ...... 
650 miles and over 625 ...... 
675 miles and over 650 ...... 
700 miles and over 675 ...... 
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300 miles and over 280 41 42 45 50 37 38 56 60 
320 miles and over 300 42 43 46 51 38 39 58 62 
340 miles and over 320 43 44 47 52 39 40 59.5 63.5 
360 miles and over 340 45 46 48 53 40 41 61 65 


380 miles and over 360 46 47 49 538.5 41 42 63 67 
400 miles and over 380 47 48 50 54 42 43 65 69 
425 miles and over 400 49 50 51 54.5 43.5 44.5 66.5 70 
450 miles and over 425 50 51 52 55 45 46 68 71 
475 miles and over 450 51 52 53 55.5 46 47 70 72.5 
500 miles and over 475 5: 53 54 56 47 48 72 73.5 
525 miles and over 500 54 54 55 56.5 48 48 74 75 
550 miles and over 525 55 55 56 57 49 49 76 76 
575 miles and over 550 56 56 57 57.5 50 50 78 78 
600 miles and over 575 57 57 58 58 51 51 80 80 
625 miles and over 600 58 58 59 59 52 52 81 81 
650 miles and over 625 59 59 60 60 53 53 82 82 
675 miles and over 650 60 60 61 61 54 54 83 83 
700 miles and over 675 61 61 62 62 55 55 84 84 
14 15 a 16 ‘. 17! i8 
p £ ¢ &€ & & 82 Ee 
m | wy » ®&® & BR aa 
Distance! ne = 5 & S ee — hog 
= 3 = 3 = 3 Sp Se 
=) © 5 © 5 ® es os 
© rc) © a a 
5 miles and under 17 22.56 16.5 22 17 33.5 13 10 
10 miles and over 5 17 22.5 16.5 22 17 23.5 15 11 
15 miles and over 10 20.5 26 18.5 24 19 25.5 16 12 
20 miles and over 15 20.5 26 18.5 24 20.5 27 17 13 
25 miles and over 20 24 29.5 20 25.5 235 30.5 18 14 
30 miles and over 25 24 29.5 20 25.5 25.5 33 20 15 
35 miles and over 30 27 $2.56 21.5 2 26.5 33 21 16 
40 miles and over 35 27 32.6 21.6 27 26.5 34 22 17 
45 miles and over 40 30 35.5 23.5 29 29 35.5 24 18 
50 miles and over 45 30 35.5 28.5 29 29 36.5 25 19 
55 miles and over 50 32 37.5 25 30.5 30 37 26 20 
60 miles and over 55 32 37.5 25 30.5 32 39 26 20 


65 miles and over 60 34.5 40 26.5 32 32 40 27 21 


70 miles and over 65 34.5 40 26.5 32 33.6 40.5 28 21 
75 miles and over 70 36.5 42 28 33.5 36 43 29 22 
80 miles and over 75 36.5 42 28 33.5 36.5 44 30 23 
85 miles and over 80 39 44.5 30 35.5 38 44.5 31 23 
90 miles and over 85 39 44.5 30 35.5 39 46 32 24 
95 miles and over 90 41 46.5 31 36.5 40.5 48 32 25 
100 miles and over 95 41 46.5 31 36.5 41 48 33 25 
105 miles and over 100 43.5 49 32 37.5 42 49 34 26 
110 miles and over 105 43.5 49 32 37.5 42 49 34 26 


115 miles and over 110 45.5 651 33.5 39 43.5 50 36 27 
120 miles and over 115 45.5 651 33.5 39 43.5 50 36 27 
125 miles and over 120 48 53.5 34.5 


o . 
130 miles and over 125 48 53.5 34.5 40 44.5 61 37 28 
135 miles and over 130 50 55.5 35.5 41 45.5 51.5 38 29 
140 miles and over 135 50 55.5 35.5 41 45.5 51.5 38 29 
145 miles and over 140 52 57.5 36.5 42 46.5 53 39 30 
150 miles and over 145 52 57.5 36.5 42 46.5 53 39 30 
160 miles and over 150 54.5 60 38 43.5 48 53.5 41 31 
170 miles and over 160 56.5 62 39 44.5 49 54.5 42 32 
180 miles and over 170 59 64.5 40 45.5 50 55.5 43 33 
190 miles and over 180 61 66.5 41 46.5 51 56.5 45 34 
200 miles and over 190 62.5 68 42 47.5 52 58.5 46 35 
210 miles and over 200 66 71.5 44 49.5 53.5 59.5 48 36 
220 miles and over 210 66 71.5 44 49.5 54.5 59.5 48 36 
230 miles and over 220 69.5 75 45.5 51 55.5 60.5 50 38 
240 miles and over 230 69.5 75 45.5 61 56.5 61.5 50 38 
250 miles and over 240 71 77 47 52.5 58 63 52 40 
260 miles and over 250 71.5 177 47 52.5 58 63.5 52 40 
280 miles and over 260 75 80.5 49 54.5 60 64.5 54 41 
300 miles and over 280 78 83.5 50 55.5 62 66.5 56 43 
320 miles and over 300 80.5 86 51 56.5 64.5 69 58 44 
340 miles and over 320 83 88.5 52 57.5 66 70.5 60 45 
360 miles and over 340 85 90.5 53.5 59 68 72 61 47 
380 mies and over 360 88 93.5 64.5 59.5 70 74.5 63 48 
400 miles and over 380 90 95.5 565.5 60 72 76.5 65 49 
425 miles and over 400 92 96.5 56.5 60 74 78 66 51 
450 miles and over 425 94.5 98 57.5 61 75.5 79 68 52 
475 miles and over 450 96.5 99 59 62 78 80.5 70 53 
500 miles and over 475 100 101.5 60 62.5 80 81.5 71 54 
525 miles and over 500 102 102 61 63 82 83.5 73 56 
550 miles and over 525 104.5 104.5 62 63.5 84.5 84.5 75 57 
575 miles and over 550 106.5 106.5 63.5 64.5 86.5 86.5 76 58 
600 miles and over 575 109 109 64.5 64.5 89 89 78 60 
625 miles and over 600 110 110 65.5 65.5 90 90 83 63 
650 miles and over 625 110 110 66.5 66.5 91 91 85 65 
675 miles and over 650 .. i 68 68 92 92 87 66 
700 miles and over 675 69 93.5 98.5 88 67 


sa a 69 

1The rates shown in columns 17 and 18 opposite 600 miles and over 
400 are for the 20-mile blocks ending with 560 miles and over 540. 
The rates for 580 miles and over 560 miles and for 600 miles and over 


580 are 80 and 81 cents, respectively, for column 17 and 61 and 62 
cents, respectively, for column 18. 


OREGON CATTLE RATE CASE 


In a proposed report on No. 15236, Cattle & Horse Raisers’ 
Association of Oregon et al. vs. Northern Pacific et al. and I. 
and S. No. 2186, cattle and sheep between points in Idaho, 
Montana, Oregon and Washington, Examiner Warren H. Wagner 
says the Commission should find unreasonable rates on live 
stock from points in central and eastern Oregon and southern 
Idaho, to North Portland, Ore., and Tacoma and Seattle, Wash., 
but not unduly prejudicial. He further said the Commission 
should condemn, as not having been justified, proposed in- 
creased rates on cattle and sheep from points on the Oregon 
Short Line in eastern Idaho and southwestern Montana, to 
Portland, Seattle and points taking the same rates, without 
prejudice, however, to the filing of new rates in conformity with 
a scale of per car rates proposed in connection with the formal 
complaint alleging unreasonableness, unjust discrimination and 
undue prejudice, and as to the Oregon Short Line and the 
Oregon-Washington Railroad & Navigation Co., a violation of the 
fourth section and a disregard of rule 77 of Tariff Circular 18-A. 
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In addition to the associations of stock raisers and wool 
growers, the commissions of Idaho, Montana and Oregon werd 
interveners or protestants, either in the formal complaint or the 
suspension proceedings. 

The complainants, Wagner said, sought the application of 
a maximum distance scale of rates to North Portland, which 
Wagner said, took the same rates as Portland. They also sought 
the maintenance of an existing differential, Seattle and Tacoma 
over Portland . For distances 90 to 270 miles he said the com- 
plainants based their scale somewhat on rates of the Oregon 
Short Line from Idaho points to Salt Lake City. For distances 
from 270 miles to 1,000 miles the scale sought was 5 per cent 
below the so-called Arizona-California scale prescribed in Amer- 
ican National Live Stock Association vs. S. P., 26 I. C. C. 37. The 
rates sought on other live stock were percentages of the cattle 
rates: Hogs, single deck, 90 per cent; sheep, single deck, 80; 
hogs or calves, double-deck, 110; and deck load of sheep over 
deck load of hogs and/or calves, 110 per cent. 

Wagner brought the Hoch-Smith resolution into the case, 
proposing that the Commission should say it had considered 
such evidence of record as was relevant and material under 
that resolution, in so far as it was legally possible to do so. He 
said the Commission should say in connection with that that the 
hearing was had and briefs were filed before the resolution was 
adopted and before the entry of the order in No. 17000. The 
findings and scale recommended by him are as follows: 


Upon this record the Commission should find that the interstate 
rates on livestock from points in central and eastern Oregon and 
southern Idaho to North Portland, Tacoma and Seattle, are not unduly 
prejudicial, but that they are unreasonable to the extent that they 
exceed rates constructed upon the following bases: 

On cattle, fat or stock, in carloads, and on sheep or goats in 
double-deck carloads, to North Portland, the amounts shown in the 
scale of per car rates set forth in the Appendix hereof for cor- 
responding distances computed over the shortest workable routes. 
To Tacoma and Seattle, the rates thereon should be determined by 
adding to the rates thus ascertained to North Portland the existing 
differentials Tacoma and Seattle over North Portland. The rates to 
the three destinations on other livestock should not exceed the fol- 
lowing per cents of the rates herein found reasonable on cattle. 
Sheep or goats, single-deck, 80 per cent; hogs, single-deck, 90 per 
cent; hogs or calves, double-deck, or mixed double-deck carloads of 
sheep, hogs or calves, 125 per cent. The rates thus determined should 
apply on cars 36 feet in length and up to but not including 37 feet; 
and on cars of greater length 3 per cent should be added for each 
additional foot. 

In publishing rates in conformity with the foregoing findings de- 
fendants should publish specific rates from the respective points of 
origin to final destination. 

Inasmuch as the rates herein found reasonable constitute both 
increases and reductions in existing rates, the Commission should 
find that complainants are not entitled to reparation. 

The Commission should further find that the suspended schedules 
have not been justified. An order should be entered requiring their 
eancellation and discontinuing that proceeding without prejudice to 
the filing of new schedules to North Portland and points taking the 
same rates in conformity with the scale of rates set forth in the 
Appendix hereof for corresponding distances computed over the 
oO. S. L. and the O-W, and to Seattle and points taking the same 
rates not exceeding $5 per car over the rates thus ascertained to 
North Portland. 

Hearing was had, and briefs were filed in this proceeding prior 
to the approval of Public Resolution No. 46, 68th Congress, and to 
the entry of the order of the Commission in No, 17,000, Rate Structure 
Investigation. Such evidence of record as is relevant and material 
under that resolution has been considered, in so far as it is legally 
possible to do so. The conclusions herein reached are without preju- 
dice to any further changes, adjustments or redistribution of rates 
and charges which may be found proper in the course of the in- 
vestigation referred to. 


APPENDIX 

100 miles and over 90...... $ 53.00 500 miles and over 475....$122.00 
110 miles and over 100..... 56.00 525 miles and over 500.... 124.50 
120 miles and over 110..... 59.00 550 miles and over 525.... 127.00 
130 miles and over 120..... 62.00 575 miles and over 550.... 129.00 
140 miles and over 130..... 65.00 600 miles and over 575.... 131.00 
150 miles and over 140..... 67.00 625 miles and over 600.... 133.00 
160 miles and over 150..... 69.00 650 miles and over 625.... 135.00 
170 miles and over 160..... 71.00 675 miles and over 650.... 137.00. 
180 miles and over 170..... 73.00 700 miles and over 675.... 138.50 
190 miles and over 180..... 75.00 725 miles and over 700.... 140.00 
200 miles and over 190..... 77.00 750 miles and over 725.... 141.50 
225 miles and over 200..... 82.50 775 miles and over 750.... 143.00 
250 miles and over 225..... 87.50 800 miles and over 775.... 144.50 
275 miles and over 250..... 92.50 825 miles and over 800.... 146.00 
300 miles and over 275..... 97.00 850 miles and over 825.... 147.50 
325 miles and over 300..... 101.50 875 miles and over 850.... 149.00 
350 mile sand over 325..... 105.00 900 miles and over 875.... 150.50 
375 miles and over 350..... 108.00 925 miles and over 900.... 152.00 
400 miles and over 375..... 111.00 950 miles and over 925.... 153.50 
425 miles and over 400..... 114.00 975 miles and over 950.... 155.00 
450 miles and over 425..... 117.00 1000 miles and over 975.... 156.50 
475 miles and over 450..... 119.50 


ABANDONMENT NOT WARRANTED 


In a proposed report on the application of the Brownwood 
North & South Railway, a subsidiary of the St. Louis-San Fran- 
cisco, for permission to abandon its line in Brown County, 
Texas, Examiner E. C. Boles said the Commission should find 
that public convenience and necessity had not been shown to 
permit the abandonment of the line marked for that purpose, 
nor the operation thereof. He said the Commission should deny 
the application. 

The testimony in support of the application, the examiner 


THE TRAFFIC WORLD 























1059 


said, was to the effect that the applicant’s line did not con- 
tribute to the Frisco in a:material way as a feeder and that it 
contributed very little to the revenue of the parent line. The 
amount of the contribution, the examiner said, was not stated, 
and there were no data from which it could be determined. He 
said the evidence indicated that the Frisco received a long 
haul on much of the traffic orfginating on the applicant’s line. 
Among the traffic is gasoline shipped to Chattanooga, Tenn.; 
Birmingham, Ala.; Warren, Pa., and some to Minnesota. He 
said the applicant’s contribution to the revenues of the Frisco 
would have to be very little to overcome the loss as reflected 
in its income account for the year and ten months preceding 
the hearing. He said it was admitted that other lines of the 
Frisco showed deficits; but, nevertheless, the Frisco continued 
to operate them, presumably because it found them profitable 
as feeders, and might, if it abandoned them, lose part or all the 
traffic their operation afforded. 

It was the opinion that the railroad had not sustained the 
burden of proving that it would be consistent with the present 
and future public convenience and necessity, if abandonment 
were permitted. 

The Frisco showed that the road had not paid operating 
expenses at any time since its organization by citizens of Brown- 
wood and vicinity in 1910. The road is a little less than 18 miles 
long. Motor truck and automobile bus competition were said 
to have made its prospects anything other than alluring. It 


— a profit and loss debit balance of $191,051 as of July 
1, 1924. 


S. P. THE TORT FEASOR 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner J. Edgar Smith, -in No. 
16183, Lewis-Simas-Jones Company vs. Southern Pacific, as to a 
rate of $1.83 on three carloads of cow-peas, shipped from Navo- 
joa, state of Sonora, Mexico, to San Francisco, in 1923. At the 
time the shipments moved, Smith said, there was a rate of 94 
cents on Mexican peas (garbanzos), minimum 60,000 pounds. 
The peas involved in this case were loaded to an average weight 
of 95,958 pounds. After the shipments were made that 94 cent 
rate, Smith said, was made applicable to the kind the charges 
on which caused the complaint. He said the rate yielded 90 
cents per car-mile. 

A motion to dismiss the complaint for want of jurisdiction, 
the examiner said, should be denied for the reasons set forth in 
International Nickel Company vs. Director-General, 66 I. C. o., 
627. He said the Commission had no jurisdiction over the trans- 
portation or the part of the rate applicable from Navojoa to 
Nogales, points in Mexico; and knew nothing about the condi- 
tions surrounding transportation or rates south of Nogales. But 
he said, it had jurisdiction over the defendant and that at the 
time of the transportation it concurred in a rate of 94 cents on 
garbanzos or chick peas between the same points. He added 
that such physical or value differences as there might be be- 
tween the two kinds of peas, would tend to favor cow-peas. He 
said there was no real justification for a higher rate on cow- 
peas in 1923 than was maintained on garbanzos, for, whatever 
inducement there was for the establishment of the 94 cent rate 
on garbanzos, that rate, at the same time, should have been ex- 
tended to cover cow-peas. : 

He said that the Commission should find that the sole de- 
fendant, the Southern Pacific, in so far as it participated in the 
transportation and the rates, was a tort feasor and that it should 


make reparation for the damage to the complainant in the sum 
of $1,122.72, with interest. 


COMMODITY RATE APPLICATION 


In a report on No. 16003, Miller & Lux, Inc., vs. Southern 
Pacific and Director-General, Attorney-Examiner F. C. Hillyer, 
analyzed and applied the rules for the use of commodity rates 
from an unnamed intermediate point, in connection with a 
special application for class rates where commodity rates were 
not specifically provided. He said that in this case the Com- 
mission should find the charges on sheep, from Galt, Cal., to 
Los Banos and Oxalis, Cal., intrastate, between November 1, 
1919, and February 1, 1920, were legally assessed and dismiss 
the complaint. 

Galt is a little south of Sacramento and the other points 
are south of Stockton. The rates charged were specific com- 
modity rates from Sacramento, applied from Galt, an inter- 
mediate point of origin not named in the commodity item. 
The complainant contended the lower class B rates were the 
ones to have used. Neither the commodity item nor the class 
item named Galt as a point of origin. The indices of both class 
and commodity tariffs included Galt in the list of stations. Both 
tariffs contained a provision that rates from the next farther 
distant named point of origin would apply from points not 
specifically named in the tariffs. The livestock tariff naming 
the rates from Sacramento also contained a provision that the 
rates named in that tariff, in the absence of specific commodity 
rates, would apply from or to directly intermediate points unless 
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the class rate made lower. A special application in the excep- 


tion sheet of the class B rates on sheep in double-deck cCars,: 


from Sacramento to Los Banos and Oxalis, Hillyer said, was 
limited as follows: “Sheep, where commodity rates are not 
otherwise specifically provided, apply class B.” The Western 
Classification contained no rating on sheep or livestock in 
carloads, and there was no other class rate available, the ex- 
aminer said. On that question of tariff construction Hillyer 
said the Commission should find as follows: 


Complainant contends that there was no specific commodity rate 
from Galt and that the class B rate then became available for appli- 
cation from Galt, by intermediate application of the Sacramento rate. 
Complainant points out that the commodity tariff which provided for 
the application of class rates, if lower than the commodity rates 
does not require that there should be “specific class rates,’’ but 
the class tariff provided that ‘“‘wherever a class rate and a commodity 
rate are named between specified points, the lower of such rates is 
the lawful rate.’”’ Galt was not a ‘specified point.’ 

The specific limitation upon the application of class B rates, 
plainly indicated that the purpose thereof was that class B should 
be used in isolated, or occasional, instances where there would other- 
wise be no applicable commodity or class rate, there being no rating 
on sheep in the western classification, and this restriction plainly 
shows that class B was not intended for alternate use where lower 
than commodity rates. See Rule 7-B. 

The fact that the commodity item did not name Galt “speci- 
fically as a point of origin does not mean that there was no specific’’ 
commodity rate in effect. The provision for application from inter- 
mediate points of origin established the rates of $62.50 per car to 
Los Banos and $75.50 per car to Oxalis just as positively, plainly 
and legally from Galt, the unnamed point, as from Sacramento, the 
named farther distant point, and these rates were established as 
specific commodity rates. In other words, these were specific com- 
modity rates, applicable from Galt, notwithstanding the fact that 
Galt was not specifically named in the item. Rule 6 of tariff cir- 
cular 18-A provides that commodity rates must be specific, and that 
they must not be applied to analogous commodities. If a tariff 
should be filed naming commodity rates on “grain products,’ for 
example, we could require the carriers to correct it by specifying 
a full list of the articles to be included within that designation. A 
commodity rate on a specific article of transportation, stated def- 
initely as so many cents per 100 pounds is a specific commodity rate 
notwithstanding ‘the fact that the same rate is not repeated in the 
tariff in connection with each point of origin and each point of 
destination from and to which the rate is made to apply. There are 
several methods of indicating the points from and to which specific 
commodity rates apply. 

The limitation of the class B rates, to apply in the absence of 
specific commodity rates, did not mean from and to specifically 
named points. The word ‘specific’? was used as descriptive of the 
character of the published rate and not descriptive of the manner 
in which stations were named. 

On the other’hand, the provision for alternate use of class and 

commodity rates was limited for use only when the commodity and 
class “rates are named between specified points.’”” When the ship- 
ments moved, therefore, there were in effect ‘‘specific commodity 
rates’? on live stock and sheep from Galt to these destinations, and 
there were no applicable class rates then in effect from this ‘‘speci- 
fied points.’”” There being no concurrently applicable class rates from 
this specified point of origin, the provision for alternative use of class 
rates when Tower than commodity rates, had no effect upon the spe- 
cific commodity rate. 
The commission should find that the rates assailed were not 
illegal and that the charges were, with the exception explained 
above, correctly assessed. The claim for reparation should be de- 
nied and an order dismissing the complaint should be entered. 


OVERCHARGE ON MOLASSES 


An award of reparation has been recommended by Exam- 
iner J. P. McGrath in a proposed report on No. 16059, Scott 
County Farm Bureau vs. Alabama & Vicksburg et al., on a find- 
ing that a carload of molasses, from Morton, Miss., consigned 
to New Orleans, La., and then reconsigned to Blytheville, Ark., 
was overcharged. Charges of $296, including a reconsignment 
charge of $6.30 and demurrage charges of $23, which were not 
questioned, were collected at a combination rate of 83 cents, 
composed of rates of 10 and 19.5 cents, minimum 36,000 pounds, 
to New Orleans, and 53.5 cents, minimum 30,000 pounds, beyond, 
the basis for which did not appear, the examiner said. The 
examiner found that the charges collected were illegal to the 
extent that they exceeded ‘the charges that would have accrued 
at a rate of 36.5 cents, minimum 30,000 pounds, plus the recon- 
signment and demurrage charges. The examiner said that at 
the time of movement the 36.5-cent commodity rate applied from 
Morton to Blytheville, and that the tariff in which that rate 
was published contained no restrictions against routing through 
New Orleans, and all of defendants comprising the route of 
movement of the shipments were parties thereto. He said there 
was nothing in the tariff naming the rate of 36.5 cents that would 
have been done by clear and unequivocal language, citing Van 
New Orleans had it been billed direct from Morton to Blythe- 
ville. He said if it was defendants’ purpose to restrict the rate 
to any particular route and the reconsigning privileges author- 
ized in connection therewith to any particular point, it should 
have been done by clear and unequicoval language, citing Van 
Dusen Harrington Co. vs. C. M. & St. P., 47 I. C. C. 59. 


RATES ON MEAT ANIMALS 


Examiner A. S. Worthington has recommended dismissal of 
the complaint in No. 13852, Swift & Company vs. Georgia North- 
ern et al., on a proposed finding that rates on meat animals, in 
carloads, from points in Alabama to Moultrie, Ga., are not unrea- 
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sonable or otherwise unlawful. Complainant alleged the rates 
were unreasonable compared with intrastate rates in Alabama 
for similar distances; that by reason of the disparity between 
the rates within Alabama and from Alabama to Moultrie, com- 
plainant’s plant at the latter point was subjected to undue and 
unreasonable prejudice and disadvantage, and that purchasers 
at Montgomery and Birmingham, Ala., obtained undue and un- 
reasonable preference and advantage in violation of section 3. 
It was also alleged that the adjustment complained of was un- 
justly discriminatory against interstate commerce in violation 
of section 13 of the act. The examiner said that while the rec- 
ord indicated that, under similar conditions and circumstances, 
the rates on meat animals from points in Alabama to Moultrie 
should not exceed those, distance considered, from such points 
to Montgomery and Birmingham and that the present inter. 
state rates were not unreasonable, the record showed that the 
conditions surrounding the transportation of these animals from 
the points in Alabama to Montgomery and Birmingham were 
dissimilar to those surrounding shipments from points in Ala- 
bama to Moultrie, and that the Commission would not be war- 
ranted in finding that the applicable rates from the points of 
origin concerned to Montgomery and Birmingham were unduly 
prejudicial against Moultrie or that the adjustment complained 
of unjustly discriminated against interstate commerce, or was 
otherwise unlawful. 


PRIVATE CAR DEMURRAGE CASE 


Attorney-Examiner John McChord, in No. 15815, Jones Bros. 
& Co., Inc., vs. Director-General, has recommended a finding that 
demurrage charges assessed on empty tank cars at Watsonville, 
Cal., in the period between November 3, 1919, and January 15, 
1920, were illegal and that reparation was due. The demurrage 
and war tax amounted to $494.50. 

The cars in question were owned by the California Despatch 
Line. They were leased to the complainant on a per trip basis. 
They were forwarded to the complainant by the owner, from time 
to time. The complainant’s sidetrack would accommodate only 
two cars at a time, cider and vinegar being syphoned into two 
at a time. As many as 30 of the tank cars, McChord said, were 
on the sidetrack of the Southern Pacific at one time. He said 
the complainant did not order them placed on its sidetrack until 
it was ready to load. There was no delay, he said, after the cars 
had been placed on the shipper’s track. The complaint alleged 
the demurrage collected was unjust, unreasonable and in viola- 
tion of section 6. 

The Director-General contended that the cars were con- 
structively delivered to the complainant by service of notice of 
their arrival at Watsonville, and that demurrage began accruing 
after 48 hours of free time. He referred to Lewis Manufacturing 
Company vs. D. & R. G., 32 I. C. C., 488, as sustaining that posi- 
tion. The examiner referred to Vickers Petroleum Company vs. 
S. S. Ry. Co., 87 I. C. C., 676, involving a construction of the 
Fairbanks demurrage rules in which the Commission discussed 
the Lewis case. Under the facts in that case it was found that 
the car had been placed for loading on the order of the shipper. 
In the Vickers case, the examiner said, the Commission found 
the cars had not been placed on orders of the shipper as con- 
templated by the rule exempting from demurrage cars sent by 
car owners to shippers for loading. In the Vickers case, and the 
ones in this case, the examiner said, the cars were placed or 
stored by the carrier on its own track awaiting orders from the 
shipper for their placement for loading. They had not been 
placed or tendered for loading on orders of the shipper, as con- 
templated by the applicable demurrage rule, he said. 


RECEIVERS GET REPARATION 


Examiner C. W. Griffin has recommended, in No. 5265, L. 
Wertheim Coal & Coke Company vs. Lehigh Valley Railroad 
Company, an award of reparation to Pierre F. Cook and Clarence 
M. Schwerin, receivers of the complainant, on account of un- 
reasonable rates on anthracite coal, shipped from points in the 
Lehigh and Wyoming regions in Pennsylvania, to Jersey City, 
between 1906 and 1911. The report is on further hearing. The 
original report, 62 I. C. C. 211, found the rates of $1.45 and $1.35 
on prepared and smaller sizes unreasonable, and awarded 
damages to the complainant. The amount of the damages could 
not be ascertained on the record as then made, but the com- 
plainant was ordered to prepare reparation statements. 

In 1914 the company became bankrupt. The reparation 
claim herein considered was among the items covered by a 
chattel mortgage complainant had given to the Commercial 
Trust Co. of New Jersey, as trustee under a deed of trust to 
secure an issue of bonds. There was litigation between the 
receivers and the trustee as to the right of each in the reparation 
claim. That was decided in 1919, but in 1921 the trustee con- 
sented to the receivers taking possession of all the property and 
assets covered by the mortgage. 

Stating the amount of the claim was delayed on account of 
the general investigation reported in 35 I. C. C. 220. In 1924, 
however, the case was opened for the making of a reparation 
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record. Then it was found that freight bills and other records 
of the complainant had been destroyed. The Lehigh Valley said 
it could not check the account as stated, from the books of 
consignors of coal to the bankrupt company, because it had also 
destroyed its records, in accordance with the rules of the Com- 
mission. At the hearing the records of the consignors were 
exhibited showing the dispatch of coal to the bankrupt. The 
railroad company resisted an award of an definite amount on 
the ground, among others, that the Wertheim company owed it 
for unpaid freight and demurrage bills and that there could be 
no award to a company that no longer existed, the Wertheim 
company having gone out of existence. 

The examiner said the evidence of record supported the 
finding in the earlier report that the complainant had paid the 
rates; that the claims for unpaid freight and demurrage per- 
tained to shipments that moved after the ones in question; and 
that the question of applying those charges against the repara- 
tion claim was beyond the jurisdiction of the Commission. He 
said that it was well established that reparation claims were 
assignable and that in this instance, were acting as the agent 
of the assignee, the trust company, trustee under the mortgage. 

Among the contentions of the railroad company was that 
the record did not show that the shipments were actually de- 
livered to the complainant at Jersey City and were not diverted to 
some other point, or what the rates were. The examiner said 
the carrier, however, had not introduced any evidence which 
would establish a reasonable probability that any of the ship- 
ments were diverted, or that any other than the legally published 
rates were charged. The fact that the complainant was engaged 
in the retail coal business, he said, tended to show the contrary. 

While the Commission’s regulations permitted the destruc- 
tion of a carrier’s records after a certain number of years, they 
did not require it, said the examiner. He added that the de- 
fendant was aware that the Commission had found the com- 
plainant entitled to reparation and in the circumstances should 
not have destroyed its records until the final settlement of this 
proceeding. 


Examiner Griffin recommended an award of $2,567.31 with 
interest. 


ASSIGNED CLAIMS CASE 


In a proposed report on No. 15862, Wichita Chamber of Com- 
merce et al. vs. Director-General, Atchison, Topeka & Santa Fe et 
al. Eaminer F. W. McM. Woodrow said the Commission should 
- find rates on horses and mules, from Wichita to Houston and 
other Texas points, unreasonable and award reparation to C. B. 
Team, Fred Wolfe and E. C. Team, who constituted a partner- 
ship which, Woodrow found, also operated under the trade name 
of Wichita Horse & Mule Commission Company. The partner- 
ship and the Wichita company, prior to the filing of informal 
complaints, obtained assignments from the consignees, with the 
understanding that in the event either the Team partnership 
or the Wichita company obtained reparation the excess freight 
would be refunded to the consignees, less proper allowance for 
expenses. 

The complaint was that the rates were unreasonable and in 
excess of the aggregate of intermediates. The examiner said 
the Director-General admitted the rates were unreasonable to 
the extent they exceeded the aggregate of intermediates and that 
the Team “company” was entitled to reparation on the ship- 
ments consigned to it. As to other shipments he contended no 
recovery could be made by the Team “company,” since it did not 
pay and bear the charges on them but acquired its alleged right 
to sue under alleged assignments obtained from the consignees 
who paid and bore the freight charges. 

Woodrow, after reciting the contentions of the Director- 
General about assignments and the application of the statute 
forbidding assignments of claims against the government, includ- 
ing court decisions against his conclusion that that statute did 
not apply to such assignments, said the Commission should 
follow McCloud River Lumber Co. vs. Director-General, 89 I. C. C. 
645 and other cases and find that section 3477 of the revised 
statutes is not applicable to the assignments in question in this 
case. He pointed out that no court had reversed any finding 
by the Commission on that point. 


SIXTH CLASS RECOMMENDED 


A finding of unreasonableness, an award of reparation and 
a new rate for the future have been recommended by Exam- 
iner Horace W. Johnston, in No. 16130, Merrimac Paper Co. 
vs. Boston & Maine et al., as to rates applied on 27 carloads 
of printing paper, shipped from Lawrence, Mass., to Long Island 
City, N. Y., between August 14, 1922, and February 24, 1923. 
A fifth class rate of 31 cents was applied in most instances, but 
in a few a higher combination was assessed. The sixth class 
rate was in effect in the reverse rate, but the examiner said 
no shipments had been made from Long Island City to Law- 
rence. He said the rates should be found unreasonable to the 
extent they exceeded, exceeed or may exceed the sixth class 
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rate contemporaneously in effect. As to shipments between 
January 30, 1922, and February 24, 1923, he said the rates 
imposed were applicable, except that in some instances there 
were overcharges, which should be refunded. 


RATING ON STEAM SHOVEL PARTS 


Dismissal of the complaint in No. 16097, Erie Steam Shovel 
Company vs. Baltimore & Ohio et al., has been recommended 
by Examiner C. I. Kephart on a finding that official classification 
ratings on steam shovel parts, in less-than-carloads, have not 
been. shown to be unreasonable or otherwise unlawful. Com- 
plainant alleged that the ratings in official classification and the 
rates charged thereunder on steam shovel dipper or bucket 
parts, in less-than-carloads, had been and were unjust and un- 
reasonable to the extent that they exceeded and exceed the con- 
temporaneous ratings and rates on iron and steel castings, N. O. 
I. B. N., in the rough. ‘ 


CLAIM HELD ABANDONED 


Examiner Paul O. Carter has recommended the dismissal of 
No. 16122, Traffic Bureau, Chamber of Commerce, vs. Southern 
Railway et al., on a finding that a claim for reparation on a 
car of lumber, on which it was alleged that the charges col- 
lected were unreasonable, not presented formally until more 
than two years after the delivery of the shipment and more 
than six months after notice to the complainant that it could 
not be adjusted informally, was abandoned. The claim covered 
charges on a car shipped from Johnston, S. C., to Elizabeth, 
N. J., in June, 1922. 


TENTATIVE VALUATION REPORTS 


In a tentative valuation report on the property of the Jeffer- 
son & Northwestern Railway Company, as of June 30, 1918, the 
Commission has found the final value of total owned property - 
to be $330,660, and of total used property, $354,937. The main 
line extends from Jefferson to Marietta, Tex., a distance of about 
35 miles. 

In a tentative valuation report on the property of the Ten- 
nessee, Alabama & Georgia Railroad Company, as of June 30, 
1917, the Commission has found the final value of total owned 
property to be $1,372,809, and of total used property, $1,422,809. 
The line extends from Alton Park, Tenn., to Gadsden, Ala. 

In a tentative valuation report on the property of the Wyo- 
ming & Missouri River Railroad Company, as of June 30, 1919, 
the Commission has found the final value of wholly owned and 
used property to be $150,414. The line extends from Belle 
Fourche, S. Dak., to Aladdin, Wyo., a distance of approximately 
17 miles. 

In a tentative valuation report on the property of the Ma- 
comb, Industry & Littleton Railway Company, as of June 30, 
1918, the Commission has found the final value of wholly owned 
and used property to be $215,490. 

In a tentative valuation report on the property of the Day- 
ton Union Railway Company of Dayton, O., as of June 30, 1914, 
the Commission has found the final value of totaal owned 
property to be $486,222, and of total used property, $700,602. 

In a tentative valuation report on the property of the 
Wheeling Terminal Railway Company of West Virginia, as of 
June 30, 1916, the Commission has found the final value of total 
owned property to be $3,890,642, and of total used property, 
$3,909,929. 

In a tentative valuation report on the property of the 
Sumter & Choctaw Railway Company, as of June 30, 1917, the 
Commission has found the final value of total used property to 
be $259,212, and of total owned property, $251,188. The line 
extends from Lilita to Choctaw City, Ala., a distance of about 
22 miles. 


ABSORPTION OF SWITCHING 


The question of absorbing a switching charge at Racine and 
Racine Junction, Wisconsin, is involved in I. and S. 2360, con- 
cerning the suspended tariff, C. M. & St. P., Supplement 29 to 
I. C. C., G. 4907, heard before Examiner Koebel at Chicago, April 
22. O. H. Timm, for the C. M. & St. P., said the suspended 
tariff provided for the non-absorption of switching or terminal 
charge on traffic originating at or destined to points on the Chi- 
cago, North Shore & Milwaukee He said the tariff of the latter 
line provided that a charge of 5 for switching had to be paid 
and that no traffic would be delivered to connecting lines unless 
it was paid. He said the reason why the C. M. & St. P. would 
not absorb the switching charge involved was because it applied 
to a movement outside the switching limits of Racine and said 
the plant of the protestant was located 2%4 miles from the C. M. 
& St. P. connection. 

B. H. Atwood, for the Racine Crushed Stone Company, de- 
scribed the present switching absorption situation. He told of 
competitive conditions as they existed in the district and entered 
testimony tending to show that discrimination would result if 
the charge were not absorbed on shipments of the protestant. 
He entered exhibits of rate comparisons to justify the present 
basis of rates. 
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SHIP COLLISION CASE 


In an opinion by Mr. Justice Butler in No. 197, Standard 
Oil Company of New Jersey, petitioner, vs. Southern Pacific 
Company and James C:. Davis, Director General of Railroads, 
the Supreme Court of the United States, April 20, affirmed the 
Circuit Court of Appeals of the Second Circuit as to the amount 
of damages that should be awarded for the loss of the Proteus, 
a vessel. owned by the Southern Pacific and operated by the 
Director General at the time of loss. 


The Supreme Court said that, August 19, 1918, the steam- 
ship Cushing, owned by the Standard Oil Company, and the 
Proteus collided, and the Proteus and her cargo were lost. The 
district court found that both vessels were at fault and referred 
the question of damages to a commissioner. He reported that 
there should be awarded on account of the loss of the Proteus 
$750,000, with interest. The report was confirmed and decree 
entered. On appeal the Circuit Court of Appeals affirmed the 
fault of the Cushing and held that the value of the Proteus at 
the time of the collision was $1,225,000, and the decree of the 
district court was modified accordingly. 


The petitioner averred that the Director General had set- 
tled with the Southern Pacific for the loss of the Proteus, but the 
court said that, on the facts disclosed, it was impossible to 
attribute to the loss of the vessel any particular amount in con- 
nection with the Railroad Administration’s final settlement with 
the carrier for the period of federal control. It said the rule 
of common law that one who was injured by a joint tort and 
accepted satisfaction from one of the wrongdoers could not 
recover from the other did not apply. After considering the 
question of the value of the ship, the Supreme Court concluded 
that the evidence sustained the decree of the Circuit Court of 
Appeals as to the value of the Proteus being $1,225,000 instead 
of $75000. 






CUMMINS AMENDMENT CASE ‘' 


The opinion of the Supreme Court of the United States 

0. 160, William M. Barrett, as president of the Adams Express 
ompany, petitioner, vs. Arthur H. Van Pelt, in which the court 
construed provisos in the first Cummins amendment (see Traffic 
World, April 18), relating to claims for loss and damage, follows: 


February 23, 1918, at Louisville, Kentucky, respondent’s assignor 
delivered to the Adams Express Company a carload, consisting of 
522 cases, of fresh eggs for transportation to New York City, there to 
be delivered to Harold L. Brown Company. The shipment was so 
delivered, March 4, 1918. This action was brought to recover 
damages for loss in market value due to delay in transportation. 
At the trial, respondent contended that the express company was 
bound to make delivery of the eggs within a reasonable time, which 
he claimed to be not more than 30 hours. It was shown that the 
price of eggs in New York declined between the time respondent 
claimed delivery to consignee should have been made and the time 


when it was made. The trial court directed a verdict in favor of. 


respondent. A judgment was entered thereon. Petitioner appealed. 
It was affirmed by the Appellate Division. 205 App. Div. 332. Leave 
to appeal to the court of Appeals of New York was denied. This 
court granted certiorari. 263 U. S. 697. 


The case involves the construction of a provision of the Act of: 


Congress of March 4, 1915, known as the first Cummins Amend- 
ment, c. 176, 38 Stat. 1196, 1197, amending § 20 of the Act to Regulate 
Commerce of February 4, 1887, c. 104, 24 Stat. 386, as amended by 
87 of the Act of June 29, 1906, c. 3591, 34 Stat. 593, 595. Chapter 
176 requires any common carrier receiving property for transporta- 
tion in interstate commerce to issue a receipt or bill of lading there- 
for, and makes it liable to the lawful holder thereof for any loss, 
damage or injury to such property, and contains certain provisos, 
the last two of which are: Provided further, That it shall be un- 
lawful for any such common carrier to provide by rule, contract, regula- 
tion, or otherwise a shorter period for giving notice of claims than 
ninety days and for the filing of claims for a shorter period than four 
months, and for the institution of suits than two years: Provided, 
however, That if the loss, damage, or injury complained of was 
due to delay or damage while being loaded or unloaded, or dam- 
aged in transit by carelessness or negligence, then no notice of 
claim nor filing of claim shall be required as a condition precedent 
to recovery.’’ At the time of the delivery of the property for trans- 
portation, the express company issued and delivered a receipt or 
bill of lading therefor, which contained the following: ‘‘Received from 
Ky. Creameries the shipment hereinafter listed, subject to the Classi- 
fication and Tariffs in effect on the date hereof, which shipment the 
company agrees to carry upon the terms and conditions of the Uni- 
form Express Receipt in effect on date of shipment.” Section 7 of 
the uniform receipt contains the following: ‘Except where the loss, 
damage or injury complained of is due to delay or damage while 
being loaded or unloaded, or damaged in transit by carelessness or 
negligence, as conditions precedent to recovery claims must be made 
in writing to the originating or delivering carrier within four months 
after delivery of the property or, in case of failure to make delivery, 
then within four months after a reasonable time for delivery has 
elapsed; and suits for loss, damage or delay shall be instituted only 
within two years and one day after delivery of the property, or, in 
case of failure to make delivery, then within two years and one day 
after a reasonable time for delivery has elapsed.’ (Official Express 
Classification No. 25, filed May 18, 1917. I. C. C. A-2130.) 


No claim was made or filed within four months after the delivery 
of the property to the consignee. We are required to decide whether 
the case is one where notice or filing of claim may be required as 
a condition precedent to recovery. If the first clause of the above 
quoted provision stood alone, the rule established would be clear. 
But the purpose of the second clause is to except some cases from 
the application of the general rule and to provide that as to them 
no notice of claim nor filing of claim shall be required. The language 
and structure of the second clause is so inapt and defective that it 
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is difficult to give it a construction that is wholly satisfactory.* The 
Appellate Division held that the requirement of the receipt for the 
filing of claims within four months after delivery was prohibited by 
law, and was without force or effect. The court quoted from its 
opinion in Bell v. New York Central Railroad Co., 187 App. Div. 
564, 566: “It will be noted that both the Cummins Amendment and 
the bill of lading provision make a double classification of claims, 
to wit, (1) those for loss due to delay or damage while being loaded 
or unloaded, or damaged in transit, which we will call transit claims; 
and (2) those for loss otherwise sustained, which we will call non- 
transit claims. The Cummins Amendment permitted the carrier to 
require as a condition precedent to recovery the filing of a non- 
transit claim within four months, and in such cases to require suit 
to be instituted within two years. In the case of transit claims it 
forbade the carrier to require the filing of a claim as a condition 
precedent to recovery but authorized a requirement that suit be in- 
stituted within two years.’”’ Respondent supports this construction. 
But we think it is not satisfactory. The language does not require 
such a classification. The court suggests no resaon for such a divi- 
sion, and there seems to be no substantial considerations supporting 
it. Apparently, no effect is given the phrase, ‘“‘by carelessness or 
negligence.” 

The petitioner contends that the word ‘‘delay” is to be read with 
“while being loaded or unloaded.” This would make two classes of 
claims excepted from the general rule. One would include claims 
for loss due to delay or damage while being loaded or unloaded. The 
other would include those for damage in transit due to carelessness 
or negligence. But it is not apparent why claims for loss, damage 
or injury due to delay in transit should not be included in the same 
class as claims for damages due to delay while being loaded or un- 
loaded. And no good reason is shown for the elimination of the 
element of carelessness or negligence from the definition of one class, 
while including it in the definition of the other. 

It must be assumed that Congress intended to.make the classi- 
fication on a reasonable basis having regard to considerations deemed 
sufficient to justify exceptions to the rule. “The element of careless- 
ness or negligence is important. There are such differences be< 
tween liability without fault and that resulting from negligence that 
Congress upon good reasons might permit carriers to require notice 
and filing of claim within the specified times where the carrier is 
without fault, and forbid such a requirement in the cases referred 
to where the loss results from the earrier’s negligence. Notice and 
filing of claim warns the carrier that there may be need to make 
investigations which otherwise might not appear to be necessary; 
and if notice of claim is given and filing of claim is made within a 
reasonable time it serves to enable the carrier to take timely action 
to discover and preserve the evidence on which depends a determina- 
tion of the merits of the demand. As to claims for damages not due 
to negligence, in the absence of notice, there may be no reason for 
anticipating demand or to investigate to determine the fact or extent 
of liability. But as to damages resulting from carelessness or negli- 
gence, it reasonably may be thought that the carrier has such’ know- 
ledge of the facts or has such reason to expect claim for compensa- 
tion to be made against it that the carrier should not be permitted 
to exact such notice and filing of claims as a condition precedent to 
recovery. No other basis of classification seems as well supported 
in reason as the element of carelessness or negligence. And that 
basis is substantially sustained by the language of the clause. The 
elimination of the final “‘d’ in ‘damaged’? and the omission of the 
comma after “‘unloaded’’ would make the clause read as follows: 
“Provided, however, That if the loss, damage, or injury complained 
of was due to delay or damage while being loaded or unloaded or 
damage in transit by carelessness or negligence, then no notice of 
claim nor filing of claim shall be required as a condition precedent 
to recovery.”’ 

The context does not permit the use of the word “damaged” or 
allow any meaning to be given to it. Its presence makes a gram- 
matical defect and embarrasses interpretation. It seems obvious that 
the word ‘‘damage” was intended. That word is in harmony with the 
context as well as with the probable intention of Congress. The final 
‘“‘d’’ may be eliminated. The intention of the law-maker constitutes 
the law. Stewart v. Kahn, 11 Wall. 493, 504. See Smythe v. Fiske, 
23 Wall. 374, 380. Being satisfied of the legislative intention, the 
court will not be prevented from giving that intention effect by a 
too rigid adherence to the very word and letter of the statute. Oates 
v. National Bank, 100 U. S. 239, 244. Having found that the word 
“damage’’ was intended to be used, the court applies the rule that, 
“A thing which is within the intention of the makers of a statute 
is as much within the statute as if it were within the letter, and a 
thing which is within the letter of a statute, is not within the statute, 
unless it is within the intention of the makers.’’ People v. Uica In- 
pegged Company, 15 Johns. 358, 381; Hawaii v. Mankichi, 190 U. S. 

The comma after the word “unloaded” is not entitled to have 
any weight as evidence of the legislative intention as against the 
considerations supporting the extension of the qualifying effect of 
the words “‘by carelessness or negligence’”’ to all claims referred to 
in the second clause. ‘‘Punctuation is a minor, and not a controlling 
element in interpretation, and courts will disregard the punctuation 
of a statute, or re-punctuate it, if need be, to give effect to what 
otherwise appears to be its purpose and true meaning.” Chicago, 
M. & St. P. Ry. Co. v. Voelker, 129 Fed. 522, 527. 

We hold that the second clause must be read as above indicated, 
that carelessness or negligence is an element in each case of loss, 
damage or injury included therein, and that, in such cases, carriers 
are not permitted to require notice of claim or filing of claim as a 
condition precedent to recovery. See Hailey v. Oregon Short Line 
R. Co., 253 Fed. 569. 

No notice of claim having been given and no claim having been 
filed as required by the uniform express receipt, it was incumbent 
upon the respondent to show loss, damage or injury due to delay 
by carelessness or negligence of the company. The carload of eggs 
was delivered to the company at Louisville, February 23, and was 
delivered by the company to the consignee at New York, March 4. 
It was shown that the car was taken out of Louisville, February 
23, on a train of the Pennsylvania Railroad Company, and that it 
should have gone to Pittsburg without transfer. There was no other 
evidence in respect of the intended or actual movement of the car. 
There was evidence tending to show that the ordinary time of a 





*See Hailey v. Oregon Short Line R. Co., 253 Fed. 569; Gilette 
Safety Razor Co. v. Davis, 278 Fed. 864; Conover v. Wabash Railway 
Co., 208 Ill. App. 105; Conover v. Baltimore & Ohio Southwestern R. 
Co., 212 Ill. App. 29; Bell v. New York Central Railroad Co., 187 App. 
Div. 564; Henningsen Produce Co. v. American Ry. Express Co., 152 
Minn. 209; St. Sing v. Express Co., 183 N. C. 405; Cunningham v. 
Missouri Pacific R. Co., (Missouri) 219 S. W. 1003; Lissberger v. 


Bush Terminal R. Co., 197 N. Y. S. 281; Allen v. Davis (South Caro- 
lina) 118 S. E. 614. 
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passenger train on the Pennsylvania Railroad between Louisville and 
New York was 25 or 26 hours. But there was no evidence that 
such shipments usually moved or that this shipment could have 
moved on any train making that time, or to show the time usually 
made by trains upon which such shipments were or could be moved. 
There was no evidence to show what was the customary or usual 
time for the transportation and delivery of such shipments. The 
trial judge held that such reasonable time was not more than 30 
hours. We think the evidence was not sufficient to sustain that 
finding or to show what was a reasonable time for such transporta- 
tion and delivery. It follows that there was nothing to give rise to 
any inference or presumption that failure to deliver at destination 
within 30 hours was due to negligence or to support a finding 
that there was any loss or damage due to delay caused by care- 
lessness or negligence of the company. The: evidence of market 
value of such eggs in New York City was as follows. February 
twenty-fifth, 53 cents per dozen; February twenty-sixth, 52 to 53 
cents; March first, 36 cents; March second, 35.5 to 36 cents; March 
fourth, 36.5 cents. The eggs in question were sold March 4,—some 
for 35 cents, some for 35.5, and the rest for 36.5 per dozen. There 
was no evidence of market value at any other time. The court 
directed a verdict in favor of respondent for $3,396.26, the difference 
between the amount for which the eggs were sold March 4 and 
their value calculated at 53 cents per dozen, the prite prevailing 
February 25, with interest. The date when the eggs should have been 


delivered to consignee and the market value at that time were essen- 
In the absence of either, the amount of 


The judgment given cannot 
be sustained. Reversed and remanded for further proceedings not 
inconsistent with this opinion. 


tial to respondent’s case. 
the loss, if any, cannot be determined. 











Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


Evidence of Shipper’s Arrangement With One in Trucking Busi- 
ness in Effort to Avoid Freight Embargo Held Competent, 
in Action Against Common Carrier to Recover for Lost 
Merchandise: 

(Supreme Judicial Court of Massachusetts, Bristol.) In 
action against a steamship company to recover value of mer- 
chandise shipped by plaintiff to finishing mills, which was re- 
shipped to plaintiff after-work on it had been completed, and 
lost while on return trip, evidence of arrangements made by 
finishing mills, as plaintiff’s agent, with one in trucking busi- 
ness in New York, in effort to get by freight embargo, held 
competent.—Philadelphia Tapestry Mills vs. New England S. S. 
Co., 146 N. E. Rep. 777. 


Goods Shipped to Consignee in Care of Another Person May Be 
Properly Delivered by Carrier to Such Person: 

Goods shipped to consignee in care of another person may 
be properly delivered by carrier to such person.—Ibid. 

Carrier Held to Have Made Delivery to Person Designated to 
Receive Shipment, and Not Liable as Initial Carrier Under 
Interstate Commerce Act, on. Theary of Through Shipment: 
Where shipment, originating in Massachusetts and destined 

for plaintiff in Philadelphia, consigned to “W. Bros. (plaintiff), 

c/o S. A. M., Pier 14 N. R., N. Y.” by bill of lading which also 

indicated that destination was “Phila., state of Pa.,” was, pur- 

suant to an arrangement made with M., engaged in trucking 
business in New York, for purpose of getting by freight em- 
bargo, delivered to M. an agent of the consignor for forwarding, 
held, shipment was not a through shipment to Philadelphia, and 
that carrier, having delivered to person designated to receive 
shipment in New York, was not liable as initial carrier, under 

Interstate Commerce Act (U. S. Comp. St. Sec. 8563 et seq.) and 

Carmack (U. S: Comp. St. Sec. 8604a, 8604aa), and other 

amendments (U. S. Comp. St. Ann. Supp. 1923, Sec. 8604a, 

8604aa).—Ibid. 


Interstate Commerce Act and Amendments Do Not Apply to 

Carriage Wholly by Water: 

Interstate Commerce Act (U. S. Comp. St. Sec. 8563 et seq.) 
and Carmack (U. S. Comp. St. Sec. 8604a, 8604aa), and other 
Amendments (U. S. Comp. St. Ann. Supp. 1923, Sec. 8604a, 
8604aa), do not apply to carriage wholly by water, where no 
railroad is involved.—Ibid. 

Leave to Amend Libel Will Not Be Granted, After Cause Stands 

Dismissed Under Rule of Court: 

(District Court, S. D. Florida.) Under rule 46 of the District 
Court, providing that, if exceptions to the libel are not set 
down for hearing by libelant within 10 days, the cause shall 
Stand dismissed, after the expiration of such 10 days, without 
any action by libelant, leave to amend the libel will not be 
granted.—The Carmack, 3 Fed. Rep. (2nd.) 704. 

Amendment to Libel Must be Verified: 

Under admiralty rule 22, requiring all libels to be “on oath 
or solemn affirmation,” an amendment to libel, to be allowable, 
must be verified.—Ibid. 

Claimant to Fund in Court May Come in at Any Time Before 

Decree of Distribution: 

Where a fund is in court for distribution, any claimant 
may come in at any time before decree of distribution.—Ibid. 
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Libelant Held to Have Burden of Proving Good Condition of 
Hides When Stowed and That Bad Condition on Delivery 
Was Due to Sea Water: 

(Circuit Court of Appeals, Second Circuit.) Libelants, who 
alleged delivery of cargo of hides in good condition and receipt 
in bad, and that damage was due to sea water and unsea- 
worthiness of vessel, held (the bills of lading not acknowledg- 
ing receipt in good condition) to have burden of proving by fair 
preponderance of credible testimony both that hides were in 
good condition when stowed and that bad condition on delivery 
was due to sea water.—The Goyaz, 3 Fed. Rep. (2nd.) 553. 
Repair of Vessel Raises no Inference of Prior Unseaworthiness 

or Unfitness for Cargo: 

Making of repairs furnishes no inference that vessel was 
unseaworthy or not cargo-worthy before receiving such repairs. 
—Ibid. 

Parties Impleaded by Claimant of Vessel Held Entitled to Re- 
cover Costs of Claimant: 

Charterers, who were also vendors of hides, who shipped, 
stowed, and dunnaged them, and who were impleaded under 
Admiralty rule 50 by claimant of vessel libeled to recover for 
damages en route, held entitled to recover costs of claimant.— 
Ibid. 

In Absence of Contract, Charterer Liable for Negligence Only; 
Burden on Owner to Prove Negligence: 

(Circuit Court of Appeals, Second Circuit.) In absence of 
contract, charterer of barge is liable to owner for negligence 
only, and burden is on owner to prove negligence.—C, F. Harms 
Co. vs. Turner Const. Co., 3 Fed. Rep. (2nd.) 591. 


Judicial Cognizance Taken of Difference Between High and 
Low Water at Dutch Kills Creek: 

It is common knowledge, from tide tables, of which court 
takes cognizance, that difference between high and low water 
at Dutch Kills creek is slightly less than five feet.—Ibid. 
Evidence Held Insufficient to Show Negligence of Charterer in 

Berthing Barge at Wharf: 

Evidence held insufficient to show negligence of charterer 
in berthing barge at wharf.—Ibid. 

Owner and Not Charterer of Barge Held Liable for Injuries 
from Master’s Failure to Obey Wharfinger’s Instruction: 
Where master of barge failed to obey wharfinger’s instruc- 

tion to breast off 5 feet from bulkhead, so that barge would 

clear ridge of mud at low tide, owner, and not charterer was 
liable for injuries therefrom.—Ibid. 







. ere 
Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


ay taken from Reporters and Digests of National Reporter 
stem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 


Consignee Is Presumed to be Owner, and May Sue Carrier for 
Injury or Damage to Property in Transit: 

(Court of Appeals of Georgia, Division No. 2.) Consignee 
of property delivered by another to carrier for shipment is 
presumed to be owner, and presumptively hag right of action 
for its injury or damage in transit.—Allen vs. Southern Ry. Co., 
126 S. E. Rep. 722. 

Presumption That Consignee Is Owner of Property Delivered 
Carrier by Another Is Rebuttable: 

Presumption that consignee is owner of property delivered 
carrier for shipment by another is rebuttable.—Ibid. 

Consignee Having No Interest in Property Shipped Cannot 
Sue for Loss or Damage to It: 

Consignee of property delivered to carrier for shipment by 
another, having no general or special interest in shipment, and 
incurring no risk in its transportation, cannot sue ex delicto for 
loss or damage.to it.—Ibid. 

Consignor, Contracting with Carrier for Shipment of Consignee’s 
Goods, May Sue in Assumpsit and Recover for Loss or 
Damage: 

Consignor, contracting with carrier for shipment of goody 
belonging to consignee, may sue in assumpsit for breach of 
contract, and recover for loss or damage to goods.—Ibid. 
Recovery for Loss or Damage by Either Consignor or Consignee 

Bars Recovery by the Other: 

Where consignor contracts with carrier for shipment of 
consignee’s property, recovery for loss or damage to it by either 
is bar to recovery by the other.—Ibid. 

Consignee Vendee Held to Have Such Interest in Property 
Shipped as Sustained Suit for Its Injury: 

In view of Civ. Code 1910, Sec. 4482, notwithstanding con- 
signor’s retention of title of machinery shipped, consignee hav- 
ing paid part of purchase price, had such special pronerty and 
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interest as would sustain suit against carrier for its injury. 

—Ibid. 

Granting Nonsuit as to Carrier’s Negligence to Machinery in 
Transit Held Erroneous: 

Where consignee sued for damage to axle of machinery for 
carrier’s negligence in transit, and for alleged negligence after 
its arrival and before unloading, jury being authorized to find, 
under presumption against carrier, that axle was broken* by 
its negligence in transit, it was error as to such item to grant 
nonsuit.—Ibid. 

Proof of Payment of Expense Incident to Injury Held Unneces- 
sary: : 

In view of Civ. Code 1910, Sec. 4505, in suit against carrier 
for damage to axle of machinery shipped, it was unnecessary 
to show item of expense consequent on injury had been actually 
paid, it being enough that legal liability therefor had been 
incurred.—Ibid. 

Consignee’s Evidence That He Would Have to Pay Charge for 
Repairing Broken Axle Was Sufficient to Authorize Re- 
covery: 

Testimony of consignee that he had been charged $6 for 
repairing axle to machinery alleged to have been broken in 
transit, and that he would have to pay it, was sufficient to 
authorize recovery.—lIbid. 

Statutory Rule as to Burden of Proof in Bailments Is Applicable 
to Intrastate Shipments; “Loss”: 

Rule of Civ. Code 1910, Sec. 3469, as to burden of proof in 
bailments is applicable to intrastate shipments; “loss” meaning 
injury or damage to goods as well as their destruction or dis- 
appearance.—Ibid. . 

When Liability as Carrier Ceases and That of Warehouseman 
Begins, Stated: 

In view of Civ. Code 1910, Sec. 2730, where goods are 
shipped by railway, and on arrival at destination are deposited 
in place of safety and held to be delivered on demand, liability 
as carrier ceases, unless custom of trade is shown to be 
otherwise, and that of warehouseman, under section 3503, 
begins.—Ibid: 

Carrier May Charge for Storage After Owner Has Had Reason- 
able Opportunity to Remove Goods: 

Carrier, in addition to compensation for carriage of goods, 
may charge for their storage and keeping, as warehouseman, 
for whatever time they remain in its custody after owner has 
had reasonable opportunity to remove them.—lIbid. 

Ordinarily, Delivery of Goods Is Complete When Consignee’s 
Agent Verifies Goods in Car and Gives His Receipt Therefor; 
Ordinarily, where carrier has transported carload of goods 

and notified consignee of their arrival, delivery is complete 

when agent of consignee verifies goods in car and gives his 
receipt therefor.—Ibid. 

When Carrier Liable, if at All, for Gross Neglect as Gratuitous 
Bailee, Stated: 

Where, after arrival of goods and receipt therefor by con- 
signee’s agent, agent removes goods but leaves some in car 
on account of approaching night, and car is broken open and 
goods stolen therefrom, carrier is liable, if at all, only for 
gross neglect as gratuitous bailee.—Ibid. 

When Carrier Is Gratuitous Bailee Stated: 

Where freight has been paid and receipt for shipment given 
by consignee, and delivery is completed without relationship 
existing between consignee and carrier, either as common 
carrier Or as warehouseman for compensation, carrier, by mere 
voluntary assistance of agent in closing or sealing car, where 
no storage or demurrage igs charged or chargeable, becomes, 
at most, a gratuitous bailee.—lIbid. 

When Carrier Liable as Warehouseman for Lack of Ordinary 
Care Stated: 

Where, after delivery of shipment and receipt therefor by 
consignee, carrier assumed duties of warehouseman in relation 
to car in which goods were stored, so that, under statute and 
rules of public service commission, it could charge for use of 
car after expiration of free time, it was liable, in case of 
injury to goods, as warehouseman for any lack of ordinary 
care.—Ibid. ‘ 

Where, after arrival and delivery of goods, carrier became 
liable as warehouseman, it has burden to show proper dil- 
igence.—Ibid. 

Granting Nonsuit Held Erroneous in View of Defendant’s 
Burden to Show Proper Diligence: 

Where evidence authorized finding that breaking of axle of 
machinery in transit was due to carrier’s negligence, that its 
prompt removal from car was prevented, and that carrier 
thereafter became warehouseman for hire, it was error to 
grant nonsuit, burden being on carrier, after proof of injury and 
damage, to show proper diligence.—Ibid. 

Excluding Letter by Alleged Agent Admitting Carrier’s Fault 
Held Without Error: 

It was not error to exclude letter purporting to be signed 
by freight claim adjuster after alleged injuries, which admitted 
carrier’s fault, there being no evidence identifying writer as 
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carrier’s agent, or showing letter wag written in scope of 

duties as such.—Ibid. 

Price Received by Consignor from Public Sale of Machinery 
Was Deductible from Amount Recoverable from Carrier: 
Where consignor retained title to machinery, but consignee 

had special property therein, in latter’s action against carrier 
for injuries, interest of consignor was chargeable with amount 
realized on debt in its public sale of machinery after its return 
by consignee, and from any amount which jury might find to 
be market value of interests of both, there should be deducted 
amount received by consignor.—lIbid. 

Evidence Held for Jury on Question of Proximate Cause of 
Injury to Machinery, and Whether Presumption of Car. 
rier’s Negligence Had Been Rebutted: 

Evidence held for jury on question of actual and proximate 
cause of injury to machinery, alleged to have occurred while 
in transit, and whether proven facts showed that presumption 
of carrier’s.negligence had been rebutted.—lIbid. 

Charge Held Not to Have Instructed Jury That Intermediate 
Carrier Could Be Held Liable for Damages Not Occur. 
ring on Own Line: 

(Supreme Court of South Carolina.) In action against two 
intermediate railroads for damage to fish, charge including 
statement that “that doesn’t change what I have already said,” 
in reply to counsel’s suggestion that connecting carrier was 
bound only to safely carry over its own line, held not to have 
instructed jury that intermediate railroad could be held liable 
for damage that did not occur on its own line-—Columbia Fish 
‘& Ice Co. vs. Atlantic Coast Line R. Co. et al., 126 S. E. 
Rep. 645. 

Acts of Congress Regulating Foreign and Interstate Commerce 
Supersede State Statutes Relating Thereto: 

(Supreme Court of Arkansas.) Congress has exclusive 
power to regulate both interstate and foreign commerce, and, 
when it regulates either, it supersedes state statutes relating 
thereto.—Missouri Pac. R. Co. vs. Porter et al., 269 S. W. 
Rep. 47. 

Under Federal Law Carriers May Exempt Themselves from 
Liability for Loss by Fire Not Due to Negligence: 
Carriers may, under’law applicable in federal tribunals, 

stipulate their exemption from liability for loss by fire, but 

not from consequences resulting from their own negligence. 

—Ibid. 

Congress Held Not to Have Assumed Control Over Commerce 
With Nonadjacent Foreign Countries, so That Stipulation 
Exempting Carrier of Shipment to Nonadjacent Foreign 
Country from Liability Is Void: 

Congress, by the Cummins Amendment (U. S. Comp. St., 
Sec. 8592, 8604a) to the Carmack Amendment, did not cover 
subject of commerce with nonadjacent foreign countries, and 
hence a stipulation in a bill of lading, covering a shipment to 
Liverpool, England, exempting carrier from liability for loss 
by fire, is void under Crawford & Moses’ Dig., Sec. 843; Inter- 
state Commerce Act, Sec. 25, par. 4, as added by Transporta- 
tion Act 1920, Sec. 441 (U. S. Comp. St. Ann. Supp. 1923, Sec. 
8596a), relating only to carriers by water.—Ibid. 

Express Company Held Liable to Seller for Damage to Goods 
Where no Memorandum Executed: 

(Supreme Court, Appellate Term, First Department.) 
Where no memorandum complying with statute of frauds was 
executed, title to lamp ordered by buyers to be delivered by 
express company to another as gift did not pass to buyers or 
donee, and express company was liable to seller for breakage 
in transit—Kent-Costikyan Trading Co., Inc., vs. American Ry. 
Express Co., 208 N. Y. S. 445. 


DELAY IN TRANSPORTATION OR DELIVERY 


Carrier’s Implied Agreement Is to Carry Safely and Deliver 


Within Reasonable Time: 

(Special Court of Appeals of Virginia.) Implied agreement 
of a common Carrier is to carry safely and deliver at destina- 
tion within a reasonable time—Eastern Shore of Virginia 
Produce Exchange vs. New York, P. & N. R. Co., 126 S. E. 
Rep. 674. : 

Carrier Contracting to Deliver Within Particular Time Must 
Publish Rate for Such Service Open to All or Otherwise It 
Extends Advantage to One Not Extended to All: 

If carrier makes a contract to deliver within a particular 
time, it must publish a rate for such service open to all, other- 
wise it extends an advantage to one not extended to all, in 
violation of Elkins Act., Feb. 19, 1903, Sec. 1 (1) (U. S. Comp. 
St. Sec. 8597), amending Act Feb. 4, 1887.—Ibid. 

Custom Held Not to Make Carrier’s Practice of Delaying 
Arrival of Shipments to Market Lawful: 

Where carrier’s practice of delaying arrival of shipments 
to market to which they were originally billed was unlawful, 
custom could not make it lawful.—lIbid. 

Carrier’s Failure to Execute Order of Diversion Held Not to 
Constitute Conversion: 

Carrier’s failure to execute an order of diversion, which 
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was nothing more than an order to delay completion of trans- 
portation for two days, so that shipment might reach destina- 
tion on a more favorable market, held not a conversion.—Ibid. 
Measure of Damages for Conversion by Carrier Stated: 

Measure of damages for conversion by common carrier is 
market value of property at destination at time converted.— 
Ibid. 

Shipper Held to Have Suffered No Damages by Carrier’s Fail- 
ure to Execute Order of Diversion: 

If carrier’s failure to execute an order of diversion was 
a conversion, shipper suffered no damages thereby, where goods 
were delivered to proper consignee, sold on account of shipper, 
and duly accounted for, and markets at point of deleivery were 
same as those to which cars were sought to be diverted.—Ibid. 

BILLS OF LADING 
Bill of Lading Defined: 

(Supreme Judicial Court of Massachusetts, Bristol.) A bill 
of lading is a document issued by a carrier on sea or land, 
showing a contract for carriage and delivery of goods; it 
represents the goods, and its transfer in due form transfers 


the goods.—National Wholesale Grocery Co. vs. Mann, 146 
N. E. Rep. 791. 












Miscellaneous Decisions | 


| 
Traffic Cases Recently Decided by State and Federal Courts i 


| 

| 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. | 
Copyright by West Publishing Co.) ! 


REGULATION OF COMMON CARRIERS 


Unloading Coal of One Shipper on Order of Another, as Per- 
mitted by Rules of Exchange, Held Not Release of First 
Shipper from Liability for Demurrage: 

(Circuit Court of Appeals, Third Circuit.) Tariff rule, affect- 
ing demurrage, that coal car should be deemed released when 
vessel registered for cargo or fuel supply, “except that, when 
cars are unloaded before vessel registers, such cars shall be 
released when unloaded,” held not to relieve shipper of car 
dumped on order of another shipper of same grade of coal, as 
permitted by rules of coal exchange, from liability for demur- 
rage, When substituted car was held subject to his order.— 
Emmons Coal Mining Co. et al. vs. Norfolk & W. Ry. Co., 
3 Fed. Rep. (2nd.) 525. 

Coal Shipper Held Not Relieved from Demurrage on Car 
Dumped on Order of Another Shipper, Under Tariff Rule 
Relating to Transfers of Shipments: 

Unloading of coal of one shipper on order of another, as 
permitted by rules of coal exchange or pool, held not release 
of first shipper from liability for demurrage thereafter, under 
tariff rule that car should be considered as released on date 
shipment was transferred by “written order and acceptance” 
to another party, and that subsequent detention should be 
charged to such transferee.—Ibid. 

Demurrage Charges on Shipments of Coal Held Not Invalid, as 
Based on Improper Interpolation of Tariff Rules and Rules 
of Coal Exchange: 

Demurrage charges against shipper of coal held in cars in 
yard of coal exchange until ordered out by the shipper held not 
invalid, as based on an illegal interpolation of tariff rules and 
rules of the exchange, though, as permitted by rules of ex- 
change, coal was unloaded on order of another shipper of coal 
of same quality, and the cars released before ordered out by 
first shipper.—Ibid. 

Title of Goods Consigned to One Person in Care of Another 
Generally in Consignee: 

Title to goods consigned to one person in care of another 
as general rule is in consignee.—Ibid. 

Member of Coal Exchange Pool Held Liable, Rather Than Ex- 
Change, for Demurrage Charges on Cars Held by Exchange: 
Shipper of coal to himself in care of coal exchange pool, 

who retained title to coal, or other coal of like quality in hands 
of the exchange, until ordered out, held liable, rather than ex- 
change, for demurrage charges on cars so held, particularly in 
view of his assumption of such liability as a member of ex- 
change.—Ibid. 

That Rule of Coal Exchange Enabled Railroad to Charge De- 
Murrage on Cars Not Actually Detailed Held Not to Render 
Tariff Rule Affecting Demurrage Unreasonable: 

That rule of coal exchange pool member was credited with 
coal shipped as soon as it passed particular point en route, 
and could then order withdrawal from exchange of equal 
amount, though his own coal would not be actually delivered to 
exchange for several days, enabled railroads to charge demur- 
rage On cars not actually detained while cars of shipper were 
in transit, held not to render the tariff rule affecting demurrage 
unreasonable and invalid.—Ibid. 
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SUIT TO ENJOIN SALT RATES 


Application for an order enjoining the Commission’s order in 
the so-called salt cases, the one in which it used its minimum 
rate power to prescribe rates which Louisiana salt miners as- 
sert will have the effect of keeping them out of the Chicago 
market, has been made to a statutory court in the northern dis- 
trict of Ohio, in Cleveland, by J. V. Norman, in behalf of the 
Jefferson Island Salt Mining Company and the Myles Salt Com- 
pany. They are salt mine operators in Louisiana. 

Judge Westerhaver, the district judge, has set the case 
down for hearing May 1 before such other judges, two in num- 
ber, as he may ask and persuade to sit with him to constitute 
the proper kind of court for the trial of the matter. The order 
of the Commission by its terms is to become effective May 23. 
The application is for an order directed to the United States and 
the Interstate Commerce Commission to have the order of the 
Commission suspended, set aside and cancelled. The order was 
entered October 14, 1924, upon petition of the Colonial and Union 
salt companies, which, the petition sets forth, are residents in 
the northern district of Ohio. The petition also shows the other 
complaints, which, with the ones already mentioned, constitute 
what is known as the Salt Cases of 1923. There are four formal 
complaints and one investigation and suspension proceeding. 

In their petition the Lousiana companies asserted that in 
not one of the complaints was there any allegation concerning the 
rate from Detroit to Chicago being unreasonably low or unrea- 
sonably high and that the proof showed that a rate of 10 cents 
from Detroit to Chicago would return to the carriers more than 
the cost of the handling and that the Commission expressly 
found that a rate of 11.5 cents from Chicago to Detroit could not 
be regarded as non-compensatory. Yet, they said, the Commis- 
sion ordered that rate increased. 

The petitioners assert that the Commission, by its order and 
without warrant of law, resuired the carriers to increase the ex- 
isting rate for the transportation of salt from Detroit to Chicago, 
although no question was raised by the pleadings as to the rate 
and no evidence was offered to show that the existing rate was 
unreasonable. They asserted that the fixing of a minimum rate 
from Detroit to Chicago was arbitrary, not justified by the plead- 
ings and not sustained by substantial or any evidence and was in 
excess of the statutory powers of the Commission. Further they 
asserted, that the Commission, having unlawfully ordered the 
rates from Detroit to Chicago increased, it used the unlawful 
rate as a yard stick by which to measure the rates from Louis- 
iana, Kansas and New York, and ordered an increase in the rates 
therefrom, in part, at least, on the rate which it had thus unlaw- 
fully established from Detroit to Chicago but that it odered the 
rate from Detroit to Chicago increased only 1.5 cents, while it 
ordered the rate from Louisiana to Chicago increased 3.82 cents. 

A further assertion was: that the increase ordered from Kan- 
sas was also arbitrary and without warrant, because no question 
was raised about it. They said the Commission also ordered in- 
creases from New York, although no evidence was offered that 
they were unreasonable. 


= Another point in the case was that the Commission expressly 
held that inasmuch as the defendants, the lines of which formed 
the through routes from Louisiana to the points involved, did not 
serve New York, Ohio, Michigan or Kansas salt mines, it could 
not make a finding of undue prejudice. It held, they said, that 
the rates from the Louisiana mines were in violation of the first 
section in that they were relatively low. Therefore, they said, 
the Commission proceeded to prescribe minimum rates which 
the carriers would be required thereafter to charge. They said 
the Commission did not hold and could not hold that the rates 
from the Louisiana mines were less than compensatory, but that . 
it held that, in comparison with other rates prescribed by it in 
the same proceeding, applying in other territories, they were re- 
latively unreasonably low and that it was necessary to prescribe 
minimum rates from the Louisiana mines higher than the exist- 
ing rates in order to permit the charging of reasonable rates by 
other carriers from other producing points. 


The petitioners said there was no evidence of record on 
which the Commission could hold the rates from the Louisiana 
mines were unreasonable per se. They said that the Commis- 
sion, after finding that it could not, under the law and under ex- 
isting conditions, hold the rates to be discriminatory under the 
section which prohibits undue discrimination “did in effect so 
hold under a guise of a holding that said rates were unreasonably 
low.” ‘ 


The petition asserted that the evidence offered by the car- 
riers which published the rates from Louisiana established that 
the rates were compensatory; that they had been maintained 
over a long period of years; that the mines had developed and 
the carriers prospered thereunder; that they were all the traffic 
would bear and move and that to increase them would eliminate 
Louisiana salt from the markets about which the case revolved, 
thereby preventing the carriers from procuring traffic which they 
insisted they should be allowed to continue to haul so long as 
the rates were compensatory and did not create discrimination. 

The petitioners insist that the power to initiate rates still is 
with the carriers and that the Commission cannot change rates 
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unless it first finds that carrier-initiated rates are in violation 
of some provision of the interstate commerce act; that the rates 
from Louisiana which the Commission found to be unlawful and 
ordered increased, were initiated and long voluntarily maintained 
by the carriers and that the carriers desired to continue them; 
that the finding that the rates were unduly low was not supported 
by substantial evidence, and was not, in fact, a finding that they 
were in and of themselves unduly low but was in fact and sub- 
stance a finding that the rates were relatively unduly low be- 
cause of their alleged effect upon the rates of other carriers; and 
that there was no showing that the rates from Louisiana had 
resulted or would result in taking any substantial amount of 
traffic from other carriers. On the contrary, they asserted, the 
evidence showed, without contradiction and the Commission 
found, that the rates from Louisiana were higher to all the points 
of destination than the rates from Detroit and other Michigan 
and Ohio producing points. 

The effect of the order, the Louisiana salt companies said, 
would be to deprive them of their property by the enforcement 
of an unlawful order of the Interstate Commerce Commission. 


ASSIGNED CAR CASE 


The Ford Motor Company has asked for a writ of certiorari 
requiring the Commission to bring into the federal court at 
Covington, Ky., its record in the assigned car case. At the time 
it filed its application for a writ it asked the Commission to 
bring its record and the transcript of the testimony into the 
court for use in the trial of the case. 

What the motor company aims to do with the transcript has 
not been disclosed. The Ford company has been given until April 
30 to file a brief in support of its application for the writ and the 
Commission will have twenty days in which to answer. The case 
now stands for hearing on June 6, the hearing first appointed 
having been postponed until the day in June. 

The applications for injunctions filed at Philadelphia seeking 
to have the order of the Commission set aside have been set for 
hearing on May 25. The fact that there is no shortage of coal 
cars now or even remotely in sight has enabled the courts to set 
down the litigation for consideration without hurrying their 
dockets. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended April 11 totaled 
917,284 cars, according to the car service division of the Amer- 
ican Railway Association. 

This was an increase of 36,347 cars over the corresponding 
week last year but a decrease of 29,987 cars under the corre- 
sponding week in 1923. Compared with the preceding week this 
year, the total for the week of April 11 was a decrease of 5,091 
cars, with decreases, compared with the week before, in the 
loading of grain and grain products, coke, forest products, mer- 
chandise and less than carload lot freight and miscellaneous 
freight. Increases over the week before were reported in the 
loading of live stock, coal and ore. 

Loading by districts the week ended April 11 and for thé 
corresponding period of 1924 follows: 


Eastern district: Grain and grain products, 6,417 and 7,385; live 
stick, 2,430 and 3,088; coal, 37,247 and 36,577; ‘coke, 2,185 and 2,594; 
forest products, 5,090 and 5,684; ore, 1,814 and 2,057: merchandise, 
%& <. ts, TOeee and 71,388; miscellaneous, 90,960 and 89,117; total, 
1925, 220, 141; 1924, 217,890; 1923, 242,403. 

‘Allegheny district: Grain and grain products, 2,582 and 2,246; 
live stock, 1,796 and 2,475; coal, 37,541 and 36,664; coke, 5,770 and 
6,326; forest products, 3, 306 and 3, 278; ore, 4,242 and 5, 365; merchan- 
dise, L. C. L., 53,896 and 52,551; miscellaneous, 82, 067 and 78,522; 
total, 1925, 191,200; 4924, 187, 427; 1923, 212,729. 

Pocahontas district: Grain and grain products, 202 and 213; live 
stock, 74 and 80; coal, 28,981 and 21,158; coke, 438 and 281; forest 
products, 1,940 and 1,762; ore, 64 and 140; merchandise, L. C. 
7,304 and 6,790; miscellaneous, 5,088 and "4,932; total, 1925, 44, oot: 
1924, 35,356; 1923, 36,021. 

Southern district: Grain and grain products, 3,168 and 3,493; live 
stock, 1,589 and 1,715; coal, 17,219 and 15,884; coke, 1,073 and 1,006; 
forest products, 25, 145 and 23, 392; ore, 1, 546 and 1,493; merchandise, 
L. C. L., 41,302 and 39,813; miscellaneous, 63,447 and 49,261; total, 
1925, 154,489; 1924, 136, 057; 1923, 143,343. 

Northwestern district: Grain and grain products, 7,539 and 9,009; 
live stock, 6,709 and 8,436; coal, 3,466 and 4,684; coke, 1,409 and 
1,122; forest products, 22,044 and 23,344; ore, 3,705 and 1,971; mer- 
chandise, L. C. L., 31,511 and 30,963; miscellaneous, 38,615 and 34,037; 
total, 1925, 113,998; 1924, 113,566; 1923, 118,653. 

Central Western district: Grain and grain products, 7,489 and 
10,707; live stock, 9,731 and 9,671; coal, 10,017 and 10,081; coke, 294 
and 304; forest products, 11,860 and 10,426; ore, 3,658 and 3,004; mer- 
chandise, L. C. L., 37,381 and 36,983; miscellaneous, 48,210 and 48,152; 
total, 1925, 128,640; 1924, 129,328; 1923, 138,080. 

Southwestern district: Grain and grain products, 3,711 and 4,572; 
live stock, 2,785 and 2,303; coal, 3,594 and 2,656; coke, 137 and 181; 
forest products, 9,232 and 8,880; ore, 580 and 372; merchandise, L. Cc. 
L., 15,368 and 15,123; miscellaneous, 29,318 and 27, 226; total, 1925, 64,- 
725; 1924, 61,313; 1923, 56,042 

Total, all roads: Grain ‘and grain products, 31,108 and 37,625; 
live stock, 25,114 and 27,768; coal, 138,065 and 127,704; ‘coke, 11,306 and 
11,814; forest products, 78. 617 and 76, 766; ore, 14, 609 and 14, 402; mer- 
chandise, IL C, L., 360, and 253, 611; miscellaneous, 357, 705 and 
331,247; total, 1925, 917, O84. “ood, 880, 937; 1923, 947,271. 


All districts reported decreases under the week before in 
the total loading of all commodities except the Pocahontas and 
Central Western. All districts, however, reported increases over 
the corresponding week last. year except the Central Western. 
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Decreases under the corresponding week in 1923 were reported 
in all except the Pocahontas, Southern and Southwestern 
districts. 

Loading of revenue freight this year compared with the two 
previous years follows: 


1925. 1924 1923 
Five weeks in January.......... 4,450,993 4,294,270 4,239,379 
Four weeks of February........ 3,619,326 3,631,819 3,414,809 
Four weeks in March........... 3,694,916 3,661,922 3,662,552 
WEGE Of ADIT Fie s ccccccccvcs 922,375 861,990 896,375 
Week of ADPll 11. bc.cic.cccvces 917,284 880,937 947,271 
ME dnc cocckevcruermesseuce 13,604,394 13,330,938 13,160,386 


FREIGHT COMMODITY STATISTICS 


The Bureau of Statistics of the Commission has issued the 
following statement showing the freight tonnage transported by 
Class I roads for the quarter ended December 31, 1924: 


Number of Tons Originated 


Classes of Commodities Quarter Quarter Per Cent 








ended Dec. ended Dec. of decrease 
31, 1923 31,1924 1924 from 1923 

Products of agriculture.......... 36,442,169 40,724,099 *11.75 
Animals and products........... 7,901,944 7,804,570 1,23 
PROGRCUS Of MINER. .6ccccccccsccve 174,617,308 171,153,101 1.98 
Products Of f0FOstS..ccccvcscccee 26,891,646 25,996,550 3.33 
Manufactures and miscellaneous 62, 438, 438 64,367,662 *3.09 
Me Ee © Ee TUG. cicccccvcccsc 10,957,505 10,443,805 4.69 

NE dacepaustcouesatedesemees 319, 249, 010 320,489,787 *.39 

Total Tons Carried 

Products of agriculture.......... 70,570,207 75,700,595 *7,27 
Animals and products........... 28, 254,446 27,749,108 1.79 
PrOGucis: GF MINOW. cccccvcvuccsccs 304,137,986 304,606,027 %.15 
EPORUCCS CC TOTORIE. .66cceccctewccs 51,808,812 50,569,681 2.39 
Manufactures and miscellaneous. 123,279,110 125,923,922 2.15 
Bn Dc GT THe vc ocsciccaccis 18,426,631 17,711,083 3.88 

TURE. SamisckeweddbebeGenteewns 581,753,668 587,923,192 *1.06 

SIMILAR FIGURES FOR 1924 and 1923 

Products of agriculture......... 109,317,655 116,579,252 *6.64 
Animals nad products........... 28,254,446 27,749,108 1.79 
PFOGUCtS Of MIMNES........0cccccccee Lege yon 638,519,519 10.54 
PPOGUCtS Of TOTORUS. 6600 ceiccese 115,617,993 108,089,648 6.51 
Manufactures and miscellaneous 267,766,748 256,667,691 4.15 
AM Es, Cy Ex, THB. ccc cesnccs 44,338, 556 40,551,443 8.54 

RGD tat dvscemeeiaeat~awecs 1,279,030,222 1,188,156,661 7.10 

Total tons carried 

Products of agriculture......... 220,489,536 230,860,126 *4,.70 
Animals and products.......... 48,837,197 48,523,629 72 
PYOGUCtS OF WINES... ccscccccsces 1,250,245,258  1,114,662,945 10.84 
Products. Of TOVests. oc occccsece 222,561,537 209,363,109 5.93 
Manufactures and miscellaneous 517,845,804 500,290,118 3.39 
re Se eee 73, 585, 432 68,077,374 7.49 

ec eMsnctccewtcns deo 2,333,600,764  2,171,777,301 6.93 

*Increase. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on April 1 totaled 186,417, or 
8.1 per cent of the number on line, according to the car service 
division of the American Railway ’ Association. This was a de- 
crease of 2,502 under the number reported on March 15, at 
which time there were 188,919, or 8.2 per cent. 
in need of heavy repair on April 1 totaled 143,329, or 6.2 per 
cent, an increase of 556 compared with March 15. Freight 
cars in need of light repair totaled 43,088, or 1.9 per cent, 
a decrease of 3,058 compared with March 15. 

Class I railroads on April 1 had 11,611 locomotives in need 
of repair, 18.1 per cent of the number on line. This was a 
decrease of 388 under the number in need of repair on March 
15, at which time there were 11,999, or 18.7 per cent. Of the 
total number, 6,345, or 9.9 per cent, were in need of classified 
repair, a decrease compared with March 15 of 228, while 5,266, 
or 8.2 per cent, were in need of running repairs, a decrease 
of 160 during the same period. Serviceable locomotives in 
storage on April 1 totaled 6,241, an increase of 823 compared with 
the number of such locomotives on March 15. Class I railroads 
the last half of March repaired and turned out of their shops 
36,737 locomotives, an increase of 3,621 over the number re: 
paired the first half of the month. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
April 1-7, inclusive, was 344,258, a slight decrease as compared 
with the preceding period, while the average daily shortage was 
63 cars, according to the car service division of the American 
Railway Association. 

The surplus was made up as follows: Box, 107,530; ven- 
tilated box, 181; auto and furniture, 5,591; total box, 113,302; 
flat, 5,269; gondola, 87,233; hopper, 97,228; total coal, 184,461; 
coke, 1,513; S. D. stock, 19,661; D. D. stock, 3,338; refrigerator, 
15,356; tank, 251; miscellaneous, 1,112; total, 344,258. 

The shortage was made up of 3 box, 8 flat, and 52 gondola 
cars. 

Canadian roads reported a surplus of 24,900 box, 200 auto 
and furniture, 1,800 flat, 200 gondola, 1,275 S. D. stock, 400 
refrigerator, and 175 miscellaneous cars, 


Freight cars . 


Ap 


Wire 





April 25/1925 


MEETING OF TRAFFIC CLUBS 


(By a Staff Correspondent at Kansas City) 


One hundred and two delegates from forty traffic clubs in 
as many cities of the country attended the fourth annual meet- 
ing of the Associated Traffic Clubs of America at Kansas City, 
April 15 and 16—the largest meeting of the association ever 
held, as to both the number of delegates and the number of 


“clubs represented. The report of the membership committee— 


T. T. Webster of Dayton, O., chairman—showed fifty-three mem- 
per clubs, with several others about ready to come in and 
several other prospects, some of them clubs already in ex- 
istence and some of them clubs about to-be formed. The 
resignation of the Detroit club was later accepted, however. 

Addresses of welcome were made by Mayor Beach, of Kan- 
sas City, and President Charles W. Miller, of the Kansas City 
club. President W. J. L. Banham, of the association, responded. 

The report of the treasurer, N. G. Campbell, of New York, 
showed a balance in the treasury of a little over $3,000, with 
about $600 in bills payable to be met. 

President Banham, at the first day’s session, appointed a 
nominating committee of nine members, with P. R. Flanagan, of 
St. Paul, chairman, to report the next day. 

The special committee that had been appointed to consider 
a resolution favoring ship subsidy, introduced by T. C. Bur- 
well, of Decatur, at the Atlanta meeting, made a report of 
progress, but, after some debate on the subject of a merchant 
marine policy, the subject was stricken from the docket, with 
thanks to the committee, of which Mr. Burwell was chairman. 

After considerable debate on a resolution offered by S. S. 
Butler, of St. Louis, proposing a change in the railroad valuation 
plank of the transportation platform adopted at Atlanta, it 
was decided to make no change. Mr. Butler proposed to con- 
demn some of the methods employed by the Commission in 
arriving at railroad valuations. 


Hoch-Smith Resolution 


After considerable debate on the subject of political rate 
making in general and the Hoch-Smith resolution in particular— 
resolutions having been offered by F. L. Speiden, of Louisville; 
E. L. Dalton, of Chicago; T. B. Hendrick, of Oklahoma City; 
and H. A. Palmer, of Chicago—a special committee, consisting 
of these four men and S. S. Butler, of St. Louis, with Mr. 
Palmer as chairman, was appointed to consider all the reso- 
lutions in the light of the debate on them and report on Thurs- 
day. 

The committee reported unanimously the following resolu- 
tions, and they were unanimously adopted by the convention: 


The Associated Traffic Clubs of America has consistently con- 
demned the theory of making rates for the purpose of aiding any 
industry that for the moment might not be in prosperous condition. 
We reaffirm these policies, and advocate a return thereto by repeal 
f the legislation known as the Hoch-Smith resolution. 

We accept entirely the provision that carriers must have a fair 
return on the “value of railway properties of such carriers held 
for and used in the service of transportation.”  _ : : 

We believe the Interstate Commerce Commission, an_ impartial 
tribunal, should be uninstructed and unfettered in its administration 
of Le the transportation act. J ‘ f 

e deprecate the recent trend of Congress in substituting its 
judgment, untrained technically, for that of the Commission and its 
technical staff, in the highly technical problems involved in the 
making of freight rates, and we confidently believe ‘that this trend, 
if pursued, will proceed to a breakdown of confidence in the Com- 
mission’s decisions and in the equity and stability of our rate fabric, 
and, finally, will jeopardize some of the prime essentials of private 
ownership. 

We deplore rate-making by indirection or by gestures coercive of 
the duly constituted regulatory authority. Freight rates present an 
economic question and should not be made a political issue, the last 
resort of the litigant in a lost cause. 

The Associated Traffic Clubs of America, almost from the start, 
has appreciated the danger of political rate making and has ex- 
pressed itself against that policy. At its convention in Cleveland, 
December 13 and 14, 1923, it adopted the following resolution on the 
subject, which was duly ratified by a majority of member clubs: 

_ ‘Whereas, there is an increasing tendency toward the making of 
freight rates out of political expediency, and an indifference on the 
part of the public toward this development; and, 

“Whereas, the Associated Traffic Clubs of America view with 
great concern anything that would restrict the Commission in the 
free and unbiased consideration of any and all matters coming be- 
fore it; be it; 

“Resolved, That member clubs should constantly combat such 
tendency.” 

Again, at its convention in Atlanta, October 15 and 16, 1924, 
the association expressed itself in the following resolution, which 
was also ratified by a majority of member clubs: 

_“‘We deprecate any tendency toward political ‘control of rates, 
believing that there should be neither political pressure used on the 
Interstate Commerce Commission to induce it to follow policies that 
may seem expedient to persons or parties in political power, nor at- 
tempts by Congress to legislate as to specific rates. We especially 
condemn the theory of making rates for the purpose of aiding an 
industry that, for the moment, may not be in prosperous condition.” 

e commend this declaration of policy to the attention of other 
traffic associations, the National Industrial Traffic League, the Am- 
erican railway executives, the Railway Business Association, the 
Chamber of Commerce of the United States, the President of the 
United States, and the senators and representatives in Congress. 


This resolution must, of course, be ratified by a majority 
of member clubs before it becomes effective. 
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The committee also recommended that the following state- 
ment, prepared by F. L. Speiden, one of its members, be sent 
to member clubs with the resolution, but not as a part thereof, 
and only as a matter of information: 


; The Hoch-Smith resolution recently passed by Congress, declar- 
ing the true policy in rate-making to be pursued by the Interstate 
Commerce Commission and directing that body to make a thorough 
investigaton of the railroad rate structure and to make readjust- 
ments therein deemed necessary, is without doubt the outstanding 
legislation enacted within the past five years, or since the Trans- 
portation Act of 1920. It requires a review of every freight rate 
relatively and per se, interstate and intrastate, and calls for the 
most comprehensive investigation ever undertaken. 

The Congressional Record of January 27, under the heading 
“Agriculture, the basic industry,’’ simply presents the conference 
committee’s recommendation that the Senate recede from its dis- 
agreement and agree to the bill as amended. The resolution was 
immediately passed by the Senate—without any discussion what- 
soever. 

The Hoch-Smith resolution does not reflect the anti-railroad 
animus that appeared the guiding principle in many of the measures 
which engaged the Sixty-Eighth Congress. We have seen fail, bills 
to abolish the Pullman surcharge, to compel railway consolidations, 
to repeal Section 15 of the Transportation Act, to abolish the Labor 
Board, to re-establish pre-war freight rates on farm products, to 
revamp the basis of valuation of physical properties, to require a 
rigid fourth section observance; in fact, to repeal practically all the 
recent provisions of the Transportation Act, so that before taking 
up a consideration of what we acquired, we may well give thanks for 
what we were spared. Suffice it to merely call attention to the acid 
test of public appraisal, which is reflected in the fact that immediately 
following the Congressional election of 1922, the market prices of 
railway securities declined very sharply, while the reverse was true 
in 1924. Discussions of the kind presented here today lend their 
weight in the scale of public opinion and public opinion weighs 
heavy in the scale which determines the actions of our law makers. 
Railway finances, operation, taxes, service and needs have been 
presented in tabloid so that ‘the who runs may read.” He does 
read, and writes his law-making representatives, and much bad 
legislation has been prevented. 

Briefly stated, the resolution as adopted, contemplates helping 
industry and so far as concerns agriculture, ‘“‘at the lowest possible 
lawful rates compatible with the maintenance of adequate trans- 
portation service,’’ and giving due regard ‘‘to a natural and proper 
development of the country as a whole,”’ but it is not contemplated 
that such redistribution of rates and charges as may be found neces- 
sary shall be at the expense of the transportation industry. It must 
= aaa a natural and proper development of the country as a 
whole. 

The Hoch-Smith resolution requires that all cases now pending 
shall be decided in accord with it. A few weeks ago there was held 
in Kansas City, an Interstate Commerce hearing’ involving an annual 
freight revenue of something like $50,000,000 on live stock. Will the 
Western shippers, other than farmers, allow without protest, this 
live stock burden to be shifted to their own shoulders—and later the 
grain burden, and the potato burden and the cotton burden and all 
the other earth borne burdens until we have a picture of this non- 
agricultural Atlas supporting the earth borne on his shoulders But 
here the picture fails—Atlas of the western region is not supporting 
his burden. The western carriers have not paid a ereasonable net 
return on capital since the Transportation Act was enacted. The 
St. Paul has finally collapsed and today, staggering through a re- 
ceivership, the property of its stockholders is practically confiscated. 

While it is*manifest that the Hoch-Smith resolution was a pro- 
farmer measure, its provisions have already been invoked by other 
interests, notably certain coal interests. 

Some of the difficulties incident to a reduction in rates upon one 
commodity and an advance in rates on another might be considered: 

A general change in rates on a given commodity would affect the 
railways in one region tremendously more than it would the railways 
of another region. For example: Live stock in the west versus 
the east, or coal in the east versus the west. 

The fact that rates on a certain commodity in one territory are 
relatively too low or too high, as compared with other commodities 
in that territory, may not be true in another territory. 

Traffic tonnage statements of roads throughout the United States 
reflect very different percentages applicable to any given commodity, 
so that if it should be determined to assist coal, for example, some 
roads would be affected to the extent of half their tonnage, while 
others would escape with light penalty. Similarly as to lumber, grain, 
and live stock, in varying degree. 


Suggestions have been made in the press and otherwise that it is 
the intention of this resolution to compensate reductions in rates on 
heavy moving commodities by advances in rates on lighter com- 
modities. If this be attempted by a constant percentage, in all 
territories, it is manifest that the railroads in one territory will be 
benefited financially at the risk of bankruptcy in another territory. 
For example, in a recent compilation, it was found that products of 
agriculture constituted: 


20.2% of the total revenue tonnage in Western Group. 
9.1% of the total revenue tonnage in Southern Group. 
5.5% of the total revenue tonnage in Eastern Group. 
1.2% of the total revenue tonnage in Pocahontas Group. 


While products of mines constituted: 

42.4% of the total revenue tonnage in Western Group. 

50.9% of the total revenue tonnage in Southern Group. 

54.8% of the total revenue tonnage in Eastern Group. 

87.3% of the total revenue tonnage in Pocahontas Group. 

The above tonnage percentages reflect approximately the follow- 
ing ratios, mines versus agriculture: 


Western Group, 2 to 1. 
Southern Group, 5% to 1. 
Eastern Group, 11 to 1. 
Pocahontas Group, 70 to 1. . 
The products of agriculture, animals and forests amounted to 
28.4% of the total revenue tonnage in Southern Group, but only 
9.10% in Eastern Group. Under those ratios, a material reduction in 
rates on products of agriculture, animals and forests and an advance 
in rates on “manufactures and miscellaneous” sufficient to equalize 
the country as a whole, would bankrupt the southern roads, while the 
eastern roads would be enriched. So much for the inter-group aspect. 

The intra-group aspect, i. e., carrier versus carrier within the 
same group, presents as difficult a similar problem. 

From a recent compilation, it is shown that a 20% reduction in 
rates applied to one year’s movement of agricultural products and live 
stock, bituminous coal and coke, forest products, pig iron, bloom and 
billets, would, in order to compensate, have required on ‘‘manufac- 
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tures and miscellaneous” (excluding pig iron, bloom and billets) and 
less carload traffic, an average increase in rates of 

36.76% by Railroad AA. 

18.89% by Railroad BB. 

26.42% by Railroad CC. 

20.65% by Railroad DD. 

34.32% by Railroad EE. 


31.06% weighted average of the five roads above. - 

If rates on the lighter commodities were advanced 31.06%, which 
would have equalized the five roads as a whole, the effect would have 
been a net reduction for Railroad AA and Railroad EE, while the 
other three roads would have received increased revenue. There are 
many other serious features in this same problem. For example, 
taking a single commodity, coal: From a recent compilation cover- 
ing a period of one year it is shown that a 20% reduction in rates 
on bituminous coal and coke would have reduced the total freight 
revenue of Railroad EE 6.68% and of Railroad CC .46%. As a large 
proportion of the latter’s coal was for its own use and was drawn 
from mines on Railroad EE and other roads, Railroad CC would have 
saved more money than it would have lost by such reduction, while 
the Railroad EE would have lost considerably more than the amount 
of its dividend. 

Studies by the Bureau of Railway Economics have shown that 
the average freight charge is so small as compared with the value 
of the farm products, that the relief, if any, that will come to the 
farmer as the result of any reasonable readjustment by the Inter- 
state Commerce Commission, will be so small that he will not 
realize any material benefit therefrom. 

The fluctuations in the price of wheat in a single day have 
frequently, during the past few weeks, exceeded the average freight 
charge paid from the farm to the central market points. 





There are only two important farm products that were not higher 


in price in 1924 than in 1913 (the basic year which is generally used 
for economic comparisons), viz.: potatoes and beef cattle, the price 
of potatoes in November, 1924, being eight per cent lower than in 
November, 1913, and the price of cattle being nine per cent lower. 
Surely, there can be no claim that rates on potatoes need any treat- 
ment ‘‘which will promote*the freedom of movement by common car- 
riers,’’ when it is shown that the city of Chicago obtained its potatoes 
during the year 1923 frem thirty-two states, among which might be 
cited 904 cars from the states Maryland and south, touching the 
Atlantic Ocean; 503 cars from the states of Alabama; Mississippi, 
Louisiana and Texas, touching the Guif of Mexico; 169 cars from the 
states of Washington, Oregon and California, touching the Pacific 
Ocean. while from the states nearby Chicago, there were received 
only three cars out of nearly eight million bushels raised in Indiana, 
and only ninety-seven cars out of nearly ten million bushels raised 
in Illinois. 

It has recently been shown in a comprehensive study by the 
Bureau of Railway Economics dealing with relation of transporta- 
tion costs to market price on live stock, that 5.8% of the selling 
price at shipping point is required, on the average, to pay freight 
charges; so that if the entire amount of such charges were refunded 
to the shipper of live stock, he would still be at a disadvantage as 
compared with 1913; in other words, if the carriers hauled live stock 
absolutely free of charge, it would only compensate the producer a 
ory more than half of his present disadvantage as compared with 

Nearly every season we hear of a market glut in some fruit, 
vegetable or melon. Is it fair, as between the cattle raiser and the 
peach grower, to reduce the rates on one and not on the other? 

Comparing 1924 with 1913, freight rates have not gone up as much 
as commodities or wages. 

The price of wheat two months ago was approximately fifty 
per cent higher than the price at the moment this is written. If, 
indeed, it were possible for the freight rate to follow the grai 
ticker, would there not be equal argument for the freight rate t 
follow the fluctuations of the coal market, the lumber market an 
the pig iron market? 

There has been a tendency by regulating bodies during the past 
few years toward mileage rates. The present reversion from this 
“yard-stick method” finds expression to some extent in the Hoch- 
Smith resolution. But neither the tape-measure nor the ticker-tape 
should pre-empt the place of those business policies which have due 
po oy “to a natural and proper development of the countrv as a 
whole.”’ 

For nearly forty years, the Interstate Commerce Commission and 
the railroads, operating under the several Interstate Commerce laws, 
have been constructing a composite rate fabric which is generally 
accounted reasonable and fair as between the several industries. 
Assuming this to have been worked out in good faith, and the several 
classes of traffic each equated as to the rate load, would it not be 
just as unfair and discriminating to disturb the equation or shift 
this equated load from farmer to lumberman, as to compel the insur- 
ance companies, by law, to underwrite the farmer at ninety per 
cent of the premium charged the lumberman? And if this involves 


. five per cent advance for the lumberman, so much the worse for 
m. 


The recommendation was adopted. 
Railroad Labor Board 


The following resolution, offered by T. T. Webster, of Day- 
ton, O., was adopted: 


Whereas, the Transportation Act of 1920 provides elaborate ma- 
chinery for the settlement of disputes between carrieds and their 
employes; 

And whereas, the important part of this machinery is the Rail- 
road Labor Board, which is directed to hear and decide any dispute 
involving grievances, rules or working conditions, which may come 
before it under certain prescribed conditions; 

And whereas, the Board is not endowed with mandatory power 
to enforce its decisions, but is empowered only to make its rulings 
public, thereby providing the basis for the formation of sound public 
opinion as to the merits of the dispute; 

And whereas, the Supreme Court, by opinions handed down on 
March 2, 1925, so construed the act as to deprive the Board of cer- 
tain power it had assumed with respect to designating the persons 
or organizations that the carriers should recognize in dealing with 
their employes; 

And whereas, this development will no doubt add to the wide- 
spread dissatisfaction with the labor provisions of the Transportation 
Act and lead to renewed and increased demand for a change in the 
basic provisions thereof; 

Therefore be it resolved, that a committee of five be appointed 
to study and keep in touch with developments in the railway labor 
situation and to report at the semi-annual meeting in October, 1925, 
as to whether the subject is one in connection with which this or- 
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naa should take action, and, if so, to recommend a course of 
action. 
Regulation of Motor Carriers 


The following resolution, offered by T. B. Hendrick, of 
Oklahoma City, was debated at length and was finally referred 
to a special committee, to be appointed by the president, which 
is to have its report ready for distribution among member 
clubs thirty days before the October meeting of the association: 


Whereas, motor carriers are now extensively engaged in the 
transportation of passengers, freight and express in interstate com- 
merce for hire; ; 

And whereas, such activities are frequently in direct competi- 
tion with carriers now being regulated by the Interstate Commerce 
Commission; 

And whereas, as regulated common carriers are at a _ serious 
disadvantage in undertaking to compete with an unregulated carrier; 

And whereas, numerous state laws have already been passed 
regulating motor vehicles engaged in the transportation of passen- 
gers and freight for hire; 

And whereas, competition between established regulated carriers 
and unregulated motor carriers is resulting and will further result in 
wasteful competition and needless loss therefrom; 

Be it resolved that, it is the opinion of the Associated Traffic 
Clubs of America that the Congress of the United States should pass 
a law charging the Interstate Commerce Commission With the regula- 
tion of motor vehicles when engaged in interstate commerce. 

Resolved further that, such regulations be in harmony with the 
regulations now applying to the rail carriers. 

And be it further resolved that, the secretary of this association 
be authorized and instructed to mail copies of this resolution, duly 
authenticated, to the President of the United States; to all members 
of the Senate and House of Representatives of the United States; 
to all members of the Interstate Commerce Commission; and, further, 
that he cause this resolution to be given publicity by furnishing 
copies hereof to The Traffic World, and other traffic publications, and 
to the principal newspapers throughout America. 


There was a discussion of the best means oy circulating 
the minutes of the association meetings among members of 
member traffic clubs in order to increase their interest. 

The matter of co-operation between traffic clubs and re- 
gional advisory boards, which was on the docket, was continued 
until the next meeting. 

Because of convention crowds expected at Louisville on the 
dates set for the next meeting of the association—October 14 
and 15—the president, under authority vested in him by the 
board of directors, has changed the dates to October 7 and 8. 

The president has appointed T. B. Curtis, of Atlanta, Ga., 
chairman of the membership committee. 





The above report should have been in The Traffic World of April 
18, bug was miscarried in the mails.—Editor’s note. 


ATE STRUCTURE INVESTIGATION 


The Traffic World Washington Burea 


That the intent of the Hoch-Smith resolution was to direct 
the Commission, in the future exercise of its rate-making power, 
to give less weight to distance and transportation conditions 
and more weight to commercial and competitive conditions, is 
the conclusion stated by Norman, Quirk, and Graham in a “sug- 
gestion” filed with the Commission in response to the request of 
the Commission in No. 17000. The statement was confined to 
“one phase of the intent of Congress.” 

In testing the soundness of the conclusion as to the intent 
of Congress, the statement continued, it is necessary to consider 
the history of rate making by the Commission, as well as the 
trend of such rate making and the conditions which had thereby 
been brought about at the time the resolution was passed. 

“We undertake to show that the recent trend of rate making 
has been to increase the burden on long-haul traffic by giving 
great, if not controlling, weight to the element of distance and 
that this has been brought about (first) by percentage increases 
of general application, and (second), by various decisions of the 
Commission as to individual rate adjustments, under which rates 
were fixed largely upon a consideration of distance, resulting in 
greatly limiting the ability of long-haul traffic to compete in the 
consuming markets,” the authors of the statement said. 

Reference was then made to specific rate cases in illustra- 
tion of the point made above. 

“That the correction of the injustices resulting from the per- 
centage increases was one of the principal things in the mind of 
Congress when it passed the resolution, is shown from the record 
of the proceeding,” the statement said, referring to the report 
of the House committee on interstate and foreign commerce on 
the resolution. 

It was further contended that congressional debates and 
committee reports “show that it was always feared by some 
congressmen, particularly those representing the agricultural 
west, that distance tariffs would result from regulation.” In con- 
clusion, the statement said: 


In recent years there have been two distinct schools of thought 
with reference to rate-making. One holds to the theory that rates 
should recognize the needs of localities and industries and should 
reflect competitive conditions and be designed to meet the needs of 
the commerce of the country. This method of rate making has gen- 
erally been pursued by the carriers and is concisely stated by the 
Commission in National Live Stock Shippers League v. A. T. & S. F. 
R. R. Co. et al., 63 I. C. C. 107, as follows: 


“We have always recognized the right of carriers to so adapt 
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their rates and practices to the needs of the localities and industries 
which they serve as to promote the welfare of the shipper and car- 
rier alike, where that can be done within the limits of reasonableness 
and without the undue prejudice and unjust discrimination which 
the law prohibits. In this we have recognized their right to do what 
we could not require them to do. * * *” 

The other school believes that rates based upon commercial and 
competitive conditions should be replaced by rates “‘properly related 
to one another, having regard for distance, density of traffic, volume 
of movement, and any other transportation conditions which might 
properly be considered.”” In stating the contentions of the short-haul 
shippers and carriers, in Salt Cases, 1923, 92 I C. 388, the Com- 
mission makes the following clear and concise statement of the con- 
tentions of this school: 

“The statements of issues and the briefs filed in these cases 
clearly indicate that the salt producers and carriers, with the ex- 
ception of the Louisiana producers and the carriers which serve those 
mines directly or indirectly, desire a revision of the rates from the 
several fields throughout most of the states east of the Rocky Moun- 
tains, and this consolidated proceeding resolves into “a general in- 
quiry for the purpose of fixing desired relationships. They, with the 
exceptions noted, desire that existing rates, based upon market and 
carrier competition in order that producers located at long distances 
from large markets may compete therein with nearby producers, be 
replaced by the establishment of rates from the various producing 
sections, properly related to one another, having regard for distance, 
density of traffic, volume of movement, and any other transportation 
conditions which might properly be considered.” 

Almost in express language the resolution of Congress, under 
consideration, states that the true rule of rate-making is that cham- 
pioned by the older and first-mentioned school, because this resolu- 
tion directs the Commission to give consideration to “the condi- 
tions which at any given time prevail in our several industries” and 
to do this ‘‘to the end that commodities may freely move’? and that 
there may be a “natural and proper development of the country as 
a whole.” ‘The resoluton in effect directs that the above quoted posi- 
tion of certain short-haul salt producers and railroads be rejected as 
unsound and declares for the rule for which the Southern Pacific 
contended in the same case “that it is more essential that production 
and distribution be stimulated than that some particular level of 
rates should be maintained.’’ Rates based upon distance will en- 
courage production in some portions of the country and wiwll dis- 
courage or prevent it in others, and will thereby prevent “a natural 
and proper development of the country as a whole.” 


Viewed in the light of the history of legislation and of the result 
of recent rate changes brought about (first) by the percentage in- 
creases of general application and (second) by decisions of the Com- 
mission in particular cases, it seems clear that the intent of the 
resolution was to direct the Commission, in the future exercise of 
its rate-making power, to give less weight to distance and trans- 


portation conditions and more weight to commercial and competitive 
conditions. 


Viewed in this light, it becomes a most important and far- 
reaching addition to the law governing the making of rates by the 
Interstate Commerce Commission. It directs that there shall be sub- 
stituted for a policy of rate-making based largely on distance and 
transportation conditions alone, a wholly different policy of rate- 
making which shall be governed by the needs of industry and com- 
merce. Instead of rates being based primarily on transportation con- 
ditions and for transportation companies, it is declared that they 


shall hereafter be based primarily on commercial conditions and for, 
the commerce of the country. 


force the commerce of the country to conform to transportation con- 
ditions shall be abandoned and that in the future the effort shall be 
made to require the transportation system of the country to serve 
the needs of the commerce of the country. 


We submit that in pending cases as well as in cases hereafter 
filed and in the general investigation ordered, the Commission should 
apply the Hoch-Smith resolution by giving primary consideration to 
commercial and competitive conditions, “‘to the end that commodities 
may freely move’? and that there may be “a natural and proper 
development of the country as a whole.” 


Brief of Western Carriers 


Western railroads have filed a brief and statement in their 
own behalf as to the intent of Congress in adopting the Hoch- 
Smith joint resolution and the construction to be placed on it 
by the Commission. The filing of this brief is in accordance 
With the reservation made by the western carriers in the 
general conference of traffic vice-presidents and attorneys, 
March 27 (see Traffic World, April 4, p. 872). The brief is 
signed by W. F. Dickinson, F. G. Dorety, T. J. Norton, M. G. 


Roberts, Frederick W. Sargent, H. A. Scandrett and Kenneth 
F. Burgess. 


Broadly speaking, the western railroads contend that the 
Commission must read the Hoch-Smith resolution in the light 
of the primary object expressed in the transportation act of 
1920, namely, the “maintenance of an adequate system of 
transportation,” which they point out Congress reiterated; 
that they are now earning less than a fair return as defined 
by law; that they cannot maintain adequate transportation 
under the present general rate level and that the maintenance 
of an adequate system of transportation in the western dis- 
trict has already been menaced by the compulsory reductions 
in rates on descriptions of traffic moving in large volume. 


A point made by the western lines is that all provisions 
of the interstate commerce act remain in full force and effect 
notwithstanding the adoption of the Hoch-Smith resolution. 
They point out that in the first paragraph Congress requires 
the Commission to consider conditions prevailing in the several 
industries only “in so far as it is legally possible to do so” 
and that in the second paragraph of the resolution provision 
is made for rate changes only “in accordance with law.” In 
the third paragraph, they add, there is a direction to make 
rates on the products of agriculture, only “at the lowest pos- 
sible rates.” They point out that the prohibition of the third 
section is left intact and that it provides, among other things, 


THE TRAFFIC WORLD 


Congress directs that the effort to « 


1069 


. 


that it shall be unlawful for any undue or unreasonable pref- 
erence or advantage to be given to “any particular description 
of traffic.” They also point out that sections 15 and 15-a re- 
main unmodified and unchanged by the resolution. 

Another of the points, made in black faced type, is that 
“carriers cannot lawfully be required to transport any class 
or description of traffic on rates so low that they will fail to 
contribute their fair share of the necessary revenue of the 
carriers or impose a burden on other traffic.” In closing their 
discussion as to the meaning of the joint resolution, in the 
course of which they: point out the fact that their return is 


much less than the fair return contemplated by the statute, 
the attorneys say: 


Since the same constitutional limitations upon taking property 
without just compensation and denying due process of law which re- 
strict action by the states under the Fourteenth Amendment also re- 
strain similar action by the United States under the Fifth Amendment, 
it is clear that Congress could not have authorized this Commission 
to prescribe rates on any given class of traffic whiclt would be so 
low as to be noncomperisatory in respect to the services rendered. 
Twining vs. New vt: 211 U. S. 78. Not only must the Joint 
Resolution be construed in the light of these constitutional limitations 


but it is clear from the language used that Congress had no intent 
to go counter to them. 


Under the caption “suggestions as to procedural steps” 
the western carriers say the procedure in this investigation 
must be such as to insure and protect, at all times, the main- 
tenance of an adequate transportation system and that “under 
present conditions in the western district such procedure as 
the Commission may adopt must take account of the necessity 
for increases in revenue rather than reductions in order to 
assure continued maintenance of adequate transportation.” 
They say the procedure must take account of the fact that 
within the western district there is no reasonable prospect 
of increased tonnage sufficient to offset further reductions in 
revenue, In support of that they point to the fact that the pre- 
war upward trend of traffic now seems to have been halted. 
They point out that in 1924 the ton-miles of all freight in the 
western district was 136,082,649,000, or nearly 100,000,000 less 
than in the preceding year and nearly 800,000,000 less than 
in 1920. In conclusion they said: 


In the light of the foregoing conditions under which Congress 
acted, and the principles of law which govern the action of the Com- 
mission under the Joint Resolution, we submit that an orderly course 
in the present inquiry which would best subserve the common inter- 
ests of all who may be affected by such action as the Commission 
may take, will be: 

1. In view of the dissimilarity of conditions confronting car- 
riers in the different rate groups, that the Commission should treat 
separately in such action as it may take under the Joint Resolution, 
the situation in the Western District; 

2. As a foundation upon which to conduct such other inquiries 
as may be necessary, for the Commission, as an incident to this 
proceeding, to investigate the revenue needs of carriers in the West- 
ern and Mountain-Pacific rate groups, in order to ascertain what 
further course the inquiry shall thereafter take; 

3. That if the affidavits filed in this proceeding on May 15, 
1925, disclose allegations that some industries or particular classes 
of traffic receive undue advantage under the present rate adjust- 
ment, the oe mmission inaugurate an inquiry in respect to such 
industries -or és of traffic. to ascertain whether there is in faet 
tn respect to them such relative prosperity as to permit of greater 
advances in the rates on their product than on other commodities. 

As to the third suggestion, we apprehend as a practical matter, 
that the affidavits may fail to disclose such allegations with suffi- 
cient definiteness, upon which to enable the Commission to act. We 
appreciate that each shipping interest will be hesitant to suggest 
advances in the rates on specific commodities or classes of traffic, 
even though they may not be directly interested therein. 

In these circumstances, if it is desired to pursue the inquiry 
further as to the conditions which prevail in our several industries, 
it may be that the Commission will find it desirable to enlist the 
aid of other departments of the Federal Government, such as the 
Department of Commerce, or the Department of Labor, both of 
which maintain statistics coneerning industrial activity in the United 
States. Since there must be some starting point from which to 
investigate the conditions that prevail in the several industries of 
the country, and since the Commission is directed to express its 
opinion not only in the light of comparative levels of market value 
of the various classes and kinds of cimmodities, but to eonsider the 
natural and proper development of the country as a whole, it may 
not be inappropriate, if the shipping interests themselves fail to 
designate the relatively prosperous industries, to seek such informa- 
tion through Governmental channels. These, however, are matters 
upon which we hesitate to suggest any definite course of procedure. 


HOCH-SMITH LAW CONDEMNED 


The Pulp and Paper Traffic League (of the United States 
and Canada) held a meeting at Buffalo, N. Y., April 21, 
to give consideration to the proposed rate investigation contem- 
plated by the Commission under Docket No. 17000, and to ascer- 
tain the attitude of its membership towards the Hoch-Smith 
resolution. 

A thorough discussion was had on the merits of the resolu- 
tion and the tendency towards political interference with the 
Commission and making rates by legislation. It was pointed out 
that the adoption by Congress of the Hoch-Smith resolution was 
only an entering wedge for similar class legislation and that if 
the voice of the shipping public was not raised in protest, the 
ultimate result would be the breaking down of one of the funda- 
mentals on which the government is founded. 

As a result of the discussion the following statement and 
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resolution was adopted as an expression of the league’s views 
with respect to the Hoch-Smith law as well as other laws that 
savor of class legislation: 


The Pulp and Paper Traffic League is a voluntary organization 
representing the manufacturers of pulp, paper, and related commod- 
ities in the United States and Canada. The primary object of the 
league is to protect the welfare of its members with respect to their 
transportation interests including reasonable and equitable freight 
rates, rules and regulations. 

While realizing fully the necessity of fair returns to the rail- 
roads that there may be maintained an adequate system of trans- 
portation, thus permitting a natural and proper development of 
the country as a whole, we deprecate the tendency of the Congress 
toward political rate making, as recently evidenced by the passage 
and enactment of the so-called Hoch-Smith resolution (S. J. Res. 107). 

We believe that the Interstate Commerce Commission, because 
of its technical training and actual experience, is fully equipped un- 
der the interstate commerce act and the transportation act of 1920, 
to adjust the rate structures of the country fairly and with justice 
to shippers and carriers alike and that no other legislation is 
necessary or required; 

That, because of the additional fact that S. J. Res. 107 is, in a 
large measure, class legislation, it, therefore, is unjustly preferential; 

Therefore, be it resolved that the so-called Hoch-Smith law should 
(S. J. Res. 107) be repealed; and, we recommend to the legislators 
in Congress that it be repealed. 


LAKE CARGO COAL CASE 


The Trafic World Washin Bureau 


rgument that the lake cargo coal rate from the s@\thern 
oO or Hocking district should be $1.42 a ton instead of*$1.50, 
the latter as recommended by the examiners in No. 15007 and 
grouped cases, has beem submitted by George N. Brown, attor- 
ney, and W. D. McKinney, secretary, of the Southern Ohio Coal 
Exchange. They approve the recommendations of the exam- 
iners, generally, but contend that the principles observed by the 
examiners in the making of their report require the naming of 
the lower of the two figures mentioned as the rate proper to be 
assessed from the Hocking field. They say that no matter in 
what way the rate is figured, $1.42 and not $1.50, is the result. 
They asserted that were the Hocking rate made $1.50 it would 
be exactly double what it was in the more or less static time 
preceding the war when the lake cargo rate from the Hocking 
district to Toledo; the proper measuring rate they contend, was 
75 cents per ton, or 75 per cent of the domestic rate. They said 
that the average increase in the rates involved, compared with 
that static time, was 89 per cent. Increasing the basic rate of 
75 cents, they said, also produced $1.42 and not the $1.50 rate 
proposed. 

Placing a burden of 88 cents per ton on all the traffic from 
all the coal mining districts, they contended, would be an un- 
just distribution of the increase in cost of transportation. They 
said that adding 88 cents per ton, that sum being the total of 
all additions made since 1917, regardless of distance, or cost, 
was uneconomically unsound in times of peace. They did not 
question such an addition in time of war. 

Peace has come, they suggest. Therefore they want to 
know if there is any reason why the complaining Pittsburgh 
and Ohio districts should be required to continue to pay an un- 
due and unreasonably large share of the increased operating 
expenses of the carriers resulting from war conditions. Com- 
menting on the economic side of the proposition, they say: 


Exceptions have been taken by certain interests on the ground 
that the business, social and economic life of certain producing and 
consuming regions depend upon the rate situation as it now exists. 
This is a singular, not to say an exceedingly narrow and superficial 
view of the true situation. What of the business, social and economic 
life of the Southern Ohio coal districts? This record shows that of 
all the coal regions involved in these proceedings those of Southern 
Ohio are in the most prostrate condition. The Examiners explain 
the situation on sheet 22 of their report when they state that the 
industry in that region is ‘‘in a serious plight.’’ The right to life, 
liberty and the pursuit of happiness is just as dear to the miner 
and the resident of the Southern Ohio region as any other section, 


and the appeal to this Commission is as strong from that region as 
any other. 


The State Corporation Commission of Virginia, in a brief 
filed in No. 15007, Pittsburgh Coal Producers’ Association et al. 
vs. Ashland Coal & Iron Railway Company et al., and sub-num- 
ber No. 1 in the same case, said it wished to direct the attention 
of the Commission to the fact that the proposed report in the 
case ignored the mandate to the Commission set forth in the 
Hoch-Smith resolution. 

“As we interpret the Hoch-Smith resolution it means that 
the Commission in fixing rates on coal and similar commodities 
at least should take into consideration the competition between 
carriers and the competition between industries, with the view 
of maintaining or bringing about healthy financial conditions,” 
the Virginia commission said. “This should be encouraged by 
the Commission even though it might mean the entire elimina- 
tion of rate differentials between competing coal mines.” Con- 
tinuing, the Virginia commission said: 


In our opinion the Hoch-Smith resolution directs the Commission 
not to disturb coal rates where it will destroy groupings of mines 
which have existed for many years, if the breaking up of such rate 
groups will unjustly affect the commercial conditions existing be- 
tween the mines in the groups. 
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We are of the opinion that the Hoch-Smith resolution empowers 
the Commission to ignore mileage rates when applied to such com- 
modities as coal and to establish rates which will foster the industry 
from the far distant mines as well as from the mines that are nearer 
the territory of consumption. In the instant case the object of the 
Hoch-Smith resolution apparently has been ignored by the examiners. 
The rate structure recommended for application from Virginia and 
West Virginia mines as compared with the rates from the mines 
closer to the consuming territory will tend to increase the spread 
between these two sets of mines and practically prohibit the Vir- 
ginia and West Virginia mines from engaging in the lake cargo 
coal business. Such a rate policy would tend to close down mines 
and cripp’e industries, to say nothing about the disastrous effect it 
would have upon the railroads serving these mines and communities. 

It is hoped that upon reconsideration of this case the Commission 
will look at the problem in a broad constructive way and attempt 
to read into its final decision the intent of the Hoch-Smith resolu- 
tion. * * * The Hoch-Smith resolution unquestionably directs the 
Commission not to make rates on such commodities as coal on a 
mileage basis, but to prescribe rates on coal and similar commodities 
so that various competing mines and the railroads serving the various 
mines will be able to share justly in the business and in turn prosper. 


BROTHERHOOD RAILROAD CASE 


The Traffic World Washington Bureau 


The Chesapeake & Ohio has asked the Commission to deny 
the petition of the Coal River and Eastern Railway Company to 
reopen finance docket No. 3472 and consolidate that proceeding 
with finance docket No. 3471. The two finance dockets men- 
tioned are the applications of the Brotherhood of Locomotive 
Engineers’ railroad and mining enterprise, for permission to 
operate the Coal River and Eastern Railroad and to issue the 
securities necessary to finance that railroad enterprise. 


The Chesapeake & Ohio, in that brief, has set forth the fact 
that it has offered the Federal Coal Company, the owner of the 
longer of the two industrial lines which the Brotherhood inter- 
ests desire to erect into a common carrier, $250,000 for the rail- 
road which the Commission thinks should be operated as a com- 
mon carrier, not by the Brotherhood railroad company but by the 
Chesapeake & Ohio. In addition to making the offer for the 
property the brief said the engineers of the Chesapeake & Ohio 
have made a careful survey of the railroad known as the Laurel 
Fork line and estimated that the necessary additions and better- 
ments would cost the Chesapeake & Ohio $120,000. 


This offer, the C. & O. said, had been tentatively accepted 
by the executive officers of the Federal Coal Company. It said 
it was expected that its board of directors would approve the 
sale at its next meeting. The brief said that that was a liberal 
offer for that property and would enable the Federal Coal Com- 
pany to reimburse Coal River Collieries, the Brotherhood mining 
venture, for such money as the Collieries company had spent 
under its leasehold in improving the railroad. 


The brief said that if the railroad were acquired for $250,000 
the expenditure of $120,000 in addition to bring it into operating 
condition, would bring the cost to $370,000, which was the amount 
the C. & O. engineers estimated a new railroad would cost. It 
said that while the Federal Coal Company, perhaps, was not a 
shipper, the Collieries company was a shipper, and since the Col- 
lieries company was interested in the purchase price, the Chesa- 
peake & Ohio felt that under the decision of the Commission it 
legally could not offer more than it would cost to construct a 
standard branch line railroad. It was pointed out that the Com- 
mission, in allowances to the Glen Jean & Eastern and White 
Oak Railway by the Chesapeake & Ohio and the Virginian in 41 
I. C. C. 58, flatly held that where coal companies were interested 
in railroad property a rental in excess of a fair return upon the 
fair value of the railroad property would constitute a-rebate. 
The C. & O. said that when the Chesapeake & Ohio and the Vir- 
ginian bought the White Oak and Piney River -railroads, the 
Commission said it would offer no objection to their purchase, 


presumably, because the prices did not exceed the cost of repro- 
duction, new. 


In conclusion the brief asserted that the evidence in the two 
docket cases created by the effort of the Brotherhood to convert 
the two industrial railroads into a common carrier was conclu- 
sive that the public interest would be injured rather than bene- 
fited by granting the application in either docket. It indicated 
that the Chesapeake & Ohio offered to buy one of the two tracks 
for no reason other than that the Commission had expressed the 
opinion that it should be operated as a common carrier, not by 
the Brotherhood railroad, but by the Chesapeake & Ohio. 


The Coal River & Eastern, in its application for re-opening, 
also asked the whole Commission to hear it in opposition to the 
finding and order of division No. 4. It said that if the decision 
were carried into effect it would serve to establish a discrimina- 
tion and undue prejudice of the investment of the Brotherhood 
of Locomotive Engineers and a preference of other coal com- 
panies located on the lines of the Chesapeake & Ohio and sim- 
ilarly situated. It said that division No. 4 proceeded upon an in- 
adequate record in that it failed to take into consideration testi- 
mony in finance docket No. 3471. Testimony in that docket, as 
to practices of the Chesapeake & Ohio in respect of other branch 
lines, it was asserted, was not known to the applicant at the 
time of the hearing in this proceeding. 
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Transit Services and Privileges 


Fifth of a Series of Twelve Articles on This Subject Written for The Traffic World by G. Lloyd 
Wilson A. B., M. A., Instructor in Commerce and Transportation, University of Pennsylvania 


MILLING AND MALTING IN TRANSIT—PART I 


Scope of the Privilege 


Milling in transit includes not only the stopping off of 
wheat in transit for the purpose of milling the grain into flour, 
put the stopping off of corn, oats, rye, buckwheat, and barley 
so that a number of milled products of these grains may be 
manufactured. 

Wheat may be converted into cracked or crushed wheat, 
middlings, rolled wheat, bran, flour, graham, malt and malt 
sprouts of wheat, wheat skimmings or screenings, and other 
products or by-products of the mill or malt house. 

Corn, similarly, may be made into cerealine, corn flour, 
meal, malt or malt sprouts, oil cake, cracked corn, glutten feed 
or meal, grits, hominy, hulled corn, mazam, quick malt, starch 
and a number of other products and by-products, including 
corn chops, dust, skimmings, screenings, feed and _ special 
preparations. 

Oats may be stopped off to be changed into oat products 
and by-products, including crushed, ground or rolled oats, oat 
feed, grits, malt and malt sprouts, oat meal, groats, oat chops, 
dust, clips, hulls, offal, screenings and skimmings. 

Rye grain may be converted into rolled or ground rye, rye 
flour, bran, graham, meal, malt or malt sprouts and rye chops, 
dust, screenings, shorts, skimmings and middlings. 

Buckwheat is treated so as to make flour, feed, bran, mid- 
dlings, screenings, groats, hulls, shorts and buckwheat dust. 

Barley, in like manner, may be stopped off to be made into 
barley flour, feed, grits, groats, ground barley, flake malt, malt, 
or malt sprouts, hulls or malt hulls, meal, ‘pearl barley, 
screenings, skimmings, and spent grain mash. (For a typical 
list of grain and grain products, see I. C. C. No. 1555, B. T. 
Jones, Agent, Rule iB). 

Straight carloads of the whole grains listed above maybe 
stopped off at transit-points designated in the tariffs of, the 
carriers, the grain put through the milling, malting or other 
manufacturing processes and forwarded to destinations pro- 
vided for in the tariffs quoting rates for through movements 
of the grain. 

Mixed carloads of these grains and their. products may also 
be allowed stop-off-in transit privileges, under conditions that 
will be explained later. Further transit privileges of stop-off 
for inspection and grading and similar services are often 
allowed even if one stop-off has been already accorded the 
grain for milling or malting. Further transit privileges of this 
nature are not usually extended to shipments of dried spent 
grain mash that are forwarded from the transit points under 
the transit privilege. (1) 

The milling and malting in transit privileges are permitted 
only when the tariffs, under which the transit rates are applied, 
permit the application of these privileges to the grain moving 
at the rates provided for in such tariffs: 

The privileges are extended only to millers and maltsters 
who comply with the rules provided for in the transit tariffs and 
who keep accurate records and make statements as to the ton- 
nage of grain received and on hand and of the representative 
freight bills in their possession. The userg of the privileges 
must make affidavits, when such statements are required of 
them by the carriers’ representatives, to the accuracy of the 
records and statements, and must permit inspections to be 
made by the carriers or the inspection and weighing bureaus 
in the territories of which the mills or malt houses are located. 


Time Limit Upon Stop-Off 


The period of time allowed for the milling or malting 
processes to be completed is usually twelve months from the 
date that the car is unloaded at the transit point and the con- 
tents transferred to the mill or malting house. The Commis- 
sion has given its approval to this time limit. (2) 

After the expiration of the time limit set by the tariffs, 
the privileges cease and the full local class or commodity rates, 
whichever govern, are assessed for the movements into and out 
of the transit points. Thus, if a shipment of grain from Wheat- 
ville, destined ultimately to New York, to be stopped off at 
Chicago to be milled, is held at the milling point more than 
twelve months, freight charges are assessed, not on the basis 
of a forty-five per hundred pound rate from Wheatville to New 
York via Chicago, but on the basis of the combination of the 
local rate from Wheatville to Chicago, of say, twenty-five cents, 





1996. See I. C, C. No. 1555, Supplement No. 2, effective February 15, 
2 See Conference Ruling No. 204, June 29, 1909, qualified as re- 
age a creosoting of lumber by Conference Ruling, No. 232, Nov. 


in effect at the time shipment originated and the rate of thirty 
cents from Chicago to New York, in effect at the time the 
shipment was forwarded from the transit point. 

In computing time in connection with time limits, Sundays 
and holidays, national, state and municipal, are excluded if the 
beginning or end of the period falls on such days. When legal 
holidays fall on Sundays, the following Mondays are excluded 
from computation. No provision is made, however, for the ex- 
clusion of half holidays. ~ 

Charges 


Through rates from points of origin of the various kinds 
of grain shipped to ultimate destinations are applied to move- 
ments of grain that are shipped over routes via which through 
rates apply from points-of origin to destinations via the transit 
points. The through rates in effect via such routes and transit 
points at the time the shipments are forwarded from originating 
points are applied. For this reason, an increase or decrease, 
provided for in a supplement or reissue of a tariff, would have 
no effect on the through rate charged for the movement of 
transit grain and its products, if the increase or decrease 
became effective after the grain had left the originating point. 
The dates of the departures of the shipments from their points 
of origin are determined by the dates indicated in the inbound 
freight bills covering such shipments that are surrendered to 
the representatives of the carriers at the transit points. 

In cases of shipments, that move under the provisions of 
tariffs that do not specifically provide for the through rates 
that will apply on shipments of grain that are milled or other- 
wise processed at the transit points and afterward forwarded to 
destinations beyond the transit points, the milling-in-transit 
tariffs usually provide that the through rates that are applicable 
are those which apply via the transit points on the grain 
products that are forwarded from the transit points, from the 
originating points of the grain to the destination points of the 
grain products. If no such rates are in effect, then the com- 
binations of the rates applying on the grain from the points of 
origin to the transit points, or intermediate basing points, plus 
the rates applicable on the grain products from the transit 
points or intermediate basing points, whichever are used, to 
destinations, are applied to the movements. The rates that 
govern, in any case, are those in effect at the time the grain 
originated. 

If there is no through rate in effect from Wheatville to 
New York via Millington, the milling in transit point, on grain, 
but only a rate of 46 cents a hundred weight on the grain prod- 
uct that results from the milling process, from Wheatville to 
New York via Millington, then the movement will be billed at 
this through rate of 46 cents, subject to the carload minimum 
provided for in the tariff quoting the rate or in the classification 
governing. This rate applies both to the grain inbound to the 
milling point and the grain product outbound. 

If no through rate is in effect from Wheatville to New York 
via Millington,. then the movement may be billed on the com- 
bination of the local rate of, let us say, 24 cents on grain from 
Wheatville to Millington and 23 cents on grain products from 
Millington to New York—a total rate of 47 cents a hundred 
pounds. Each rate is governed by the carload minimum pro- 
vided in the tariffs quoting the grain and the grain products 
rate, respectively. In the event no rates are in effect from 
Wheatville to Millington and from Millington to New York, but 
only rates on grain from Wheatville to Chicago, an intermediate 
basing point, and from Chicago to New York, then the com- 
bination of the rates to and from this intermediate basing 
point is used. The rates to be used in this case again are 
those legally in effect at the time the grain originated. Subse- 


quent increases or decreases do not affect the charges to be 
assessed. 


Records 


The records that are requested to be kept by the users 
of milling-in-transit privileges are detailed and comprehensive. 
Such records must show: 


All grain and grain products that are handled. 

The point of shipment of each lot of grain. 

The destination of each consignment of grain products. 

. The amounts in pounds and kinds of grain received and prod- 
ucts forwarded. 


5. When mixed shipments are forwarded, records must be kept so 
that they may be checked by the inspection bureau or other repre- 
sentative of the carrier granting the privilege. 


Many transit tariffs require that separate records be kept 
showing the amounts and kinds of grain that are: 


popes 
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1. Received inbound from rail carriers. 

2. Received by water lines or boats. 

3. Received by team or truck. 

4. Transferred from one mill or malt house to another. The in- 
dividual mills or malt houses between which such transfers are made 
must be specified. 

Deposited or disposed of locally. 

Forwarded by rail carrier—local or non-transit tonnage. 
Forwarded by water—local or non-transit tonnage. 
Forwarded by rail—transit tonnage. 

Forwarded by water—transit tonnage. * 
10. Transferred to other mill, malt house, or storage house. 

11. On hand. 


Serer 


12. Milled, malted, or otherwise converted into products and the 
changes in weight due to such treatment. 


Cancellation of Tonnages 


The tonnages represented by inbound and outbound freight 
billing and the amounts of grain and grain products on hand 
must be kept in balance by the surrender of inbound billing for 
cancellation. When outbound shipping directions are furnished 
the outbound carriers, representative freight bills of the inbound 
carriers covering an equivalent amount of tonnage must be 
surrendered to the representatives of the outbound carrier of 
inspection bureau to offset the amount forwarded as transit 
tonnage by water or by rail. 

Each day, representative freight bills of the inbound car- 
riers, or credits—showing the deposit of a like amount and kind 
of local non-transit tonnage—must be surrendered to offset 
the quantity of grain and grain products that is disposed of 
locally or forwarded as non-transit tonnage by rail or water. 

Representative freight bills of the inbound carriers and 
local non-transit tonnage credits must be surrendered to cover 
the amount of invisible loss in weight of the grain resulting 
from the milling or malting processes. 

The purpose in view, in requiring the systematic surrender 
of inbound carriers’ billing and local non-transit credits cover- 
ing grain received at the mill or malt-house, is to maintain a 
balance ,between the total uncancelled billing and non-transit 
credits and the total amounts of grain and grain products on 
hand at any one time. All outward shipments, transit and 
non-transit, are balanced by representative inbound billing of 
the carriers covering transit shipments or evidences of iocal 
non-transit disposal. 


Invisible Losses in Weights 


The losses in weights of grain resulting from the milling 
or malting processes must be determined as accurately as 
possible by the proprietors of the mills or malting houses and 
recorded in the manner required in the tariffs of the carriers 
granting the privileges. Daily cancellations of tonnages must 
also be made as described above. The records and cancella- 
tions of billing are subject to periodical verification by the 
representatives of the carriers or of the inspection bureaus, so 
that adjustments may be made to verify them if such actions 
are necessary. 

A typical set of rules governing invisible loss stipulates 
that the proprietors of mills and malt houses must balance their 
records at least four times a year, at the end of quarterly 
periods, and these records are inspected by representatives of 
the carriers or inspection bureau. If the cancellations of billing 
account for less than the amounts actually lost in the milling 
or malting processes, a sufficient amount of representative bill- 
ing, in addition to the billing already cancelled at the time 
outbound shipments were made is cancelled by representatives 
of the carriers or of the inspection bureaus to make up the 
difference between the actual loss and the loss as represented 
by the currently cancelled billing. 

Should more tonnage have been currently cancelled than is 
actually lost, then the carriers or the inspection bureaus rein- 
state representative billing covering an amount equal to the 
difference. The proprietors of mills or malting houses must 
certify as a condition precedent to such adjustment that the 
tonnage to be restored by the reinstatement of representative 
billing, is not an increase in weight due to the treatment given 
the grain subsequent to the original cancellation of the in- 
bound billing covering transit grain or of the tonnage credits 
cancelled to cover non-transit grain. When the processes 
through which the grain is put results in an increase in weight, 
no restoration of representative billing is made to cover the 
addition in weight resulting from such treatment. 

The inspection and weighing of tonnage and verification of 
records and billing to offset loss at the mill or malt house is 
known as the process of “weighing up.” When a mill or malt 
house is “weighing up,” a report of the amounts and kinds 
of grain and grain products disclosed must be made to the 
representatives of the carriers or to the inspection bureau 
governing the use of the transit privilege in the district. Typ- 
ical tariffs provide that amounts and kinds reported must be 
ascertained by actual weighing and inspection and that such 
weighings and reports must be made at least once each year, 
so that adjustments may be made at least that frequently. 

The rules and regulations of typical milling and malting in 
transit tariffs governing policing of the privilege, billing, the 
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preservation of the identity of shipments and transfer of 


ownership or location of the grain, will be discussed in Article 
Number 6. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables totaled 
13,855 cars the week ended April 18, as compared with 13,174 
cars the preceding week, according to the weekly statement of 
the Bureau of Agricultural Economics of the Department of 
Agriculture. There were marked increases in the movement of 
oranges, new potatoes, string beans, strawberries and cabbage. 
The totals from the weekly summary of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As- 
terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Tot: Tota 
April April April This , Last c.. Total 








12-18, 5-11, 13,19, son to son to Last 
1925 1925 1924 Apr. 18 Apr. 19 Season 
Summary ae Ap- 
Dp 
Western States 214 188 277 40,413 61,628 62,910 
Eastern States 297 327 544 60,683 72,906 74,924 
eer 611 515 821 *101,096 134,534 137,834 
Asparagus: 
ere 284 271 113 1,135 573 1,235 
oe 
eete-aigiakbh ots 63 *42 41 *4,157 4,132 4,286 














@ We cseescses 9 41 3 *41,981 36,977 37,011 
Cabbage (New 
Crop): 
eae 1,116 1,038 829 *8,193 79,789 +*41,981 
Celery: 
er 420 483 349 *6,025 6,263 *18,047 
Cucumbers: 
>. ee 96 106 24 386 29 7,165 
Grapefruit: 
WRG. cascvcsse 904 1,004 363 *18,181 16,242 *20,025 
Lemons 
ee 198 194 364 5,119 5,840 12,615 
—, 
Laie erie mints 715 *664 454 *19,734 16,764 29,474 
Mixed Citnis Fruits: 
Me. widee citon 92 61 174 *3,130 3,564 5,038 
Mixed aeeaee: 
_ aaa 895 *792 601 *10,671 8,003 *28,756 
Outen (Old Crop): 
Ses 20 83 201 *30,528 29,128 29,480 
Onions (New Crop): 
ee 690 760 390 1,861 7442 $3,919 
Oranges: 
| a 1,539 1,251 2,352 *43,436 52,775 78,351 
Peppers: 
Ae 15 20 34 *413 626 2,427 
Spinach: 
Ree 379 *403 552 *6,762 6,228 7,618 
Strawberries: 
. eer 429 291 257 1,648 870 18,786 
String Beans: 
— aa 382 189 96 *1,495 850 *5,012 
Sweet Potatoes: 
EE. cccnteeue 96 *132 40 *15,264 14,485 14,533 
Tomatoes: 
. ee 304 231 295 2,788 4,890 26,671 
— Crop): 
i eckele ararcisch 768 576 338 2,024 *746 228,291 
Pa... Potatoes: 
19 Crop: 
Leading Sec- 
} ming Late 
Cro -3,903 3,991 4,352 160,290 175,229 193,567 
Other ‘Beulians, 
- Late Crop. 27 36 67 18,448 14,851 15,124 
Early Crop.... 0 0 0 49,553 33,379 33,391 
Total ..0<.- 3,930  *4,027 4,419 *228,291 223,459 *242,082 
Grand Total All 
Commodities 13,855 *13,174 13,110 554,318 566,232 726,446 





* Includes all delayed and corrected reports received to date. 
ft Not included in grand total. 


MISSOURI PACIFIC CONSTRUCTION 


Immediate construction of thirty miles of additional double 
track between St. Louis. and Jefferson City on the Missouri 
Pacific is announced by L. W. Baldwin, president. The con- 
tract for the construction work has been let and grading and 
other work in connection with the project is to be started the 
next few days. The approximate cost of this work is estimated 
at $2,000,000. This is a part of a program under which the 
Missouri Pacific expects, within the next three years or so, to 
complete double tracking the lines from St. Louis to Kansas City 
at a cost of about $15,000,000. The thirty miles to be completed 
this summer consists of four separate stretches. The longest is 
a distance of 18.85 miles from Isbell to Gasconade. One stretch 
will extend a distance of 4.87 miles, about half of the distance 
in each direction from Berger. One part of the work is from 


Allenton to Eureka, a distance of 2.63 and the other is a dis- 
tance of 3.65 miles from the Moreau tunnel to the town of Osage. 


April 2 
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April 25, 1925 


NEW RAILROAD MERGER REPORTED 


The Trafic World New York Bureau 


Reports were current in New York this week that a four- 
line railroad merger is contemplated whereby the Union Pacific 
Railroad, the Missouri, Kansas & Texas system, the Kansas City 
Southern Railroad, and the Louisiana Railway & Navigation 
Company will be brought under one operating policy. This will 
be effected, it was stated, through purchase of the Louisiana 
Railway & Navigation Company by the Kansas City Southern. 

Officials of the Kansas City Southern in this city admitted 
that negotiations were under way for the purchase by that 
road of the Louisiana Railway & Navigation Company. They 
said the road would be annexed to the Kansas City Southern 
system if, and when, a satisfactory agreement regarding terms 
was reached. L., F. Loree, chairman of the Kansas City South- 
ern, G. C. Hand, vice president, and other officials of the road, 
who recently inspected the Louisiana Railway & Navigation 
Company properties, found them in good condition and agreed 
that they would make a profitable addition to the Kansas City 
Southern lines, and representatives of the Kansas City Southern 
have been in New Orleans negotiating for the acquisition of the 
smaller road. 

The intimation conveyed in New Orleans reports was that 
a merger of these two roads with the Missouri, Kansas & Texas 
system, and with the Union Pacific system would be attempted. 


No statement from officials that any such move is contemplated 
was obtainable. 


If such a merger is in view, the interests that are dominant 
factors in the Kansas City Southern are working along lines 
different from what reports of the last few weeks have indicated. 
Those reports here indicated that the Kansas City Southern, and 
the Missouri, Kansas & Texas, in which a substantial interest 
was recently obtained by Kansas City Southern interests, were 
to be linked with roads that would carry them into Chicago 
and other lake points and thence eastward to New York. A 
union with the Union Pacific, on the other hand, would carry 
those roads into Chicago and thence westward to the Pacific 
coast. Worked out either way, the consolidation would be a 
system of the sort which Wall Street terms a “Kuhn, Loeb and 
Company road”—that is, it would be a consolidation of roads 


in which the Kuhn, Loeb and Company interests would be domi- 
nant banking factors. 





NICKEL PLATE MERGER HEARING 


The Trafic World Washington Bureau 

' A rigid cross examination of J. J. Bernet, president of the 
Nickel Plate, was conducted before the Commission in the 
merger hearing by H. W. Anderson, erpresenting a munority 
group of Chesapeake & Ohio stockholders, obviously to 
show that when the Chesapeake & Ohio board of directors ap- 
proved the merger plan its members were not dealing, at arm’s 
length with directors or other representatives of the other rail- 
roads involved in the plan, but that, on the contrary the Chesa- 
peake & Ohio directors were also directors in other Van Swerin- 
gen companies and that therefore there was not that freedom of 
negotiation that existed in instances in which there was no com- 
munity of interest. Mr. Anderson also brought out that when the 
Nickel Plate made an issue of $26,000,000 of bonds, about the 
time the Van Sweringens bought Chesapeake & Ohio stock for 
the Nickel Plate they capitalized, in that bond issue, improve- 
ments and betterments made by subsidiaries of the old Nickel 
Plate, fifteen and twenty years before the issue of bonds to 


cover them and to reimburse the treasury, not of the subdiaries, 
but of the Nickel Plate. 


Mr. Bernet said that the Van Sweringens took a personal 
loss of about $1,250,000 when they turned the Huntington 
Chesapeake & Ohio stock over to the Nickel Plate. Mr. Ander- 
son went through an intricate calculation to lay a foundation for 
asking Mr. Bernet if the Van Sweringen’s would not make 
$2,500,000 on the Pere Marquette stock alone if the plan were 
put through Mr. Bernet said he did not know. 


Several times in the course of the cross-examination W. A. 
Colston, the Nickel Plate counsel, objected to the questions put 
to Mr. Bernet, particularly when Mr. Anderson, for instance, 
said the Nickel Plate “dug up” improvements and betterments 
made fifteen or twenty years ago to use as a foundation for 
the $26,000,000 bond issue out of which he claimed the Van 
Sweringens paid for the Nickel Plate’s Chesapeake & Ohio 
stock. Mr. Anderson put his question into different form. 
Mr. Bernet insisted that the stock was bought with money 
taken from Nickel Plate surplus funds in the treasury, but 
Mr. Anderson wanted to know if the treasury was not reim- 
bursed with proceeds from the bond issue. Mr. Bernet, in addi- 
tion to answering questions about the issuance of the bonds 
said the issue was approved by the Commission, but Mr. An- 
derson said all he wanted Mr. Bernet to do was to answer his 
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questions regardless of other facts in connection with the 
transactions about which he was asking questtions. 

Another point brought out in connection with the matter 
was that the new Nickel Plate would obtain no interest in the 
Chesapeake & Ohio or Pere Marquette stock, although it would 
be obligated to pay the bonds of those companies. In addition 
Mr. Anderson asked questions to develop his proposition that 
the Van Sweringen plan required the Chesapeake & Ohio to 
turn into the Nickel Plate treasury the Hocking Valley stock 
owned by it but receive no securities in exchange therefor. 
Mr. Anderson said the transfer of Hocking Valley stock would 
be made without the Chesapeake & Ohio “getting anything for 
it.’ Mr. Bernet answered no, and then the question was 
changed so as to make it show the Chesapeake & Ohio would 
receive no securities therefor. Mr. Bernet admitted that that 
was So. 

Prior to the cross examination of Mr. Bernet by Mr. An- 
derson, E. C. Bailley, abso representing a minority interest, 
asked him many questions about the conditions of the Hocking 
Valley and Nickel Plate and then checked his answers with 
declarations in annual reports, about undercharges to main- 
tenance accounts to show, apparently, that the Hocking Valley 
valuation was held down by an excessive working capital 
account and an excessive materials and supplies account. He 
also asked questions about the transactions of the Hocking 
Land Co., owned by the Hocking Valley, in the purchase of 
something more 600 acres of land at Toledo, Ohio, which the 
witness said was made at a price of $2,000 an acre, the land 
to be used by the Hocking Valley for the development of coal, 
ore and grain loading facilities at Toledo. Mr. Bernet cut 
short the cross examination on that point by saying that if Mr. 
Bailley wanted to know whether the land company bought the 
land from the Van Sweringens he would say no because the 
land had been bought from the Cleveland-Cliffs Iron Co., the 
principal stockholders in which were members of the Mather 
family in Cleveland, and that he considered the price reasonable, 

Mr. Bernet was also quizzed as to the amount of stock 
held by him in each of the Van Sweringens roads of which 
he was a director. It was developed that he was a stockholder 
of record for small amounts of stock in the Chesapeake & Ohio, 
Hocking Valley and Nickel Plate but that he was the real owner 
of about 4,000 shares of Nickel Plate. 

Questions by Mr. Anderson relating to Nickel Plate control 
of the C. & O. and other companies through interlocking direc- 
tors brought a protest from Mr. Colston at the hearing April 
17 when Mr. Bernet was still on the stand. Mr. Colston said 
it was time to stop asking Mr. Bernet whether he was a director 
in the companies involved and that it was not necessary to 
“ring the changes” on that subject. He declared that the situ- 
ation with respect to the directors was shown in the application. 

“There are limits even to cross-examination,” Mr. Colston 
asserted. 

Mr. Anderson replied that the minority stockholders of the 
Cc. & O. had not been in a position to get information; that they 
were fighting outside the lines of their own property, and that 
the officers entrusted with their interests had abdicated in 
favor of the Nickel Plate plan. 


In reply to questions as to the value of the property of the 
Cc. & O., Mr. Bernet said he had-heard that the tentative valua- 
tion by the Commission of the property would be around $275,- 
000,000. Later Commissioner Meyer said the tentative valuation 


had not been served, but that it probably would be in the not 
distant future. 


After Mr. Anderson had asked a number of questions relat- 
ing to the financial transactions involved in the Nickel Plate 
plan, Commissioner Meyer suggested that Mr. Bernet tell just 
why he had worked out the plan. He said the witness should 
answer just as if he had met a friend on the street and the 
friend asked just why was the plan formulated as it was. The 
commissioner said he wished an “every-day, common-sense an- 
swer to that question.” 

Mr. Bernet indicated that he had not reached his conclu- 
sions as the result of use of statistics—that some railway execu- 
tives resorted to statistics so much that they might be called 
“statistical nuts.” He said he probably went to the other ex- 
treme, but that he had never operated on a statistical basis. 

“You have not been dealing with this as a problem of finan- 
cial exchange?” asked Commissioner Meyer. 

Mr. Bernet said he had not. He indicated that he had 
formed his judgment with respect to the way in which the plan 
should be worked out by his knowledge of the properties from 
a practical operating standpoint. 

Mr. Anderson wanted to know how Mr. Bernet had arrived 
at the present value of C. & O. stock. The witness said he had 
considered the book value of the property, the market value of 
the stock, and the earnings of the property in 1923 and 1924. 
Later he said the factor of market value of the stock did not 
enter into the matter to any large extent. 


Adjournment was taken April 17 to April 23 when W. A. 
Colston, attorney for the Nickel Plate, said that the orderly 
presentation of his case would not permit him to offer further 
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direct testimony unless and until the cross examination of the 
two witnesses he had already presented had been completed. He 
made that declaration when H. W. Anderson, attorney for the 
minority stockholders of the Chesapeake & Ohio, suggested that 
he could not conclude his cross examination of Mr. Bernet be- 
cause he had not had an opportunity to read the transcript of 
the testimony nor read the exhibits presented in behalf of the 
Van Sweringen plan. He suggested going ahead with the examj- 
nation, on direct, of other witnesses. 

That was early in the afternoon of the day mentioned. Mr. 
Anderson suggested that he also had other business that needed 
attention and the Nickel Plate party members suggested that 
they, too, had affairs that needed their presence in Cleveland and 
other places. Adjournment was suggested to April 22 but the 
next day was agreed upon as the time for resuming the hearing. 
W. E. Godfrey, attorney for dissenting Nickel Plate stockholders, 
said he wished to cross examine Mr. Bernet and said he was pre- 
pared to go ahead when the usual recess hour arrived and that he 
could complete his cross examination in a short time. He said 
he had postponed two important cases so as to have an oppor- 
tunity for cross examination and implied that he thought that 
after waiting three days he should have his opportunity without 
waiting until April 23. Commissioner Meyer, however, adjourned 
the hearing to the day that was satisfactory to the other at- 
torneys. 

The cross examination of Mr. Bernet was taken up on a new 
tack at the afternoon session of April 17. Mr. Anderson asked 
questions about operating economies. Answering him Mr. Ber- 
net expressed the opinion that a saving of $4,500,000 a year made 
the merger desirable, without, however, assenting to the sugges- 
tion that the merger would be at great expense to the Chesa- 
peake & Ohio stockholders. Mr. Anderson wanted to know if the 
economy could not be achieved without the making of 999 year 
leases. Mr. Bernet said the desire was to assure permanancy of 
arrangements made to bring about the economies. 

H. S. Bird, for A. I. Stiles, an objecting intervener, carried 
on the cross examination to the end of the day, going into the 
question of the purchase of land for Hocking Valley coal, ore 
and grain terminals at Toledo, the implication of the questions 
being that the plan was too ambitious for the Hocking Valley 
alone and that it must have been made with a view to the 
merger. 

Another point taken up by him and presented in many forms, 
was the suggestion that the Van Sweringens bought the Chesa- 
peake & Ohio stock for the Nickel Plate with the proceeds of 
the $26,000,000 loan, which loan was based upon uncapitalized 
improvements and betterments of Nickel Plate subsidiaries and 
that when the purchase was made, there was a deficit of $1,500,- 
000 in the Nickel Plate working capital account, instead of the 
treasusy having free assets. Mr. Bernet admitted that the 
Nickel Plate borrowed money on short term notes, some of which 


were paid off with money in the treasury after the bonds had 
been sold. 


The hearing in the Van Sweringen-Nickel Plate merger case 
was resumed April 23 before Commissioner Meyer and Director 
Mahaffie. T. C. Powell, vice-president of the Erie, at the morn- 
ing session, was subjected to cross-examination by H. W. Ander- 
son, counsel for the protesting C. & O. minority stockholders, 
and by E. C. Bailly, representing protesting Hocking Valley 
stockholders. Mr. Anderson questioned the witness as to ad- 
vantages in the way of interchange of traffic that would accrue 
to the Chesapeake & Ohio as a part of the Nickel Plate system 
as against the road’s present status. Mr. Powell, while admit- 
ting that traffic now moved freely over the Chesapeake & Ohio 
and its connections, made the point that merger of the Chesa- 
peake & Ohio with lines of the Nickel Plate having direct access 
to markets not now reached directly by the C. & O. lines would 
give the latter an advantage it did not now possess. 


LUMBER SHIPMENTS 


According to reports received by the National Lumber Man- 
ufacturers’ Association from 380 of the principal commercial 
soft wood mills of the country for the week ending, April 18, 
production, shipments, and orders (new business) were consid- 
erably larger than for the previous week. Increases in all items 
are also shown as compared with the corresponding week as re- 
ported in 1924. 

The unfilled orders of 250 Southern Pine and West Coast 
mills at the end of last week amounted to 632,749,620 feet as 
against 630,602,075 feet for 247 mills the previous week. The 
129 identical Southern Pine mills in this group showed unfilled 
orders of 245,739,130 feet last week as against 246,597,260 feet 
for the week before. For 121 West Coast mills the unfilled or- 
ders were 387,010,490 feet as against 384,004,815 feet for 118 
mills a week earlier. 

Altogether the 380 comparably reporting mills had ship- 
ments 96 per cent and orders 99 per cent of actual production. 
For the Southern Pine mills these percentages were respectively 
104 and 103; and for the West Coast mills 97 and 105. 

Of the comparably reporting mills 354 (having a normal 
production for the week of 225,836,474 feet) reported production 
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103 per cent of normal, shipments 101 per cent, and orders 104 
per cent thereof. 

The following table compares the national lumber movement 
as réflected by the reporting mills of seven regional associations 
for the three weeks indicated: . 

, Corresponding Preceding wk. 


Past week week, 1924 1925 (Revised) 
Mache s 6s vevwse vee be ye 380 383 373 
Mo a 250,484,930 244,568,453 243,266,456 
a 241,092,475 234,385,274 236,280,805 
Orders (new bus.)...... 246,770,735 211,922,707 244,199,904 


The following revised figures compare the lumber movement 
for the first sixteen weeks of 1925 with the same period of 1924: 


Production Shipments 
3,735,854,034 3,686,779,898 
3,716,888, 830 3,758,590,829 


18,965,204 


Orders 
3,584,276,176 
3,656,819,501 


1925 Increase ....... 
1925 Decrease ...... 


eeeeeeeees se i — ee eee eeeee 


71,810,931 72,543,325 


The mills of the California White and Sugar Pine Associa- 
tion make weekly reports but for a considerable period they 
were not comparable in respect to orders with those of other 
mills. Consequently the former are not represented in any of 
the foregoing figures. Eight of these mills reported a cut of 
7,344,000 feet, shipments 7,688,000 feet, and orders 9,040,000 feet. 
The reported cut represents 26 per cent of the total of the Cali- 
fornia Pine region. As compared with the preceding week, there 
was a decrease of 3,216,000 feet in production, 1,961,000 feet in 
shipments, and 1,707,000 feet in new business. 


“SPECIAL HANDLING” CHARGE 


“The recent ruling of the Post Office Department requiring 
all parcel post shipments of baby chicks to bear a 25 cent 
‘special handling charge,’ is not only without legal basis,” said 
E. B. Reid, Washington representative of the American Farm 
Bureau Federation, “but opens up the way for arbitrary in- 
creases of 50 to 100 per cent in the carrying charges on a con- 
siderable percentage of the parcel post business.” Continuing, 
Mr. Reid said: 


In fact, when taken in conjunction with other recent develop- 
ments there is reason to fear that the entire parcel post system is 
being undermined. Shippers of baby chicks are the first group directly 
hit by this new ruling. But this seems likely to be only a starter. 

The new postal rate law says that ‘“‘whenever, in addition to 
the postage as provided, there shall be affixed to any parcel of mail 
matter of the fourth-class, postage of the value of 25 cents with the 
words ‘Special handling’ written or printed upon the wrapper, such 
parcel shall receive the same expeditious handling, transportation 
and delivery accorded to mail matter of the first class.’’ 

The law makes it plain that this charge is to be optional with 
the shipper. The post office department says that since special handl- 
ing is given baby chick shipments, all such shipments must bear the 
extra 25 cent charge. Many local shippers do not require this service 
and object to this big arbitrary increase in rates. 

If extra charges are justified, the department should proceed 
through the means provided by the law, namely by application to 
a Interstate Commerce Commission for increases to cover actual 
costs. 

While this special charge has as yet been made obligatory only 
on shipments of baby chicks, yet in effect it is now demanded on 
all sorts of perishable articles. Formerly such articles as cut flowers, 
plants, fresh meats, soft fruits, ice cream, etc., were sent forward 
on the first train; now, unless bearing the special handling stamps, 
they will be held up a day in most cases, or until full carloads of 
Parcel post can be made up. 

Should this charge principle be extended to include ‘fragile’ 
articles, as is being considered, this would be equivalent to a huge 
increase in rate on a large percentage of the parcel post business. 

It is reported that the large mail order houses are about to re- 
move their catalogs from the mails and have them distributed by 
local distributors as they formerly did. While we hold no brief for 
them as against other lines of business, this would result in still 
further cutting down the volume of parcel post, and since overhead 
would be reduced but little, parcel post would make a poor financial 
showing, thus paving the way for further demands for increased 
rates. Furthermore, the impetus given this local distributing system 
through acquisition of this large volume of busniess, would encour- 
age further invasions of the parcel post field. Naturally the farmer 
would be least benefited by the development of such a system and 
most injured by raises in parcel post rates. 

The only way to keep parcel post rates down and still self-sup- 


porting is to carry big volume. This fact has apparently been lost 
sight of recently. 


SALES OF LAKERS AND TANKERS 


President Palmer, of the Fleet Corporation, has announced 
the sale of four lake-type vessels and one cylindrical tanker. 
The Avondale, a cylindrical tanker of 8,974 deadweight tons, 
was sold to M. & J. Tracy, Inc., of New York City, for $47,- 
590.66. The Lake Ogden, a lake-type vessel of 2,875 deadweight 
tons, was sold to the Atlantic & Caribbean Steam Navigation 
Company of New York City for $26,505. The Lake Fluvanna 
and the Lake Galera, each of 3,525 deadweight tons, were sold 
to the Baltimore & Carolina Steamship Company of Baltimore, 
Md., for $25,000 each and agreement to make specified altera- 
tions. The Lake Faulk, of 4,155 deadweight tons, was sold to 


the Cadwallader Gibson Lumber Company of Manila, P. I., for 
$40,000. 

President Palmer, of the Fleet Corporation, has announced 
the sale of the Lake Fielding, a lake-type vessel of 4,000 dead- 


weight tons, to Kwong Hang Hing of Hong Kong, China, for 
$54,801. 
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OCEAN SHIP RATES STILL WEAK 


The Trafic World New York Bureau 


The full cargo market this week has been more active than 
previously, but there is no evidence yet of any change in the 
drift of rates toward slightly lower levels. Opinion on this 
point is divided, some market experts saying that the bottom of 
the decline has been reached, while others state that lower rates 
will be seen. 

Grain business has been slightly better in the last few days, 
with more interest on the part of shippers in vessels from Mon- 
treal at 14% cents a 100 pounds, at which rates seem to be 
stabilized for the present for May loading to the Continent. De- 
mand from Guif and Atlantic ports is limited. Shippers seem 
to be waiting for the wheat market to readjust itself before 
making commitments for shipments abroad. 

In the coal trade one vessel was fixed from Hampton Roads 
to the West Coast of Italy at $2.85 a ton, the lowest rate reported 
for a full cargo in a number of months. Several vessels were 
taken for coal to the east coast of South America at $3.80 to 
$4.25 a ton. 

Cargo shipments on regular liners have shown some improve- 
ment, at about the current level of rates. 

Trade in case oil, especially case gasoline, from San Fran- 
cisco to Australia and New Zealand, which a few years ago 
amounted to only a few thousand cases a month, has now grown 
to the point where it is having an important effect on freight 
rates in general. There has’ been a particularly heavy demand 
for space in May, when 500,000 cases will be shipped. This has 
resulted in an advance in rates, with the result that two vessels 
have been chartered for a combined cargo of case oil and lum- 
ber, at the high figure of $15.50 a 1,000 feet for the lumber and 
35 cents a case for the oil. 

A plan proposed by the American Hawaiian Line for a 
new system of rate making on westbound shipments was adopted 
in principle Thursday by the U. S. Intercoastal Conference. De- 
tails are still to be worked out, but it is expected that it will be 
operative by the first of May. 

A committee of five members, consisting of the secretary of 
the conference as chairman and two representatives each of the 
differential and non-differential lines, will be appointed to con- 
sider all proposed rate changes before they are submitted to the 
conference for action. The procedure will be similar to a large 
extent to that followed by the railroads. On application by a 
shipper for a change in rates the committee will set a date for 
hearings, and will allow ample time for the preparation and 
presentation of data. 

Members of the committee will be appointed for various 
periods at the start but later will be chosen for terms of one 
year each. The new policy is in line with suggestions made by 
shippers. No change in eastbound rates is involved. The latter 
are now handled by an advisory committee sitting in San 
Francisco. 


John E. Cushing, representing the American Hawaiian Line, 
proposed at a meeting of the U. S. Intercoastal Conference Mon- 
day the adoption of a new system of making rates on west- 
bound commodities. 

No change is sought in the making of eastbound rates, Mr. 
Cushing said. The present plan of having revisions submitted 
to an advisory committee sitting in San Francisco before they 
are referred to the conference was said to be working satisfac- 
torily. 

The issues aroused by transshipment disputes in both At- 
lantic and Pacific trades were not considered by the conference 
and are being handled by the lines individually. It is under- 
stood that several of the intercoastal companies have approached 
the Pacific Westbound Conference for re-opening of the recent 
decision to quote not less than $9 for the trans-Pacific haul on 
shipments transferred to the coast lines. 

Officials of the International Mercantile Marine Company 
refused to comment on information from the Pacific Coast that 
the direct lines to Europe had cut the rates on canned goods 
and dried fruit to meet the rates of the Panama Pacific Line. 
It is understood that the I. M. M. position is that a transship- 
ment line is entitled to a differential of five cenis a hundred 
pounds under a direct line, but it could not be learned whether 
any further action is comtemplated. 


The Pacific Coast transshipment issue developed at a time 
when the direct lines were considering an advance in rates to 
compensate them for higher fuel oil and operating costs. The 
dispute originated in the competition for trade from Hamburg 
to this country, and grew out of the efforts of the direct lines to 
keep the International Mercantile Marine Company from devel- 
oping its transshipment business by way of New York. It is re- 
ported in shipping circles that the real issue is not between the 
I. M. M. and the United American Lines, but between the I. M. 
M. and the Hamburg American Line, which is said to be adopt- 
ing the tactics employed before the war. , 

; Efforts have been made to get the two groups together, but 
without success up to this time, it was learned. 

The action of the Pacific Coast-European lines was one of 
the most drastic and unexpected reductions made in recent 
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months. The new tariff on canned goods and dried fruits has 
been fixed at 60 and 70 cents a 100 pounds, respectively. These 


are the maximum rates and further decreases would not cause 
surprise. 


“PRESIDENT” SHIP BID CASE 


The Trafic World Washington Bureau 

Affidavits giving their views with respect to the action of 
the majority of the Shipping Board in accepting the Dollar bid 
for the five “President” type ships were filed in the Supreme 
Court of the District of Columbia April 18 by Commissioners 
Plummer and Thompson, two of the three members of the board 
who voted against the Dollar bid. Commissioner Plummer in- 
cluded in his affidavit the statement he issued just after the 
board had accepted the Dollar bid. He gaid that the board, in 
accepting the Dollar bid, did not take into consideration the 
“purposes declared as a national policy in the merchant marine 
act of 1920, or either that portion of it with regard to the 
utilization of the fleet in time of peace as an auxiliary of the 
navy or for the purpose declared of carrying a major portion 
of our foreign commerce, or generally the question of national 
defense in connection with the retention or sale of said ships 
and the board did not discuss the question of preference to the 
operators of the ships on the established routes, as required 
by section 7 of the merchant marine act.” 

Commissioner Lissner, chairman of the ship sales com- 
mittee, Commissioner Plummer averred, repeatedly stated while 
the Dollar bid was under consideration that there was only one 
bid that the board could consider. 

Commissioner Thompson, in his affidavit, also included the 
statement he issued at the time the Dollar bid was accepted. 
He said neither the Pacific Mail nor the Dollar bid should have 
been accepted “until negotiations had further been had with 
the bidders, in accordance with the provisions of the adver- 
tisement, until further effort had been made to increase the 
price, to insure permanency of service, some provision provided 
for replacement of vessels in the trade when present ships 
became obsolete and any further needed requirements imposed 
by the merchant marine act, 1920.” 


In a statement replying to the Shipping Board’s answer to 
the court’s rule to show cause why an injunction should not 
be issued as prayed for by the Pacific Mail to prevent sale 
of the ships to Dollar, Gale H. Carter, president of the Pacific 
Mail, said the answer could not truly be considered the answer 
of the entire board, “but only of the four members out of 
seven who voted for the sale.” He asserted that practically 
“every vital statement in the answer has already been contra- 
dicted in the public statements of the three members of the 
board who voted against and denounced the sale as violating 
every principle of the merchant marine act.” He said that was 
particularly true of the statement in the ariswer that the Pacific 
Mail’s operation of the ships had shown a heavy loss to the 
government. Continuing, he said, in part: 


The minority members of the board unitedly opposed the sale on 
grounds it was not necessary to sacrifice ships that were showing 
a substantial profit and they set forth what that profit was. The 
only way the accounts can be tortured into showing such a heavy 
loss is to adopt a basis of calculation never used by the board in 
its own operations. Even on this basis no other passenger line can 
make a showing anywhere near as profitable as the Pacific Mail 
since it began to operate these government ships. The Pacific Mail 
would not have bid $1,125,000 more than the Dollar bid if the service 
were not profitable. The Dollar interest would not be so eager 
to capture the Pacific Mail business were these ships showing a loss. 


Manuel Quezon, president of the Philippine Senate, has pro- 
tested to the War Department against the sale of the “President” 
ships to Dollar. It was understood that the protest was based 
on the ground that acquisition of the ships by Dollar would give 
him a monopoly of American shipping in the Pacific. 


After hearing argument on the Shipping Board’s motion to 
dismiss the Pacific Mail’s injunction suit to prevent sale of the 
five “President” ships to R. Stanley Dollar, Justice Hitz, of 
the Supreme Court of the District of Columbia, announced April 
20 that he would dismiss the bill of complaint. Formal dis- 
missal was not to be made until Wednesday in order to give 
the Pacific Mail time to perfect an appeal to the Court of Ap- 
peals of the district. 

Counsel for the Shipping Board argued that the Pacific Mail 
had no interest in the ships that entitled it to bring a suit to 
enjoin their sale, because it was only an agent for the board. 
It was also asserted that, if the Pacific Mail was successful in 
obtaining an injunction, the board could not sell any of its lines 
en obtaining consent of the managing operators of such 

nes. 

Counsel for the Pacific Mail charged that the board had 
“stifled” that company’s bid and had refused to consider it. 
It was also argued that the Pacific Mail was entitled to pref- 
erence if the ships operated by it were to be sold. 

The bill of complaint was dismissed April 23. The tempo- 
rary restraining order, issued by the court when the suit was 
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fiedl, was idssolved. Counsel for the Pacific Mail, saying that 
they had not been advised by their client as to what further 
action they should take at that time, dis not perfect an appeal. 
They may appeal within 20 days, but because the restraining 
oorder was not continued in effect, the Shippnig Board was left 
free to complete the asle of the vessels to Dollar. Officials of 
the board said the draft of the contract would be completed and 
signed. 

The court had planned to dismiss the suit the day before 
but counsel for the Pacific Mail at that time asked for another 
day because they had not been advised by their client as to 
what should be done with respect to an appeal. The court 
granted the request. When the matter came up April 23 the 
court indicated that the plaintiff had had sufficient time in which 
to act, and proceeded to dismiss the complaint and dissolve the 
injunction. 

Cooldige Asks Questions 


President Coolidge, it was stated authoritatively at the 
White House, April 21, sent a letter to Chairman O’Connor, of 
the Shipping Board, for the purpose of inquiring as to whether 
part of the board was going to appear in court against the rest 
of the board in the injunction suit brought by the Pacific 
Mail. A- spokesman for the President emphasized that the 
President was not inquiring with relation to the action of the 
majority of the board in accepting the Dollar bid for the ships, 
but that he was desirous of obtaining information as to the 
administration of Shipping Board affairs. The inquiry was 
made, it was said, because the President had been informed 
that part of the board was in conflict with the rest of the 
board and that that part of the board was in effect joining 
in a suit against the board and against the government. 

The cause for the inquiry by the President, it was under- 
stood, arose from the fact, not that Commissioners Benson, 
Plummer and Thompson voted against acceptance of the Dollar 
bid, but that Commissioners Plummer and Thompson, in affi- 
davits filed in court, set up their views against the answer of 
the board to the Pacific Mail complaint. 

The President was informed, it was said at the White 
House, that the Pacific Mail complaint named the individual 
commissioners as defendants and that that was the reason 
why answers had been filed by Commissioners Plummer and 
Thompson. Whether or not that reply satisfied the President 
was not indicated. 


The action of the dissenting commissioners in the ship bid 
decision by the board has caused widespread comment, be- 
cause, aS wag stated at the White House, it appeared that 
the minority were going into court against the majority of the 
board. Statements made by Commissioners Plummer and Ben- 
son in their affidavits were practically exactly the opposite 
of statements made by the majority of the board in the answer 
filed in the case. 


Commissioner Plummer, it was understood, took the posi- 
tion that it was necessary for him to state his views in the 
affidavit filed by him because the court had issued an order 
requiring him to show cause why an injunction forbidding the 
sale of the ships should not be issued. 


There have been many rumors in recent months that the 
President has not been satisfied with the way things are going 
in the Shipping Board, but his action in asking for information 
as to the ship bid case is the first step taken by him indicating 
that he is watching the way the board is administering its affairs. 

Under the shipping act and merchant marine act, the Ship- 
ping Board is an independent establishment and the President 
has no direct authority over the board. The law provides, how- 
ever, that the President shall designate the chairman of the 
board, and that “any commissioner may be removed by the Pres- 
ident for inefficiency, neglect of duty, or malfeasance in office.” 
The President, therefore, has an interest in the manner in which 
the board is conducting its affairs. It has been made plain at the 
White House that the President recognizes that the board is 
completely responsible for its decisions under the shipping laws 
and that the President has no responsibility in that regard, but, 
as pointed out, he has reason to make inquiry in such a situation 
as that developed by the Pacific Mail suit. 


Whether or not the situation might develop to the point 
where the President might ask for resignations was not indi- 
cated at the White House. Commissioner Plummer, who is vice- 
chairman of the board, was reappointed last June for a term of 
six years. Commissioner Thompson also was reappointed for a 
six-year term in January, 1924. 


U. S. WATER-BORNE COMMERCE 


American vessels carried 34.97 per cent, by value, of the 
domestic exports of the United States in February, as compared 
with 40.72 per cent in February, 1924, and 34.18 per cent of im- 
ports as compared with 32.23 per cent in February, 1924, accord- 
ing to the monthly summary of foreign commerce issued by the 
Department of Commerce. The detailed figures follow: 
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DOMESTIC EXPORTS AND IMPORTS, =. METHOD OF CARRIAGE 
ebruary 


Domestic exports Imports 
1924 1925 1924 1925 
1,000 dollars 1,000 dollars 1,000 dollars 1,000 dollars 
WOU orice cvevassscs 358,211 364,835 332,323 333,720 
Land vehicles .. 46,306 43,042 35,868 31,282 
Parcels post ... 1,360 1,778 8,866 9,305 
WER Scee teats 310,545 320,015 287,589 293,133 
American vessels 126,470 111,912 92,710 100,184 
Foreign vessels..... 184,075 208,103 194,879 192,949 
i 2,85 ,814 423 1,199 
CS ee 103,551 117,436 97,674 112,669 
re 5,332 5,341 9,383 6,331 
BROMER os cicccdsc 9,211 13,598 6,664 8,110 
Lge: er 7,521 9,989 12,327 12,542 
GOPMMON cccicces 12,909 10,991 7,008 5,324 
aa 9,438 11,833 5,584 5,590 
Japanese ....... 11,532 7,913 23,057 16,653 
Norwegian ...... 9,129 14,617 22,462 14,895 
SPGMIGN .occcese 5,265 5,546 2,076 1,040 
Swedish ...ccee 2,270 3,894 4,073 4,282 
All, GUROTS 26.05% 5,060 4,131 4,148 4,314 
Per cent of water borne— 
In American vessels 40.72 34.97 32.23 34.18 
In foreign vessels 59.28 65.03 67.77 65.82 
Eight months ending February 
Domestic exports Imports 
1924 1925 1924 1925 
1,000 dollars 1,000 dollars 1,000 dollars 1,000 dollars 
WORMS  setesrvccnvewas 2,931,586 »263,267 2,3382,2 2,440,272 
Land vehicles .. 383,554 333,501 251,852 233,672 
Parcels post 12,396 14,893 66,030 70,911 
WORNEE - 66%-ccecle 2,545,636 2,914,873 2,014,393 2,135,689 
American vessels .. 1,000,173 1,078,133 645,717 666,966 
Foreign vessels - 1,545,463 1,836,740 1,368,676 1,468,723 


1s eee 22,788 25,274 5,070 5,899 


BPitish 2.0.60 884,581 1,012,687 715,463 592,165 
OS rere 37,525 59,912 40,188 38,562 
TE ksis Sb wiaietqdic 64,712 107,897 63,850 68,800 
4 66,439 88,576 96,176 93,849 
GOPMAN ose cccce 95,087 107,878 53,139 49,675 
errr 68,268 88,892 41,329 40,558 
Japanese ....... 124,776 116,058 162,856 198,201 
Norwegian ..... 75,565 96,393 123,870 99,936 
ee 41,742 48,568 14,813 8,929 
Swedish ........ 30,153 37,372 20,349 24,063 
All OCRGTS .ccces 33,827 47,133 31,573 48,086 
Per cent of water borne— 
In American vessels 39.29 36.89 32.06 31.23 
In foreign vessels 60.71 63.01 67.94 68.77 


1 Figures cover period beginning Jan. 1. 


TONNAGE CAPACITY OF VESSELS ENTERED AND CLEARED 
IN FOREIGN TRADE 


February 
Entered Cleared 
1924 1925 1924 
1,000 tons 1,000 tons 1,000 tons 1,000 tons 
TOME 1 Gin tigeie tears. 4) Buldree seo teeaes 4,555 2 : ,550 
i 3,503 3,596 3,531 3,548 
eee eee eee 1,052 931 1,069 1,002 
American (total) ......... eae 1,810 1,747 1,917 1,750 
NUNC OMI © oa bo ied we tnsswenis 1,505 1,431 1,205 1,167 
BEE CINE vos skcntiisncndbwoveeas 5 6 712 583 
Be |) eee 2,745 2,780 2,683 2,800 
SURO ONIN” 4552 iv, Gisele orev erate ecole 1,988 2,165 2,326 2,381 
ee IN, Sr cleieerdca Gale thea 747 615 357 419 
Per cent American vessels. 39.74 38.59 41.67 38.48 
Per cent foreign vessels.... 60.26 61.41 58.33 61.52 
Eight months ending February 
Entered Cleared 
1924 1925 1924 1925 
1,000 tons 1,000 tons 1,000 tons 1,000 tons 
er ee eee 45,086 45,817 45,514 ® 
MEER OUI. 55,5 00ers: serdiorgocoieeeat 32,467 32,551 34,956 37,019 
Oe eae es 12,619 13,266 10,558 9,956 
American. (total): occ cidicscccses 18,786 19,288 19,107 19,729 
WEEE, MID one. o:0:0:0:0:6s:00 v:0-¢000 14,321 13,944 12,643 13,684 
ee rete mand 4,465 5,344 6,464 6,045 
WGPGMT: CUBEAL): ...si0s cs:0s'se cosinw-ss 26,300 26,529 26,407 27,246 
A RS ere eee 18,146 18,607 22,313 23,335 
In SEER eer 8,154 7,922 4,094 3,911 
Per cent American vessels. 41.67 42.14 41.98 42.01 
Per cent foreign vessels.... 58.33 57.86 58.02 57.99 


EXTENSION OF NEW YORK HARBOR 


The Trafic World New York Bureau 


Attention is directed by New York shippers to the fact that 
the executive order issued by President Coolidge extending the 
customs jurisdiction of the Port of New York to the boundaries 
of the Port of New York Authority, while it will include Newark 
and Perth Amboy in the port limits, will still fall short of the 
extension contemplated by Collector Philip Elting in his recent 
recommendation to the Treasury Department. Accordingly 


there is possibility of representations being made to Washington 
for a revision of the President’s order, effective May 1. 

The collector recommended that the limits of the jurisdic- 
tion of the New York office be extended northward in the Hudson 
River to the northern boundary of Ulster County on the west side 
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and the northern boundary of Dutchess County on the east side, 
whereas the northern limit of the Port Authority runs south of 
Nyack on the west and Tarrytown on the east side of the river. 

On the Jersey coast the collector recommended that the 
jurisdiction of his office be extended to the southeasterly edge of 
Monmouth County, whereas the Port Authority jurisdiction ex- 
tends only to the southern end of the Sandy Hook peninsula, 
just north of the Navesink, leaving both the Navesink and 
Shrewsbury outside the port limits. 

On Long Island Sound there is also a variation, the Port 
Authority boundary line running from Portchester across to a 
point west of Hempstead Harbor, whereas the collector had 
proposed that the line run from the State boundary thence to 
the head of Cold Spring Harbor and along the county line 
between Nassau and Suffolk to the Atlantic side of the island. 

It was urged in support of the collector’s suggestions that 
such extension of the customs jurisdiction would result in the 
elimination of troublesome delays and additional expenses in- 
volved in customs inspection incident to entrance and clearance 
of vessels in the outlying waters tributary to the port. 

The point also was made by a supporter of Collector Elting’s 
original plan that if it should be deemed necessary to extend 
the limits of the Port Authority’s jurisdiction to agree with 
those of the Elting customs district plan, permission for such 
extension could easily be obtained from the legislatures of New 
York and New Jersey, but that, in any event, the plan suggested 
by the collector was intended to promote greater efficiency in 
customs administration in the port district, an end which 


would not be attained by keeping within the Port Authority 
boundaries. 





By executive order, President Coolidge has extended the 
limits of the port of New York to include Newark and Perth 
Amboy. The order provides that the ports of Newark and Perth 


Amboy shall be entitled to all rights and privile of the port 
of New York? 


YORK-ANTWERP RULES 


4 
The Trafic World New@{ork Bureau 


anges in the proposed York-Antwerp rules of 1§24 were 
suggested, Thursday, at a public hearing conducted at the Mer- 
chants’ Association by the American Committee on General 
Average Rules appointed at the Washington conference held in 
ne on the call of the Chamber of Commerce of the United 
tates. 

Harrington Putnam, chairman of the committee, presided, 
and, in addition to the members of the committee, there were 
present representatives of the following interests: Marine Bu- 
reau of the Chamber of Commerce of the United States; Amer- 
ican Steamship Owners’ Association; Emergency Fleet Corpora- 
tion; Shippers’ Conference of Greater New York; American In- 
stitute of Marine Underwriters of New York; Maritime Associa- 
tion of the Port of New York; New York Board of Underwriters; 
American Petroleum Institute; New York Board of Trade and 
Transportation; Merchants’ Association of New York; National 
Industrial Traffic League, and many individual underwriters and 
adjusters. 

Letters were received from Boston, Philadelphia, and San 
Francisco, expressing interest in the proceedings. 

The Merchants’ Association presented the report of a su 
committee consisting of W. H. Laboyteaux, chairman; W. H. 
McGrann, Charles A. Page, C. A. Richards, and W. E. Peck, 
advocating the restoration of old rule No. 18 and the abandonment 
of the effort to formulate statements of principles as has been 
attempted in rules A to G, and suggesting nine changes in the 
numbered rules. The principal proposals are: 

To confine rule 1 to deck cargo; to arrive at the amount to 
be made good for cargo lost or damaged by the salvage rather 
than by the precentage method; to substitute the American 
method for arriving at the value to be made good in case of 
actual or constructive total loss of the ship; to remove the 
penalty for declaring goods at less than the real value; to work 
out a more practical way of safeguarding general average deposit 
money as trust funds. Other charges and classifications of less 
importance are advocated. " 

The question whether new freight earned on cargo stowed 
in spaces made empty by jettison or discharged at a port of 
refuge should be credited to the general average, evoked lively 
discussion, representatives of steamship owners urging that rule 
15 should not be changed in this respect as suggested by the 
Merchants’ Association committee. 


The American attitude should be one of willingness to co- 
operate in the interests of uniformity of international business 
documents, in the opinion of Charles S. Haight, delegate to the 
forthcoming convention of the International Chamber of Com- 
merce, whose views were supported by Louis F. Burke, repre- 
Senting the American Institute of Marine Underwriters. J. F. 
Gilbertson and H. M. Reed, speaking for underwriters, stated 
that their interests, while criticizing the 1924 rules in various 
particulars, regarded them as an improvement over the 1890 
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rules, and were in favor of accepting them, in the interests of 
uniformity in international business documents, since they have 
been generally adopted by other leading commercial nations. 

The committee is receiving further written reports and sug- 
gestions from interested parties and will prepare its report on 
the American attitude towards the 1924 rules to be submitted to 
a further session of the Washington conference to be called in 
May prior to the annual meeting of the United States Chamber 
of Commerce. 


SHIPOWNERS SEEK NEW PLAN 
The Trafic World New York Bureau 


The largest and most important gathering of American 
steamship owners in recent years will start in New York next 
Monday and will continue through the greater part of the week 
in an effort to arrive at a solution of the shipping problem to 
be suggested to Congress and the administration. 

Final plans for the conference were made at a meeting of 
the Committee on National Shipping policies of the American 
Steamship Association in New York Tuesday. It is expected that 
about 100 owners of vessels will attend the dinner at the Wal- 
dorf-Astoria Monday evening, which will initiate the delibera- 
tions. The Atlantic, Gulf and Pacific Coasts will be represented. 
Executive sessions will be held. Officials said the purpose of 
the meetings was to agree on recommendations setting forth the 
opinion of the owners. The plan may not be made public until 
conferences have been held with the shipbuilders and operators 
to determine if the entire industry can be marshaled in support 
of a definite scheme. 

In the call for the meeting, Alfred Gilbert Smith, president 
of the association, said the country was looking to the marine 
interests to suggest a way out, and that this responsibility must 
be faced. Said he: 


Nearly five years have passed since the enactment of the merchant 
marine act, 1920, and, despite its provisions, satisfactory progress 
has not been made in the development of a privately owned merchant 
marine in foreign trade and the retirement of the government from 
the shipping business. 

The causes for this condition are many. The new administration, 
however, has indicated its desire to see the government out of the 
shipping business at the earliest practicable moment. As the problem 
of its retirement is a business one and not political, those in gov- 
ernmental authority have the right to expect from those engaged 
in the business practical suggestions as to the means by which this 
can ultimately be accomplished. 

This responsibility must be met if government ownership and 
operation for a long time to come, during which hope of private 
ownership may be destroyed, are to be avoided. But it can only be 
done by each member contributing his share of effort and experience 
to the working out of such a plan. That a solution exists, there 
is no doubt; and once it is clearly defined, whatever may be its 
terms and conditions, and placed before governmental authorities, 
the responsibility will be on the administration to make the plan 
effective, if a private ownership is to be fostered. 


Mr. Smith said that one of the first matters to be taken 
up Tuesday would be the appointment of sub-committees to con- 
sider different questions and report to the association. Mr. 
Smith explained that the association did not intend to draft a 


Dill, but to offer the opinions of the shipowners to Congress. 






T. LAWRENCE WATERWAY PROJEC 


The Trafic World Washington Burea 


The State Department announced this week that final agree- 
ment on instructions to be given the joint engineering board ap- 
pointed to make the engineering surveys of the proposed St. 
Lawrence waterway project had been reached by the govern- 
ments of the United States and Canada. ‘Secretary Hoover, of 
the Department of Commerce, chairman of the American St. 
Lawrence commission that conducted negotiations with the 
Canadians, said: 


The final settlement of negotiations between the United States 
and Canada over the program for joint official investigation of the St. 
Lawrence waterway project marks a decided step in the progress 
toward determination of the facts and therefore the solution of the 
problem. The engineering work will start at once, Congress having 
appropriated $275,000 for the purpose and the Canadian government 
having made the necessary appropriations. A determination will 
be made of plans, cost amount of power developed, operating cost 
and all other engineering facts. 

Parallel with this investigation, there will also be an investiga- 
tion which has been directed by Congress and covered by special 
appropriations, of the projected deep waterway from the Great Lakes 
to the Hudson River, to determine its feasibility, cost and operating 
expenses. 

These two investigations should be completed within approximate- 
ly twelve months, and it will then be possible to finally determine 
national policies and to proceed with active steps in realization of 
the lakes to sea connection. 

Parallel with the engineering investigation, an exhaustive survey 
of the economic aspects of these outlets from the Great Lakes, the 
value of the development of electrical power from the St. Lawrence 
canal and other questions will be continued by the Department of 
Commerce. 

Negotiations over the St. Lawrence have on the American side 
been carried out by the State Department under the general direction 
of the St. Lawrence commission, which comprises: Secretary of 
Commerce Herbert Hoover, chairman; Wm. C. Breed, New York 
City; James P. Goodrich, Winchester, Ind.; James E. Davidson, Bay 
City, Mich.; Charles L. Allen, Worcester, Mass.; James R. Howard, 
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Chicago, Ill.; James D. Noonan, Washington, D. C.; Stephen B. 
Davis, Washington, D. C., and Charles P. Craig, Duluth, Minn. 

The engineering work will be undertaken for both governments 
by a joint board of six engineers of whom the American representa- 
tives are: Brig. Gen. Edgar Jadwin, assistant chief of engineers; 
Col. Wm. Kelly, chief engineer federal power commission, and Lieut. 
Col. G. P. Pillsbury, all of the corps of engineers, U. S. Army. The 
Canadian members are: Duncan W. McLachlan, of the Department 
of Railways and Canals; Oliver P. LeFebvre, chief engineer of the 
Quebec Streams Commission, and Brig. Gen. Charles Hamilton Mit- 
chell, of Toronto. 

The joint engineering board will at once commence work on the 
engineering surveys in accordance with their instructions. 

he engineering investigation into the Great Lakes-Hudson River 

waterway project will be conducted by Col. Herbert Deakyne, Col. 
Spencer Crosby and Major P. S. Reinecke. 


ARBITRATION MAKES HEADWAY 


The Traffic Vi’orld New York Bureau 


The Arbitration Society of America this week issued a state- 
ment summarizing the progress made in promoting arbitration 
in railroad, steamship, and industrial activities. The remedies 
obtained through arbitration are badly needed when it is real- 
ized that there was, in 1924, a total freight loss and damage ex- 
penditure of more than $48,000,000, on the part of some two 
hundred carriers, the statement said. The Joint Transportation 
Committee of the society was organized under the chairmanship 
of William C. Redfield. The statement said in part: 


In an effort to determine the general public sentiment toward 
arbitration as it may be applied to shipping contracts, the committee 
sent out a general inquiry, and responses received from many lead- 
ing transportation and industrial associations indicate a widespread 
interest in the work. All of them have pledged their aid. 

As a further evidence of interest and co-operation, Mr. Alfred P. 
Thom, general counsel of the Association of the Railway Executives, 
has suggested that the counsel of the various railroads throughout 
the country make a study of the United States arbitration law, in- 
viting their suggestions and criticisms in the conduct of the com- 
mittee’s work. 

The joint committee has also received an assurance of co-opera- 
tion from the legal department of the Chamber of Commerce of 
the state of New York through its counsel, Mr. Julius Henry Cohen, 
who is also a member of the committee on commerce, trade, and com- 
mercial law, of the American Bar Association. 


“It will give me great pleasure,” said Mr. Cohen in a letter 
to Chairman Redfield, “to be the means of bringing your com- 
mittee and the committee of the American Bar Association into 
cordial relations. I am sure also that, as counsel of the Cham- 
ber of Commerce of the state of New York, I can pledge the as- 
sistance of their legal department.” 


INLAND WATERWAYS CORPORATION 


The Inland Waterways Corporation, operator of the govern- 
ment barge lines on the Mississippi and Warrior rivers, collected 
$149,577.85 in January, February, and March, in excess of operat- 
ing expenses requiring expenditure of funds, according to an 
official statement issued by the War Department. The state- 
ment follows: 


The Inland Waterways Corporation, owned by the United States, 
governed by the Secretary of War, with Brig. Gen. T. Q. Ashburn, 
U. S. A., chairman and executive, has just submitted to the Director 
of the Budget, a statement of its finances and operations since its 
inception, June 1, 1924. 

The statement shows ‘that the corporation assumed on June 1, 
1924, current liabilities in excess of current assets, of $588,114.67, and 
goes on to show that the current assets on April 1, 1925, exceed the 
current liabilities by $235,426.21. 

New equipment has been purchased to the extent of $810,383.44, 
all current liabilities settled, and a working fund of $200,000 set up 
at New Orleans, representing current assets in excess of liabilities. 

In addition the corporation has cash on hand in the treasury and 
various banks, $206,450, of which $106,000 has been remitted from 
New Orleans since April 1, 1925. 

It has carried 912,082 tons of miscellaneous freight, with a total 
revenue of $2,870,383.86, and has saved to the public, by reduced water 
rates, ranging from $1.30 to 30 cents per ton, a total of $1,000,152. 
During the first three months of 1925 the corporation carried 326,493 
tons, a total revenue of $924,863.07. 

There was actually taken in by the corporation during January, 
February and March the sum of $149,577.85 in excess of operating ex- 
penses requiring expenditure of funds. 

Of this amount there was set aside— 


I ain iicrscainc hs mcerettbindainie.aivia 0 +010: bane-6 0 eieiate $80,057.15 
Reserve for future repairs (surplus)............+.. 21,928.23 
EE I bs Ce Rice out pig Wideld ee cate déled-a.e o-<hiteis wanes 47,592.47 


ALL-WATER SERVICE TO MONTREAL 


It will be possible to ship all types of merchandise from 
Chicago and Milwaukee to shipside at Montreal in an all-water 
movement when the Rutland-Lake Michigan Transit Company 
starts its new all-water service, May 1. The company has been 
conducting a rail and water service from Chicago to seaboard 
with transfer to the rails at Ogdensburg, N. Y. Hereafter, how- 
ever, merchandise will be carried direct to trans-Atlantic freight- 
ers by a fleet of six steel, sea-going ships. Sailings will be 
made every three days, both east and west bound, from each of 
the following ports of call: ‘Chicago and Milwaukee; Fairport, 
O.; Oswego and Ogdensburg, N. Y.; Montreal, and, for west- 
bound cargo, Brockville, Ontario. 

Sailing time by the new route from Chicago to Montreal 
will average, according to the company’s announcement, six and 
a half days, compared with the all-rail time from Chicago to 
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New York of five days. It is pointed out also that Montreal js 
250 miles nearer Liverpool than New York is and that shipment 
from Montreal is the cheapest route to and from all Uniteg 
Kingdom, Central, and Northern European and Scandinavian 
ports. 


VIOLATION OF COASTWISE LAWS 


D. B. Carson, Commissioner of Navigation, Department of 
Commerce, made the following statement April 22 concerning 
the case of the British ship Voltaire: 


In July, 1924, the British Steamship Voltaire carried some 559 
passengers from Philadelphia to Boston, where the vessel stopped for 
several days. The passengers landed arid attended a convention 
which was then in session in that city, after which the Voltaire 
proceeded to St. Johns and Halifax and back to Philadelphia. The 
vessel was reported for a violation of law in having transported pas- 
sengers in the coastwise trade. Her owners answered by claiming 
that the voyage was really foreign, the stop at Boston being wholly 
incidental to the main trip to Nova Scotia. The legal question in. 
volved was submitted to the Attorney General who ruled that the 
voyage was in violation of law and that the vessel was therefore 
liable to penalty. 

After full consideration of all the circumstances the Department 
of Commerce today fixed the penalty at $25,000, which is approxi- 
mately $50 for each passenger illegally transported and landed, 


PACIFIC COAST SAILINGS FROM PHILADELPHIA 


W. F. Diehl, general agent of the Dollar Steamship Line, 
announces direct sailings from Philadelphia to Los Angeles 
harbor, beginning with the S. S. “Grace Dollar,” May 5. The 
Dollar intercoastal freight service from Philadelphia has been 
first direct and then via Baltimore since the line established 
its own agency in Philadelphia, March, 1924. This move is 
the permanent policy of the Dollar Line after considering the 
needs of Philadelphia’s intercoastal shippers, dependent on the 
additional support of the shippers. 


AMERICAN-HAWAIIAN SERVICE 


The American-Hawaiian Steamship Company announces 
having berthed its S. S. “Georgian” for a special trip from 
Philadelphia, April 29, sailing direct to the Pacific Coast. This 
provides approximately 6,000 tons extra cargo capacity and 
means a saving in time of approximately three days between 
Philadelphia and Los Angeles harbor, San Francisco, Oakland, 
Portland, Seattle and Tacoma. The S. S. “Kentuckian” will sail 
from Boston and New York April 22 and May 2, respectively, 
as scheduled. 


a 


INDEX OF DECISIONS 


There h recently been placed on the ket a consoli- 
dated and condensed alphabetical index to the reported deci- 
sions of the Commission, from the beginning to Volume 8), 
excepting finance and valuation reports. It consists of 292 
pages, bound in buckram. It was compiled by Messrs. Blanch- 
ard and Heid, former members of the legal staff of the Director- 
General of Railroads, both of whom have spent several years 
handling commerce cases and searching for decisions to cite 
on various points. This volume consolidates all of the cases 
shown in the table of cases and its two supplements issued 
by the Commission and also all decisions since the last supple 
ment, up to and including Volume 85. It is the purpose to 
supplement it about July 1 of each year. The volume is con- 
densed in that it eliminates much of the data that the com- 
pilers considered superfluous in the tables of cases referred 
to. For example, the names of defendants are not shown, for 
the reason that rarely are these names of assistance, espe- 
cially when the docket number and commodity or subject in- 
volved is shown. In complaint cases nothing is shown but 
complainant’s name, volume and page where the case is re 
ported, docket number, and commodity or subject involved. 
I. and S. cases, having no complainant, are indexed under name 
of commodity or subject involved and are frequently cross- 
indexed. All such cases are also shown under the docket 
number and all decisions under a given I. and S. docket are 
collected opposite that number. Thus, if one knows the I. and 
S. number, it is simple to locate all decisions under that 
number, up to Volume’ 85. The preface states that it is not a 
commodity, locality or subject index, and where its decisions 
are arranged under the commodity, locality or subject it is 
simply to assist in locating cases that were not instituted by 
formal complaints. Decisions under the Panama Canal act are 
indexed under the names of the steamship companies and als0 
the railroad companies involved. 

An advantage this book has over the table of cases above 
referred to, is that all of the information about a case is show? 
on one page and it is unnecessary to run the eye across tw0 
pages before the citation can be located. This was accom: 
plished by eliminating what the compilers considered extraneous 
matter in the tables of cases. 

The book is being distributed by the Capital Traffic Service 
Bureau, Transportation Building, Washington, D. C., and can 
also be obtained through The Traffic World. 


Apri 


com) 
are 
dupl 


to a 
that 
He 

been 
istin 
in 1 
serv 
in 1 
twee 
have 


time 
quer 
mon 
the 


said 
prac 
pani 


Com 
oceg 
Cha 
men 
He 

wer 
abo 
Can 
of | 
conf 
to § 
that 
sup] 
Ger 
fact 


pete 
find 
repc 
tain 
the 

dom 


desi 
diti: 
con: 
own 
trol 
if b 
post 
wou 
seel 
vate 
gov 
gov 
do | 


red 
sub 
and 
inq 
bet 


desi 
in t 
wor! 
ship 
thos 
the 


any 
of f 
mis: 
tive 
trol 
kno 


out 
carg 


time 
and 








April 25, 1925 


ELIMINATION OF DUPLICATION 


The Trafic World Ottawa Bureau 


The Canadian Pacific and Canadian National Railway 
companies have announced, through their presidents, that they 
are prepared to do everything possible for the elimination of 
duplication of railroad services in Canada. 

President Beatty says the Canadian Pacific is agreeable 
to any fair rearrangement of the country’s railroad services 
that will tend to reduce the uneconomic duplication of services. 
He adds: “Though the train services of this company have 
peen only slightly changed since war time, we are, under ex- 
isting lessened traffic conditions, anxious to do our full part 
in working out the situation in a manner which will best 
serve the interests of Canada as a whole and, with that end 
in view, certain definite proposals are under discussion be- 
tween Sir Henry Thornton and myself, which, I hope, will 
have satisfactory results.” 

Sir Henry Thornton, in a statement issued at the same 
time, confirmed this, saying that the subject had been fre- 
quently discussed between Mr. Beatty and himself for some 
months, and that he had recently made definite proposals on 
the matter to the president of the Canadian Pacific. 

The Minister of Railways, commenting on the statements, 
said he would do everything in his power to assist, but that 
practical action rested almost entirely with the railway com- 
panies. 


OCEAN RATE COMBINATION 


The Trafic World Ottawa Bureau 


At the second meeting of the committee of the House of 
Commons, considering the question of an alleged combine in 
ocean freight rates, H. M. Cleminson, general manager of the 
Chamber of Shipping of the United Kingdom, made a state- 
ment from the point of view of the shipowner in Great Britain. 
He said the crux of the situation was whether shipowners 
were exacting an undue charge from commerce. Though only 
about 4 per cent of the British mercantile marine traded with 
Canada, he said the inquiry was considered important because 
of the general principle involved. He said there must be a 
conference to control the conditions in the shipping world, but 
to say that it was a world shipping combine was untrue, as 
that could not exist. Rates, generally, were represented by 
supply and demand. German competition, because of low 
German wages, and depreciation of currencies, were formidable 
factors. 

“Americans,” he said, “charged that British shipping com- 
peted against the United States and it was almost tragic to 
find the same charge made in Canada.” Mr. Preston, in his 
report, had given no credit to Canadian companies for main- 
taining rates from Canadian ports to the United Kingdom on 
the same basis as from United States ports to the United King- 
dom, even though insurance rates were higher, he said. 

He said that control of rates was impracticable and un- 
desirable in the interests of the public. As a remedy for con- 
ditions, he suggested that the merchants affected by what they 
considered too high charges, should get together with the ship- 
owners to remove the complaints. He had never known con- 
trol of rates to be effective. A 10 per cent reduction in rates, 
if brought about by subsidy, as the Canadain government pro- 
posed, would, in the end, make the situation worse, as it 
would slow up the extension of liner service. “I have never 
seen business conducted better by a government than by pri- 
vate enterprise,” he said. “I have seen -interference by the 
government do a great deal of harm. I am sure that if the 
government interfered in the control of ocean rates it would 
do more harm than anything else.” ' 

He said that, if the conference lines decided to meet the 
reduction in rates brought about by reason of a government 
subsidy, one effect would be to prevent the building of ships 
and the provision of ships. He suggested, as remedies, an 
inquiry by the Imperial Shipping Committee, and preference 
between the merchants and shipowners. Said he: 


I am convinced that control of rates is impracticable and un- 
desirable in the interest of the public. There is nothing more fluid 
in the whole of commerce than shipping. Of the 60,000,000 tons of 
world shipping the major part is generally understood to be tramp 
shipping. It is the function of the tramp ship to move promptly to 
those markets where there is the strongest demand as evidenced by 
the highest freight offering. 

A material proportion of liner tonnage can be operated in almost 
any market. I need hardly discuss the evils of international control 
of freight for international control is impracticable. Both the com- 
mission on rings and the Dominion Royal Commission, after exhaus- 
tive examination, came to the conclusion that British Empire con- 
trol was impracticable. 

What would be the result of any attempt at local control? We 
w that, though there is a general stability of liner rates through- 
out the year there is a difference of working expenses, volume of 
poh tee and so on. Let us assume that no complaint or attempt to 
= freight rates would be made in years of low freights; but a 
Ime comes, every seven or ten years, when demand exceeds supply 
and local freight control is imposed. The tramps would naturally 
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graduate from the restricted area, and, according to the strength 
of the demand, cargo liner tonnage will tend to follow, leaving a 
shortage of tonnage in the restricted area. Shippers would find a 
less frequent service and shutting out of their cargoes. Ship owners 
would have to pick and choose, and the resuult would be a strong 
pressure from the cargo interests to get rid of the control, and leave 
freights open once more. If, however, the freight control were main- 
tained, investors would be unwilling to employ their capital and 
savings in a trade which was going to impose all the disadvantages 
of bad times without the compensation which they are entitled to 
expect from good times, and the state would be obliged to adopt 
the alternative of conferring a monopoly. But if it be suggested 
that the control be confined to particular articles, what is the answer? 
It is, first, that the ship owner has an interest only second to the 


“Thru SERVICE We Grow” 


GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
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AMARILLO, TEXAS 
Amarillo Warehouse, Storage and Ice Company 
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POSITIONS WANTED OR OPEN 


Particularly in milling in transit. Address Box 1777, care Traffic 
World, Chicago, Ill. 








POSITION WANTED—Traffic Manager, well qualified by experi- 
ence and training to satisfactorily handle responsible position; desires 
to make change for a better future. Address Box 773, care Traffic 
World, Chicago, IIl. 





POSITION WANTED—lIndustrial traffic manager. Seventeen years’ 
experience, now with commercial organization, wishes to locate in 
Ohio or the West, rate analyst, and experienced in presenting and 
preparing cases before Commissions, reasonable salary. Address Box 
767, care Traffic World, Chicago. 








WANTED—Freight rate tariffs in effect past three years applying 
between all and any sections of country. What have you and what 


price? American Security Traffic Company, 117 North Broadway, St. 
Louis, Mo. 


“CHICAGO REPRESENTATION” 


To a Railroad or Steamship Line 


not now directly or satisfactorily represented 
in Chicago territory an opportunity is offered 
to acquire active freight solicitation represen- 
Established, 


tation at very nominal expense. 
centrally located office in charge of two ex- 
perienced traffic men with wide acquaintance- 


ship in Chicago (members Traffic Club). Ref- 
erences and full details will be submitted in 
response to inquiry addressed to 
Box No. 775, Care of The Traffic World, 
Chicago, IIls. 
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shipper in fixing freights which are equitable, having regard to all 
relevant circumstances. Shippers are not slow to ask for reductions 
and the ship owner is only too anxious to be advised of all considera- 
tions of market and otherwise. Would the government be more 
competent to fix a sound rate? The government could not order its 
shippers to pay more in the way of compensation, yet it they reduce 
the rate, they must indirectly force up other rates, or create a situa- 
tion exactly comparable to that to which I have drawn attention, as a 
result of restricting rates in general. 


CANADIAN NATIONAL REPORT 


The Trafic World Ottawa Bureau 


The annual report of the Canadian National Railways for 
the year 1924 was tabled in the House of Commons April 14. 
It showed that, in spite of a decrease in gross earnings of 
$17,547,305.06, due to a smaller crop and general bad business 
conditions in Canada, the company was successful in earning 
a net operating profit of $17,244,251.48, or only $3,186,397.60 less 
than in the preceding year. It therefore maintained, to a con- 
siderable degree, the rate of improvement obtained in 1923, 
which was a phenomenal year from a transportation standpoint. 

A feature of, the report is the item which shows that oper- 
ating expenses were reduced by $14,360,907.46 to offset the 
reduction in gross receipts. Sir Henry Thornton stated that this 
reduction could have been carried further if the management 
had considered it advisable to pay less attention to maintenance 
of way and structures. He advised against such a policy. 

The total operating revenues of the company for 1924 and 
1923 were as follows: 





1924 1923 Decrease 
$233,588, 182.55 $253,135,487.61 $17,547,305.06 
The total operating expenses of*the company for 1924 and 

1923 were as follows: 


1924 1923 Decrease 
$218,343,931.07 $232,704,838.53 $14,360,907.46 


Net operating profits of the company for 1924 and 1923 were: 


1924 1923 Decrease 
$17,244, 251.48 $20,430,649.08 $3,186,397.60 


While a comparison of the net operating profits for 1923 
and 1924 show a decrease during the past year of $3,186,397.60, 
a comparison of the net before fixed charges over the same 
period shows an increase of $1,270,678.91. Fixed charges, how- 
ever, increased $4,433,423.19, resulting in an increase in net 
income deficit of $3,162,744.28. The position summarized is as 


follows: 

1924 1923 Increase 
Net before fixed charges. ....$14,772,327.92 $13,501,649.91 $1,270,678.91 
WIEOG CHAPEOD kcciccccsccces 69,632,747.14 65,199,323.95 4,433,423.19 
Net Income Deficit .......... 54,860,419.22 51,697,674.94 3,162,744.28 


The decrease in gross operating revenues represented a 
falling off of 6.93 per cent as compared with 1923. “Traffic dur- 
ing the first three months of the year,” the report stated, “was 
in excess of that moved in the same period of 1923, but general 
business suffered a reduction early in April and the depression 
continued until the end of the year. Due principally to the 
relatively small grain crop in Western Canada, the movement 
of grain to the lake head was in much less volume than usual 
and was considerably below the exceptionally heavy movement 
which took place in the last three months of 1923, with the result 
that the impetus to active business which a large grain move- 
ment usually engenders was noticeably lacking. The movement 
was also to some extent affected by the disposition shown to 
hold grain in the country, creating an unusual condition and one 
which business in general had not anticipated.” 

In connection with the consideration of the gross earnings 
of the system, Sir Henry Thornton again referred to the freight 
rate situation in Canada. In reference to this, he said: 


As was pointed out in last year’s report, continued reduction in 
freight rates will inevitably postpone the day when the National 
System will become self supporting. The recent decision with respect 
to what is known as the Crow’s Nest Agreement has established a 
condition which is serious to all of the transportation interests in 
Canada. It is earnestly to be hoped that during the ensuing year 
some solution of the difficulty will be found which will have due 
regard to the interests of all the parties concerned. 


With reference to the expenditure of money for operating 
purposes during the year, the following items are listed as 
among the most important by the report: 


Maintenance of Way and Structures 

Maintenance of way and structures expenses were reduced 
$738,479.94 and, while this represents a reduction of 1.65 per 
cent, it is noted that reductions about proportional to the de- 
crease in earnings were made in roadway maintenance, track 
laying and surfacing, while the item of removal of snow and 
ice was reduced by 35 per cent due to the less severe winter 
weather. 

The maintenance of equipment expenses were reduced by 
$4,203,875.89, or by 8.06 per cent. To a large extent repairs to 
motive power and freight train cars were reduced by decreased 
usage due to less traffic handled. There was, however, a reduc- 
tion in the cost of locomotive repairs proportional to the reduc- 
tion in mileage made. “Notwithstanding these reductions, the 
system’s motive power was fully maintained and the quota of 
equipment necessary to handle the business offering was ade- 
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quately maintained’: Adequate provision was made in all ae. 
counts for all units of equipment retired from service anq 
ordered scrapped.” 
Transportation Expenses 
The reduction made in transportation expenses amounted to 

$10,217,416.98. This group of expenses covers chiefly yard, train 
and station services, and the reduction amounted to 71.15 per 
cent of the reduction made in the total operating expenses, 
While the decrease in the total operating revenue was 6.93 per 
cent, the reduction in transportation expenses was 8.49 per cent. 
The advance in transportation efficiency since consolidation js 
indicated by the relationship of transportation expenses to gross 
earnings as shown: 

1924 1923 
Percentage of gross earnings ahsorbed by trans- 

46.73 47.51 48.57 


portation expenses 

The improvement in the relationship of transportation ex. 
penses to gross earnings in 1923 was assisted by an increase of 
over twenty million dollars in gross earnings, whereas in 1924 
the advance was made in face of a decrease of seventeen and 
one-half million dollars in gross earning. The report said: 


1922 


In effecting the reduction in transportation expenses, better train 
loading played an important part. While density of traffic decreased 
by 10.23 per cent, freight train mileage was reduced by 12.51 per cent, 
and the average freight train load, including mixed trains, increased 
from 502 tons in 1928 to 517 tons in 1924. Some benefit accrued from 
the slightly lower average cost of fuel, but the greater part of its 
saving came from its more economical use and the srving in freight 
train miles already mentioned. 


Traffic expenses increased by $1,099,823.16, but the total 
expenditure under this heading was less than 3 per cent of the 
gross earnings. “In order to continue the aggressive policy of 
solicitation it was found necessary to strengthen representation 
at various points. A more aggressive policy in advertising was 
carried out. The Canadian National building and exhibit at the 
British Empire Exhibition at Wembley were special features of 
this work, from which material returns should result.” 

General expenses in the aggregate were reduced to the 
extent of $429,556.47, or by 5.383 per cent. A substantial saving 
in the staff of the accounting department was made possible 
by the co-ordination of acccounting and auditing work. Exam- 
ination of the income statement shows that the item of railway 
tax accruals increased by $768,675.23. A reduction of $2,192,991.98 
is shown in the debit balance for hire of freight train cars. 


Capitalization 


Less money was tied up in materials and supplies at the 
end of the year than in the end of 1923, and all collection items 
were on a better basis, showing reductions from the previous 
year. Current and deferred assets combined, as compared with 
the sum of current and deferred liabilities, show an improved 
position in the railway’s working capital. The report says: 


Active consideration has been given to the policy to be followed 
with respect to the capitalization of the system and the extent to 
which, if at all, advance made and capital held by the Government 
should be written down to a figure commensurate with the earning 
prospects of the property. The problem is proving both difficult and 
complicated, but it continues to engage the attention of the Board 
and the financial department of the Company. It is hoped that before 
much time has elapsed it will be possible to present to the proper 
authorities a consistent scheme for consideration. 


Of the $56,527,000 voted by Parliament for the fiscal year 
ending March 31, 1925, $10,000,000 was received in cash by the 
company and two issues of guaranteed securities were made as 
follows: 


$20,000,000.00 four per cent three-year Gold Notes, dated July 
1, 1924, and $26,000,000.00 four and one-half per cent thirty-year Gold 
Bonds, dated September 15, 1924. 


As of July 1, 1924, an issue was made of $9,375,000 four and 
one-half per cent equipment trust certificates, series ‘H,” se- 
cured by $12,500,000 worth of new equipment. The funded debt 
retirements during the year were: 


Five and one-half per cent five-year Canadian Northern 
Railway Secured Notes $ 6,000,000.00 
Six per cent five-year Canadian Northern Collateral Trust 


RI, URI oeuvre Sp el sar: ors e tecancneolapaies dramerent hele a oi Shs 4,349,000.00 
Equipment Trust Certificates of various issues.......... 5,063,400.00 
Payments under various sinking funds and sundry retire- 

MEE draealw win iad’ o svn’ 6-wrecun gs kiveeieRe ee gielare ese ae eee Re ee 


99,573.30 





NAME isso) ue ols a: suet wintdra ween ere Git wile wi piel ever areicunmieie ua <tlere < aIP-G ed $15,511,973.30 


Traffic Movement 

Revenue freight tonnage decreased by 8.29 per cent, namely, 
4,749,724 tons, represented partly by a decrease of two and one- 
half million tons of bituminous coal and one and a half million 
tons of anthracite coal. 

Additional decreases in tonnage were as follows: Wheat, 
691,206 tons; sawn lumber, timber, etc., 561,609 tons; iron ores, 
287,733 tons; dimension stone, 260,182 tons. 

In the manufactures class the tonnage of iron and steel com- 
modities showed heavy decreases totaling 770,440 tons; automo 
biles and auto trucks, 115,538 tons; unclassified manufactures 
and miscellaneous merchandise, 684,291 tons. Partially com- 
pensating increases were recorded in road making materials of 
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SHIP VIA THE 
Port of Houston 


And combine those two elements 


A Splendid Port 


into a 


Wonderful Region 






Economy and Speed 


which mean profit for the manufacturer. 


The Port of Houston is fifty miles 
closer by water to the profitable markets 
of the Southwest. 





Adequate service assures the prompt 
handling of your shipments via the fast- 
est coastwise and ocean going steamship 
lines. 





os An geles 
ARBOR 


Look at Los Angeles purely from the stand- 
point of the navigator—its deep broad chan- 
nels, miles of dockage, modern loading and 
unloading facilities, copious warehousing, and 
convenient rail connections. 





Speedy and complete Freight and Pack- 
age Car Service over the seventeen rail- 
roads which serve the Port of Houston 
assures the quick delivery of your ship- 
ments to any Texas Common Point and 
to points in Louisiana, Oklahoma, Arkan- 
sas, Arizona, New Mexico and Colorado. 





Houston enjoys an enormous Rate Ad- 
vantage which means dollars saved when 
you route VIA THE PORT OF HOU- 
STON. 


You will find that it measures up fully to the 
standards of the greatest world ports. 













Then raise your eyes. Look beyond the water- 
line. If you have the vision and the penetra- 
tion which make great world traders, you will 
recognize a back-country with the most mar- 
= possibilities of any region in the United 

tates. 


Full particulars are contained in 


“PORT HOUSTON” 
The official organ of the Port Commission 
“HOUSTON FREIGHT RATE BOOK 
NUMBER 1” 


Containing detailed rates and Package 
Car Schedules to all points named above. 


Proof of that brings you back to the harbor 
itself. It has grown 1700% in a quarter of a 
century—from a jog in the coastline to the 
second largest port in the United States. 


Nothing can be more obvious than the advisa- 
bility of getting a foothold in this wonderful 
commercial center now, 





These publications are FREE to traffic 
executives and those interested in the 
movement of merchandise. Address 


THE DIRECTOR OF THE PORT 


5th Floor Courthouse _Houston,. Texas 


Write us for ‘‘The Port of Los Angeles’ 
a booklet full of valuable facts 





Board of Harbor Commissioners 
City of Los Angeles 


“Port of the Pacific Southwest”’ 
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834,112 tons, and cement of 95,778 tons. Carloads of grain 
moved to Vancouver for export totaled 15,248, as compared with 
6,981 carloads in 1923. The movement of live stock to Winnipeg 
and to the east showed a good development, and the cattle trade 
in the western provinces was reported at the end of the year as 
in promising condition. 

The number of passengers carried declined from 23,683,781 
to 22,707,880, or by 4.12 per cent. The average journey declined 
slightly from 61.09 miles to 60.43 miles, and the revenue per 
passenger per mile declined from 2.715 cents to 2.713 cents. 

During the year twelve more self-propelled cars were put 
into service, and at the end of the year there were in service 
thirteen storage battery cars, eight gasoline motor cars and 
three steam unit cars. 

Express earnings showed a decrease of 2.4 per cent from 
those for the year 1923. This is accounted for mainly by the 
general business depression and partly by the close season on 
halibut shipments from Prince Rupert, established by treaty 
with the United States and effective for about six weeks prior to 
the end of the year; also partly by expedited freight service 
available between various points. 


CANADIAN BOARD ORDER 


The Board of Railway Commissioners has authorized the 
Canadian National to open for traffic the portion of its deviated 
line from Humber River to St. Clair Avenue, Toronto, 2.55 
miles, and to connect its tracks with those of the Canadian 
Pacific at Armstrong, B. C. 


TRAFFIC FALLS OFF 
The Trafic World Ottawa Bureau 


The promise that January and February gave of rising rail- 
way traffic in Canada disappeared in March. In its place came 
four weeks, every one of which showed fewer carloads of freight 
handled than in the corresponding month of last year. The dif- 
ference amounted to 22,046 loaded cars for the month. This bad 
month had the effect of cutting away all the gains up to the end 
of February and substituting an unfavorable balance of 4,615 
carloads for the three months of the year. 

The lower grain movement this year accounted for the 
greater part. of the decrease. It amounted to a difference of 
20,039 carloads. Among the other commodities that scored losses 
since were pulp and paper, lumber and miscellaneous. The de- 
crease in these three classes amounted to 12,050, which, with 
grain, made up a total of 32,089 carloads. 

On the other hand, the gains this year over last amounted 
to 27,473 carloads, made up as follows: Live stock, 1,482; coke, 
692; pulpwood, 303; other forest products, 2,124; ore, 2,966; mer- 
chandise, 15,529. The gains were made largely in the east, al- 
though the west had its share. 

It is considered significant that merchandise should have 
shown such a substantial betterment. The fact that 15,529 more 
carloads of that general commodity were moved this year per- 
mits no doubt as to the suggestion of improved wholesale and 
retail business. There has scarcely been a week since the first 
of January that, both in the east and the west, more carloads of 
merchandise have not been in motion. 

Railway earnings have followed the course of carloads. 
Gross receipts have fallen off. The Canadian National has been 
the heavier loser. This adversity has been met by further re- 
trenchment, and the decline in net operating earnings has not 
been so serious as the loss of gross revenue would suggest. 

Some surprise has been occasioned by a return brought down 
to Parliament by the Minister of Railways showing that the 
Canadian National receives more than-half of all its traffic from 
Ontario and Quebec. 

The four western provinces in 1923 contributed only 33 per 
cent. The proportion of gross earnings on traffic originating in 
the two central provinces would work out at about 60 per cent. 

American roads are feeling acutely the pinch of automobile 
competition and the rising volume of taxes. Canadian railroads 
are in a similar position. Under a recent decision, by the gov- 
ernment, the Canadian National will continue to pay taxes to the 
various provinces. The question of legal right was not raised. 

A return made to Parliament shows that the Canadian Na- 
tional hauled grain from the west eastward last year at less than 
half a cent a ton mile. The average for all commodities making 
up the total traffic was over one cent. 

As an illustration of the adjustments that are constantly 
being made in rates on the downward side, potatoes will be car- 
ried hence forward from the Maritime Provinces to the west at 
10 cents less a hundred pounds. The difference will be between 
$40 and $50 per carload. 

The earnings of the Canadian National Railways for the 
week ending April 14, 1925, were $3,963,395, being a decrease of 
$508,840 over the corresponding week of 1924. 

Earnings of the Canadian Pacific Railway for the same 
period were $2,745,000, a decrease compared with the same period 
last year, of $260,000. 

Car loadings in Canada for the week ended April 11 
showed a decrease from the previous week of 6,135 cars. 
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Loadings in the eastern division were lighter by 4,467 cars 
and in the western division by 1,668 cars. Grain loading de. 
clined in both divisions. In the west the decline during the 
past three weeks has been quite marked, being from 4,793 carg 
to 3,695 cars to 2,851 cars. Compared with the corresponding 
week last year, the chief decrease was in coal loading, which 
fell off 3,721 cars, due to the Sydney strike. Grain decreased 
1,022 cars and lumber 1,023 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
EASTERN CANADA 


-—For the Week Ended— 
Apr. 11 Apr. 4 Apr. 12 


















































Commodities 1925 1925 1924 
Grain and Grain Products " 2,592 1,597 
Be WN ci c0eccrseoeeanceeceos 98 1,185 6 
CME sektaveicrceerectcvnveutureetioks evenee 1,461 4,674 
= Ep PIA DRCn a Ha Ree wee eeneees = 

SINE sia dleseslavee-s mle aitelahg &Wgl ahora oA ala eribaiong 2,66 3,166 
ED vnvkenedas-ceneccdwcees soe 2,658 3,205 
RES aS . 1,869 1,857 
Other Forest Products 1,218 1,208 
NG casaue bocce cecccccececccesccceesececeees 753 868 
eS Oe ee Se eee err: 12,134 11,572 
SE kv tacos cteencdwsebeeern ° 9,006 8,994 

Total Care TORE 6.<cc i ccesicisscess « $1,301 35,768 38,412 

Total Cars Rec’d from Connections.. 30,060 31,427 31,244 

WESTERN CANADA 
Grain and Grain Products......... siseeioae-- an 3,695 3,884 
CBE WON s 6a0ceveuncooaseseteseuues scveee. Sone 1,309 1,214 
2 ee er oe. se EEE NSE oe 652 1,004 961 
COG: 2s0<e. Ledasneeecewareneeesedmeedooenes 31 47 
RE COCO Re ear 878 850 1,182 
IIE SB eicttces <cct-sdsccccevenssewusiens 191 275 157 
Py GN PE ov cnnccs cusoscerccecse alee 106 124 
Other Forest Products.........cccccece -- 1,368 1,330 1,457 
ae pacdeeceseeedce: see 526 
Merchandise, L. C. L 3,928 4,188 3,516 
er ee - 2,351 2,282 LT 
Wate! Case. TMM osc csccieccceicess eo 13,962 15,630 14,658 
Total Cars Rec’d from Connections... 2,302 2,478 2,732 
TOTAL FOR CANADA 

Grain and Grain Products 4,459 6,287 5,481 
BE Wena ocdassbheoosene eee 2,081 2,494 2,314 
REE secevevgneceeteamecckets 1,914 2,465 5,635 
SAE .vccvccnadee Wee duiees sebeteswedeoeces 249 275 

CE ARR: REE RS SY ES 3,325 3,514 4,348 
Bie cain ae es 2,419 2,933 3,362 
cL. ee reer ee 2,032 1,993 1,928 
— WUTOME, PUOCRUB. 6c ccccscvcceccece - 2,534 2,548 2,665 

_ | ae ee eS ee eee see 4 
Peronemaee, Es, Cy ii ins éccicdetascteves os 14,890 16322 et 
8 EER MS Seely + 10,719 11,288 10,766 

Total: Care TGhGeE ... occ cscccccceteces 45,263 51,398 53,070 

Total Cars Rec’d from Connections.. 32,362 33,905 33,976 

CUMULATIVE TOTALS TO DATE 
1925 1924 
Grain and Grain Products.........ccccccce 95,132 115,507 
Live ERS ocls ov aceveupeeeteseoeubaweene ° 33,840 2,470 

Joal pa Se neleligh-ere onealemeeamhe ouembenlilaens > 73,165 74,045 
SL, Sc ePurepiacrdnwepade wow stieteeaeeenseen 4,657 3,866 
1.umber pe worwie Wahid: Gane paronre meg eaasieines eves 44,342 50,595 
Pulpwood Ue d: WU wale Telcensieweelbe enveene 58,042 59,548 
CUED WN CMO caccntecbeececqncesees eves 31,665 32,221 
(ler Worest Products....iccccccccccccese 47,903 46,442 
ea eee aoe. eee coece : 
Wrenn, Be, Gh. Rac iecccaBecceseccecvews aliaee 196431 
SEM § a bitiscstheis sdiicdoccrinees ‘ 150,834 156,941 

Woted Cate LeGGOk. 0o0.ccseccccvecsees 768,350 781,596 

Total Cars Rec’d from Connections.. 4995530 523,039 





SANTA FE SUBSIDIARY BOND 


Following its decision authorizing the North Texas & Santa 
Fe to issue a bond to the Santa Fe, notwithstanding a protest 
from, the state of Texas (see Traffic World, April 18), the Com- 
mission has authorized the Rio Grande, El Paso & Santa Fe 
to issue one registered general mortgage 6 per cent gold bond 
in the denomination of $230,000 to the Santa Fe in satisfaction 
of a like amount of indebtedness for advances for capital pur- 
poses. The Santa Fe control the Rio Grande company by stock 
ownership. 


The South Plains & Santa Fe, a subsidiary of the Santa Fe, 
has been authorized to issue and deliver to the Santa Fe one 
bond for $1,100,000 in satisfaction of a like amount of indebted- 
ness for advances for capital purposes. The Commission over- 
ruled a protest of the state of Texas against the bond issue. 

The Texas & Guif Railway Company, a subsidiary of the 
Santa Fe, has been authorized to issue to the parent company 
one registered first mortgage 6 per cent gold bond in the de- 
nomination of $779,000 in satisfaction of a like amount of indebt- 
edness for advances for capital purposes. The authority was 
granted over protest of the state of Texas, the Commision fol- 


lowing its original decision in the case of the North Texas & 
Santa Fe. 
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yNaelewlercbel 
Oriental Mail Line 


President Grant—One of the five sister ships—showing cargo oy —" 
especially designed for rapid handling from lighters on both sides 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


*PRESIDENT MADISON...................-. May 3 

“PRESIDENT JACKSON ..... cc cccccsccccccce May 15 

*PRESIDENT McKINLEY.................... May 27 

*PRESIDENT JEFFERSON................... June 8 

a |, June 20 
* Refrigeration Service 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 


WHEATLAND MONTANA.................... May 15 
Ee Cl hal codent babaicwiwoes ed June 5 
i oii ek chibi de subenecicedasl June 10 


Also Regular Sailings Direct to Foochow, Amog, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phen Randolph 7739. 

New Yeoerk—32 yy omen Phone Broad 0586. 

Boston—177 State Stree 

Philadelphia—101 f+ ae ar el 

Detroit—1714 Dime Bank Buildi 

San Francisco—Robert Dollar Building. 

Les Angeles—626 South Spring Street. 

Pertland—101 Third Street, Corner Stark. 

Seattle—1519 Railroad Avenue, South 


L. L. BATES, General Freight Agent, Seattle, Wash. 















_ American 
Oriental Mail Line 


Operated for 


United States Shipping Board 


by yNeleebtect| Oriental Line, Managing Operators 
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Joint Service with 


HOULDER, WEIR & BOYD 
Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 


Portland, Seattle, Tacoma 


From From From 

Baltimore New York Savannah 
A «9 5:959:0:0004:0:0:4. 50 0:0 0 Ca ees- 08 Apr. 25 Apr. 29 
PETER KERR........... May 5 May 9 May 13 
MONTICELLO .......... May 19 May 23 May 27 
ere June 2 June 6 June 10 
eer ere June 16 June 20 June 24 
MONTPELIER .......... June 30 July 4 July 8 
Ae July 14 July 18 July 22 
BEES sels vecwecew ewe July 28 Aug. 1 Aug. 5 
rer Aug. 11 Aug. 15 Aug. 19 
PETER KERR........... Aug. 25 Aug. 29 Sept. 2 


Pier No. 9, B. & O. R. R., Locust Point, Eg Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment at 
Los Angeles Harbor without transfer charge, also to all ports of 
California, Oregon, Washington, British Columbia, Alaska and the 


Far East. 
Joint Service with 
HAMBURG-AMERICAN LINE 
NEW YORK TO HAMBURG 

xx*ALBERT BALLIN...Apr. 30 xx*RELIANCE ........ May 19 
xx*RESOLUTE ........ May 5& xtMOUNT CLAY ....May 21 
xtTHURINGIA ....... May 7 xxtCLEVELAND ....... May- 28 
xx*DEUTSCHLAND ...May 14 xx*RESOLUTE ........ June 2 


+Cabin and Third Class Passengers. ‘*First, Second and Third 
Class. x Calls at Cohn (Queenstown). xx Calls at Cherbourg and 
Southampton. Loading Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 


IKALA (via Baltimore and Hampton Roads).............. May 13 
LEGIE (via Baltimore and Hampton Roads)............... May 27 
SUDBURY (via Baltimore and Hampton Roads)........... June 9 
BALTIMORE TO BREMEN AND HAMBURG 
Te ee May 20 
ee eae June 3 
SUDBURY (via Hampton Roads).............seeeeeeeeees June 16 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


I,  nincic dudosnenebwielcy demeaae ee meeelinb ons + eeuhe penne May 23 
rk 5 oii: os eerie ned cme iets bah see han ae eaaiaae eee June 6 
EE vo wPiS Vrerk ow selon HAWeNSUeGaaee weep eteanaeaeN June 19 


NEW ORLEANS TO BREMEN AND HAMBURG 


ADALIA......ccceecccccecees cece cccececccccccees Last Half of May 
ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 


PORTS TO NORTHERN EUROPEAN PORTS 


bine of lading via Hamburg te LONDON, HULL, LEITH, 


NDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 








General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 


CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 
BRANCH OFFICES: 

PITTRBURGH... .cccccvccvcosccccecsescoes 4128 Jenkins Arcade Bldg. 
BYR vc ccccccecsceccccssvcvesevecooeeess 201 Mitchell Bidg. 
AGENTS: 

BLATTER... o'0c0essecgeccévcedecseqesevescons senewes John M. Born 
ST 2. rer Dichmann, rar & Pugh, Ine. 





ee eeeeseeeeeseseees 








NO LK & 
PHILADELPHIA Dichmann, Wright & Pugh, Inc. 
ig wine o06 066 Ssiniveseeeee'e Columbia Pacifie Shipping Co. 
DE A aires gece Cenex esee se Ga deoeeeeee Sudden & Christensen 
SAVANNAH................cscccccccccccceveeIMl Je Hogan & Co. 
es 551 ton sss cen etekaenneinneee<e Sudden & Christensen 







































































































) Personal Notes | 


T. S. Houston has been made traffic agent of the Chicago & 
Alton, at Dallas, Texas. 

Walter S. Larsen has been appointed general agent of the 
Chicago, Attica & Southern, at Tulsa, Okla. 

J. A. Brown has been made freight traffic manager of the 
Gulf Coast Lines at Houston. C. H. Guion has been appointed 
general freight agent at the same point. F. J. Kemper has been 
made general agent, freight traffic department, at Atlanta, Ga. 
Ashley Poynor has been appointed general agent, freight traffic 
department, at Indianapolis. 

L. E. Fischer has been made president of the St. Louis, 
Troy and Eastern and of the St. Louis and Illinois Belt Railway, 
at St. Louis. J. L. Johnson has been made vice-president at 
Chicago. Scott Brown has been made secretary with office at 
Chicago. P. C. Dings has been made treasurer at Chicago. B. 
W. Hilgard has been appointed auditor at St. Louis. E. L. 
Bodge has been made traffic manager, W. J. Tiordan, superin- 
tendent of car service, Baxter L. Brown, chief engineer, and J. L. 
Loida, assistant engineer, with offices at St. Louis. 

E. C. Wilmore, T. M., the Sefton Manufacturing Company, 
and treasurer, the N. I. T. L., spoke to the La Salle Extension 
University Resident School of Transportation, April 24, on “The 
Use of Fifer and Corrugated Paper Board for Shipping Contain- 
ers,” and L. C. Sorrell, professor of transportation and commu- 

| nication, University of Chicago, spoke on ‘Problems of the Ship- 
per in Hiring Cartage Service.” 

The following men were graduated from the College of Ad- 
vanced Traffic at a ceremony at the La Salle Hotel, Chicago, the 
night of April 18: Howard S. Bowman, Stephen H. Chappelow, 
Earl E. Condon, Bernard R. Deveney, Mark C. Fallon, Edward 
V. Gilligan, Meyer Golubchin, Myron L. Griffey, E. S. Grubbs, 
Harry H. Hicks, Hugh A. Hoym, Henry C. Larson, John E. 
Lucke, James W. Kane, Ira M. Kiley, Martin Matays, Charles C. 
Miller, William J. Meyers, Peter J. McKenna, Hugh P. McSwee- 
ney, John W. Narva, Leonard T. Olander, G. R. Peterson, Robert 
Rex Porterfield, Arthur C. Schacht, Walter F. Schulten. 

R. A. Sperry has been appointed assistant to Chairman C. W. 
Galligan, of the Illinois Freight Association, to succeed L. A. 
Lowrey, secretary of that association, who died. 

Charles Browne, formerly a member of Congress from New 
Jersey, has been appointed a member of the New Jersey state 
commission, succeeding Commissioner Osborne, whose term re- 
cently expired. 

Frank T. Scanlan, for many years identified with boat lines 
and other shipping interests in Chicago, has become connected 
with the sales department of G. R. Leonard and Co., Inc., pub- 
lishers of shipping guides. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Wichita met at luncheon, April 23, at 
the Hotel Broadview. Delegates who attended the Kansas City 
meeting of the Associated Traffic Clubs of America made their 
report. 





The Traffic Club of Brooklyn held its monthly meeting, 
April 17. A committee was appointed to investigate the delay 
in the delivery of express and parcel post from Brooklyn to 
Boston and other New England points. The club will hold its 
annual banquet in May. 





The Transportation Club of St. Paul held a theater party at 
the Empress Theater, April 24. The club’s weekly luncheon 
and meeting was held at the St. Paul Hotel, April 21. The 
speaker was President J. E. Gorman of the Rock Island. 





The Junior Traffic Club of Chicago held its regular monthly 
meeting, April 2. Ralph Neuses,.city freight agent, the C. M. & 
St. P., spoke on “Package and Trap Car Service.” A round 
table discussion was held on several of the classification rules. 





The Grand Rapids Traffic Club will hold a joint meeting 
and dinner with the Western Michigan Purchasing Agents’ 
Association, at the Morton Hotel, April 29. Wayne E. Butter- 
baugh, director of education, traffic management department, 
La Salle Extension University, will speak on “The Relation of 
the Purchasing Agent to the Traffic Manager.” 





The Oil and Gas Well Supply Traffic Association held its 
quarterly meeting at the Hotel Secor, Toledo, O., April 14 and 15. 
Vice president J. F. Ryan, G. T. M., the National Supply Com- 
pany, was made president, succeeding R. H. Thompson, who 
died. E. W. Wilson, T. M., the Frick-Reid Supply Company, 
Tulsa, Okla., was made temporary vice president. 





The Denver Commercial Traffic Club held its tenth annual 
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meeting and “Past Presidents’ Night,” April 15 Officers electeg 
are: president, R. H. Hitt, the American Commission Company: 
vice president, J. W. Day, the Hardesty Manufacturing Company 
and secretary-treasurer, C. J. Hotchkiss, who was re-elected tor 
the fifth time. Directors elected are: E. L. Adams, the McPhe 
& McGinnity Lumber Company, and W. F. Burr, the Daniels ¢ 
Fisher Stores. The secretary’s report showed an average gt. 
tendance at meetings for the last year of 91 per cent of the 
total membership. Among subjects considered by the club ip 
its discussion in the last year were the Howell-Barkley bill, the 
express rate case, motor transportation, the Gooding bill, ¢op. 
solidation of cars, section 16 of the act, and section 28. 





The Traffic Club of Minneapolis held its “Illinois Centrq 
Day,” April 23. President C. H. Markham, of that road, spoke op 
“Some Benefits of Railway Efficiency.” The club is conducting 
a membership campaign. Seats have been reserved for men. 
bers of the club at the opening game of the baseball season, 
between Minneapolis and Louisville, April 29. 





The Traffic Club of New York will hold its annual enter. 
tainment and Ladies’ Night in the grand ball room of the 
Waldorf-Astoria, April 28. A “Society Cabaret” will be presenteg 
by professional talent. 





The Traffic Club of Kansas City met at luncheon, April 21, 
Dr. Cora Johnstone Best, representing the U. S. Bureau of Con. 
mercial Economics, gave an illustrated lecture on her travels 
of the Columbia River. The club will attend the opening game 
of the baseball season, between Kansas City and Toledo, April 29, 





The Traffic Club of the Jamestown Chamber of Commerce 
held its monthly dinner and meeting, April 15, at the Hotel 
Jamestown. R. S. Parsons, vice president of the Erie, spoke on 
early phases of transportation, and W. J. McGarry, manager of 
the open car section, the car service division, the A. R. A, 
spoke on the regional advisory boards. 





The Traffic Club of St. Louis met at luncheon, April 20. A 
four reel moving picture entitled, “Rolling Romance,” was ex- 
hibited. 





The Pacific Traffic Association held a meeting at the Trans- 
portation Club, Palace Hotel, San Francisco, April 14. Wilmer 
Seig, manager, the California Fruit Distributors, and E. J. 
Foulds, attorney, the Southern Pacific, were the speakers. 





The Traffic Club of Baltimore met at luncheon, April 7. 
John E. Boisseau, vice president, the National Union Bank of 
Baltimore, spoke on “Baltimore.” The club has enrolled 35 new 
members in the last month. 





The Traffic Club of Memphis held a luncheon at the Hotel 
Gayoso, April 20. The club is planning a golf tournament. 





The Bridgeport Traffic Association will hold a business meet- 
ing at the University Club, April 27. 





The Capital District Traffic Association of the state of New 
York was organized at meetings February 16 and April 2. At 
the first meeting in Albany, the by-laws and constitution were 
drawn up and nominations made for officers. At the second 
meeting, the following officers were elected: president, D. G. 
Kibbey, the A. P. W. Paper Company; vice presidents, G. T. 
Russell, Ludlum Steel Company; C. F. Beck, the Delaware & 
Hudson, and W. E. Savage, the Southern Pacific; secretary, C. L. 
Ferguson, Eastern Tablet Corporation, and treasurer, R. J. 
Mahon, the Knickerbocker Portland Cement Company. At the 
meeting, April 2, H. G. Williams, A. G. T. M., the General Electric 
Company, spoke on the method of shippers and railroad repre 
sentatives working in the common cause. He pointed out the im- 
portance of the transportation system to the welfare of the 
country and said that the railroads should be treated by every 
shipper as an integral part of his equipment for the production 
and distribution of goods. He urged co-operation as the best 
means of developing the transportation system of the country 
and of settling traffic problems. According to the announcement 
of the new club, it does not differ materially from other similar 
organizations, and membership is open to all persons of go0d 
character interested in transportation. The club already has 
85 members enrolled. It plans to hold regular meetings on the 
first Thursday of every month and, at these meetings, to have 
entertainments and discussions of transportation matters. 





The Cincinnati Traffic Club will hold a meeting at the Sinton 


Hotel, May 5. H. A. Worcester, vice president of the Big Fou! 
and chairman of the executive committee on Cincinnati’s pro 


posed freight terminals, will be the speaker. 
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DENVER, COLORADO io 


Kennicott-Patterson Transfer Co. 
STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


MEMBERS A.W A. O.W.A. 


CLEVELAND 


BU/ILOS BETTEF BUSINESS 
MERCANTILE WAREHOUSING AND DISTRIBUTING 


Trucking — Distributing 
Forwarding 


LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


524 Eighth SQ. DETROIT 


UNION 
‘TRUCKING 
COMPANY 
nein ee Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Ine. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 











CHICAGO 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


near Taylor St. 





Great Lakes Warehouse Corp. 
HAMMOND, INDIANA 


DISTRIBUTION and WAREHOUSING 


FOR THE GREAT CALUMET DISTRICT 
250,000 Sq. Ft. — 32-Car Siding — 40-Car Cold Storage Ready April 1, 1925 


Merchandise Storage and Pool Car 
ciae's sod Kann cers DStribution — ».carroa 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 
Serving New York 


and Pennaloawa From the Hub 


— aed saneel Satroueie ovens asl ped two densely 
popula tes whic ve mn y great uying- ond 
Served ie—Lackawanna—Pennsy vania—Lehigh alley 

Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’ n, ELMIRA, N. Y. 
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Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 
27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 





Kedney Warehouse 


Minneapolis—St. Paul Grand Forks, 


ee OF | 
a” 


FOR SERVICE 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
. TOLEDO, OHIO 


Newly Comgainnet, Fireproof, Low Insurance. General Pa tentin Storage. 
Private Track Nickel Plate R.R. Pool od Distribution. 
Write Us Your Requiremen 


SOUTH BEND, IND. 
WARNER WAREHOUSE CO. 


paerch andise Storage and Di tribution 
ae W c¢ Cen Sidins y u his 
1 ks eerie 








Most Up-to-Date Warehouse 
in Michigan 






pact Cars. 
Latest and Best Equipment for Handling. 


General Merchandise Storage 


Pn ae Dt Guaranteed. 


Nego , +; 5: -) ~~~ 
Pool Car Distribution 






Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 
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BIG ROAD FIGURES 


Large Class I roads, having annual operating revenues above 
$25,000,000, had an aggregate net railway operating income of 
$110,350,200 in the two months ended with February, as com- 
pared with $105,557,283 in the same period of 1924, according to 
statistics compiled by the Bureau of Statistics of the Commis- 
sion on operating revenues and operating expenses of large 


steam roads for January and February, 1925 and 1924. 
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In 


February the net railway operating income was $54,978,568, as 
compared with $61,081,808 in February, 1924. 
The list of roads, their operating revenues, operating ex- 
penses, net railway operating income and operating ratio for 


February, 1925 and 1924, follow: 


Operating 
revenues 


$383,997,591 
1924 405,838,928 


Total—Roads oepenes 


i] 
or 


New England Region: 
Boston & Maine— 


Operating 
expenses 


$300,572,025 
317,509,432 


1925 6,207,732 5,101,933 
1924 6,301,900 5,270,642 
New York, New Haven & Hartford— 
1925 9,814,737 7,280,120 
1924 9,690,100 7,690,783 
os ahes Rages: 
elaware udson— 
1925 3,837,368 3,084,938 
1924 3,747,617 3,198,806 
Delaware, Lackawanna & Western eae 
1925 6,675, 5,198,807 
1924 6, 769, 233 6, 421, 318 
Erie (including Chicago & Erie)— 
‘ . 1925 9,057,023 7,770,645 
1924 10,026,880 8,029,037 
Lehigh Valley— 
¥s 1925 5,819,772 4,658,870 
1924 5,839,731 4,852,446 
Michigan Central— 
” 1925 6,633,822 4,791,045 
1924 7,560,150 5,313,099 
New York Central Cogeing, pee. & eg fo 
8,168,881 213,500 
isse 30 128, 250 3 "478, "529 
New York, Chicago & St. Louis— 
1925 4,122,258 3,133,428 
1924 4,620,541 3,434,163 
Pere Marquette— 
1925 2,964,851 2,273,640 
1924 3,532,952 2,970 
Pittsburgh & Lake Erie— 
1925 2,817,740 2,181,081 
1924 3,039,999 2,362,166 
Wabash— 
1925 5,126,694 3,998,090 
1924 5,476,157 4,279,308 
Central Eastern Region: 
Baltimore & Ohio— 
1925 17,109,559 14,180,127 
1924 18,497,990 15,332,064 
Central of New Jersey— 
1925 4,207,210 3,287,884 
1924 4,151,766 3,646,985 
Chicago & Eastern — 
1,887,772 1,722,025 
2, ‘400, "183 2,073,667 
Cleveland, Cincinnati, “Chicago & St. uis— 
192 6,838,383 5,037,703 
oat 7,403,398 ,631,671 
Elgin, Joliet & Eastern— 
1925 2,215,657 1,425,439 
1924 2,133,591 1,520,034 
Long Island— 
1925 2,389,463 2,058,935 
1924 2,283,300 2,015,353 
Pennsylvania— 
. 1925 49,807,674 42,213,394 
1924 52, 778, 147 43,586,304 
Reading— 
1925 7,521,176 5,495,012 
1924 7,789,064 2,910 
Pocahontas Region: 
Chesapeake Ohio— 
1925 8,557,518 6,559,504 
1924 8,575,296 6,499,923 
Norfolk & Western— 
1925 7,795,152 5,196,178 
1924 7,621,695 6,236,415 
Southern Region: 
Atlantic Coast Line— 
1925 8,393,573 5,106,877 
1924 8,210,779 5,137,756 
Central of Georgia— 
1925 2,345,513 1,802,136 
1924 2,250,892 1,715,761 
Tilinois Central— 
1925 11,661,542 8,738,168 
1924 13,083,412 9,558,588 
Louisville & Nashville— 
1925 11,218,042 8,745,843 
1924 11,415,611 9,207,859 
Seaboard Air Line— 
1925 4,953,597 3,819,080 
1924 4,826,860 3,583,663 
Southern— 
1925 11,335,919 8,243,213 
1924 11, 413, 351 8,587,736 
Yazoo & Mississippi ‘Val ley— 
925 1,860,054 1,288,756 
i924 1,731,923 1,234,216 


Oper- 


Net railway 
operating 
income®*® 


$54,978,568 
61,081,808 
628,514 
555,971 


1,612,125 
1,246,701 


692,466 
494,386 


981,676 
950,315 


636,020 
1,479,030 


737,832 
692,421 


1,446,190 
1,685,696 


3,861,630 
4,450,385 


639,345 
779,835 


559,598 
621,317 


856,545 
868,890 


601,957 
624,183 


1,800,482 
2,021,100 


441,215 
57,939 
2,891 
184,206 
1,262,150 
1,131,766 


471,393 
374,512 


274,184 
211,780 


4,989,170 
6,332,279 


1,732,062 
1,601,695 


1,706,975 
1,809,185 


2,240,804 
1,007,506 


2,580,735 
2,500,737 


400,278 
429,597 


2,063,739 
2,671,327 


1,914,892 
1,896,503 


704,212 
941,507 


2,207,333 
1,929,879 


414,609 
372,279 


ating 
ratio 

(per 
cent) 


78.3 
78.2 


80.4 
85.4 


77.9 
80.1 


85.8 
80.1 


80.1 
83.1 


72.2 
70.3 


78.9 
77.9 


76.0 
74.3 


76.7 
75.1 


17.4 
77.7 


78.0 
78.1 


Operating Operating 


revenues expenses 
Northwestern Region: 
Chicago & North Western— 
= 10,266,392 8,873,915 


924 mt 005, 444 9,662,499 
Chicago, Milwaukee. 3, 


i 5 565, 960 9,392,536 
1922 12, 932, 916 3° 345, 814 
Chicago, St. Paul, < e & Omah 
925 144,577 ~ 1,604,549 
1924 2; 324, 856 1,828,735 


1925 6,749,712 5,347,401 
1924 6, 943, 801 5, 713,951 
Minneapolis, St. aS Sault Ste. Mar 


rie— 
3,333, an 2, 676,772 


Great Northern— 


1924 3, 301,5 2'383, 477 
Northern Pacific— 
1925 6, ty 583 5,240,594 
= 7,264,439 5,508,789 
Oregon-Washington R. R. & Neviestion ’ os 
1925 ,885,361 598,954 
1924 2 379,365 i 704, 236 


Central Western Region: 

Atchison, Topeka & Santa Fe— 

1925 14,037,642 10,132,972 
1924 14,386,032 10,829,426 


_ 2,189,158 1,742,905 


1924 ... 309,523 1,958,604 
Chicago, Burlington £ au 


“— 430, 376 9,071,820 
ieee a8. 232, "456 9,904,509 

Chicago, Rock Island & Pacific— 
1925 9,290,284 7,363,461 
1924 9, 674, 590 7,371,593 

Denver & Rio Grande. a ern— 
2,280,405 1,886,488 
1924 2 273, 536 1,879,025 
Oregon Short Line— 
aes 2,239,430 1,712,818 
1924 b 720, 281 2,025,970 

Southern Pacific a System)— 

1925 14,030,892 11,432,971 
1924 15, 903, 238 12,222,590 


Chicago & Alton— 


Union Pacific— 


1925 6,833,070 4,943,011 
1924 8,228,151 5,600,215 
Southwestern Region: 
Galveston, Harrisburg & San Antonio— 
1925 1,927,398 1,530,542 


1,973,315 1,672,284 


1924 
Gulf, Colorado & Santa Fe— 
1925 2,312,396 1,776,703 


1924 2,111,186 1,824,753 
Missouri-Kansas-Texas— 

1925 2,602,422 1,703,055 

1924 2; 587, 525 1,747,511 
Missouri-Kansas-Texas of Texas— 

1925 1,817,652 1,322,093 

1924 1,569,840 1,186,589 
Missouri Pacific— 

oe SS 
St. Louis-San Francisco— MAT ; 

ised 6866 4oF “bones? 
Texas & Pacific— lar 

1925 2,640,887 1,927,458 

1924 2,624,320 1,913,826 
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Net railway ratio 
operating (per 
income® cent) 


341,090 
1,298,354 


1,033,745 
1,373,022 


335,107 
308,415 


748,388 
668,330 


300,448 
164,178 


860,271 
1,466,771 


45,375 
427,803 


2,696,883 
2,703,421 


206,966 
154,880 


1,345,683 
2,156,672 


981,571 
1,407,314 


259,018 
275,787 


256,553 
348,973 


1,170,241 
2,321,673 


1,238,683 
1,903,275 
239,892 
199,847 


328,930 
107,197 


716,896 
711,540 


250,602 
176,379 


1,098,323 
1,024,515 


1,561,411 
1,459,677 


501,470 
500,858 


86.4 
80.5 
81.2 
80.0 


74.8 
78.7 


79.2 
82.3 


80.3 
87.3 


82.1 
75.8 


84.8 
71.6 


72.2 
75.3 


79.6 
84.8 


79.4 
74.9 


79.3 
76.2 


82.7 
82.6 


76.5 
74.5 


81.5 
76.9 


72.3 
68.1 
79.4 
84.7 


76.8 
86.4 


65.4 
67.5 


72.7 
75.6 


79.7 
81.4 


70.4 
72.2 


73.0 
72.9 


The corresponding figures for the two months ended with 


February follow: 


Total—roads reported— 
1925 $792,931,165 $625,293,537 
1924 803, 087, 734 643,442,203 
New England Region: 
Boston & Maine— 


1925 12, 492,224 10,555,691 


1924 2.61%, 574 11,050,390 
New York, New — & Hare ford— 


192413" iif 24 sasarado 
Great Lakes Region: — =e 
Delaware & Hudson— 
1925 7,346,105 6,214,838 


1924 7, 217, 495 6, 569, 653 
Delaware, Lacheusaen & Western yee 
1925 10,7 700,026 


1924 13, 76, 317 1,028,500 
Erie (including Chicago & Erie)— 

1925 17,684,721 15,667,666 
1924 19,410,742 16,136,137 


1925 11,572,549 9,625,782 
1924 11,810,851 10,218,758 


1925 38, 619,727 9,817,180 
1924 4652, 819 10, 612, 159 
New York Central dneluaing Boston & Albany)— 
1924 Bo. 704 Te? aT, 013 365 

New York, Chicago x! tae Louis— 
8,732,793 6,580,585 
1928 8,990,445 7,037,594 


1925 6,172,977 4,749,813 
1924 6,629,731 5,276,660 
Pittsburgh & Lake —" 


5,772,305 4,497,270 
1924 6,048,560 4,790,515 


1925 10,532,955 8,307,195 
1924 10,478,520 8,475,537 
Central Eastern Region: 
Baltimore & Ohio— 
1925 35,187,532 29,113,161 
1924 36,947,728 31,211,340 


Lehigh Valley— 


Michigan Central— 


Pere Marquette— 


Wabash— 


a 350,200 
5,557,283 


977,689 
647,999 
3,024,203 
2,336,808 
987,492 
529,253 


1,820,994 
1,864,481 


838,589 
2,308,373 


1,106,999 
7,931 


3,000,915 
3,046,307 


7,577,998 
8,456,384 


1,498,097 
1,178,323 


1,109,306 
848,092 


1,737,273 
1,630,936 


1,193,203 
51,725 


3,808,559 
8,495,561 


78.9 
80.1 


84.5 
87.6 


80.5 
84.6 


91.0 


78.9 
80.1 


88.6 
83.1 


83.2 
86.5 


72.1 
72.4 


79.9 
78.7 


75.4 
78.3 


76.9 
79.6 


77.9 
79.2 


78.9 
80.9 


82.7 
84.5 
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SOBURN pSTORAG Saar 
ARE US 







Henry Coburn Storage & Warehouse Co., Indianapolis 
Orders Filled and Enroute the Day Received. No Trap Car Delays. 
We Operate Our Own Truck Equipment. 
m= Merchandise Storage — Quick Shipments — Distribution Cars 
“Coburn Service for Efficiency’’ 


KENT ENT STORAGE COMPANY 


GRAND RAPIDS ~ LANSING ~ BATTLE CREEK 


MERCHANDISE AND COLD STORAGE—POOL CARS—DISTRIBUTION 


EIGHT WAREHOUSES—300,000 SQUARE FEET 
Located in Michigan’s Jobbing Centers. Main Offices: 


a 2 














GRAND RAPIDS, MICH. 


















HA RTMAN’S 


ERN FREIGHT RATS 


Service that has satisfied the most exacting traffic 
representatives since 1908. 


The only publication of Freight Rates for shippers 
that covers both Class and Commodity Rates and 


makes reference to the tariffs from which the informa- 
tion is taken. 


A convenient record of rates issued in loose leaf 
form and served with a monthly distribution of revised 
pages covering changes. 


Issued for the benefit of shippers who want to know 
their Freight Rates without the high cost of maintain- 
ing a file of Railroad tariffs. 


This service can be placed in your traffic or shipping 
department at a subscription cost of $30.00 per year. 











ene Pages and Endorsements from Eaees trons who have 
used the service since 1908 will be furnished on request. 














W. J. HARTMAN, PUB. 
732 Federal Street - Chicago, U. S. A. 


Attach to Your Letter Head and Return. 
W. J. HARTMAN, PUBLISHER 

732 Federal St.,,Chibago 
Send sample pages and endorsements of Hartman's Western Freight Rates 


A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITOR Y 


MERCHANDISE STORAGE AND FORWARDING = FIRM..oecssessssssssesssesseesssssssessscssscssceseeescesiess 
SPECIALIZING ON POOL CARS 


ADAMS TR ANSFER & STOR AGE C0. Se A TERE EY ELI Sa see 1M 


228-36 WEST FOURTH STREET Z . , iittala i 


No matter where your 
ina position to make promn 


e St. Louts Gatewai 


TO POINTS IN THE GREAT MARKET 
OF THE WEST AND SOUTHWEST : 


IF YOU USE THE ADVANTAGES OF THE | 


a =  Armammoeh unit grec i handling cotcatition tre 4 in y oh 


our 


"facilities Columbia Terminals Company 


ST.LOUIS 
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Central of New Jersey— 


1925 8,663,913 6,732,677 1,021,246 177.7 
1924 8,503,854 7,712,726 d 151,669 90.6 
Chicago & Eastern Illinois— 
1925 4,369,510 3,807,956 260,405 87.1 
1924 4,971,815 4,246,224 450,131 85.4 


Cleveland, eae eee & St. Louis— 


925 14,675,716 10,764,267 2,791,278 73.3 


1924 14,522,547 11,517,033 1,798,858 79.3 
Elgin, Joliet & Eastern— 
1925 4,468,396 2,891,064 934,924 ,64.7 
1924 4,148,721 3,010,564 589,137 72.6 
Long Island— 
. 1925 4,817,510 4,326,584 345,325 89.8 
1924 4,582,615 4,127,686 313,439 90.1 
Pennsylvania— 
1925 103,125,949 87,394,659 9,905,574 84.7 
1924 103,445,540 85,795,339 11,629,915 82.9 
Reading— 
1925 15,180,791 11,360,327 3,217,144 74.8 
1924 15,421,683 12,244,050 2,712,521 179.4 
Pocahontas Region: 
Chesapeake & Ohio— 
1925 17,790,069 13,630,355 3,552,844 76.6 
1924 16,664,622 12,858,253 3,299,506 77.2 
Norfolk & Western— 
1925 16,062,258 10,905,991 4,434,970 67.9 
1924 15,132,238 12,353,805 1,953,569 81.6 
Southern Region: 
Atlantic Coast Line— 
1925 15,866,475 10,422,941 4,165,238 65.7 
1924 15,577,671 10,186,763 4,351,960 65.4 
Central of Georgia— 
1925 4,524,366 3,676,820 619,674 81.3 
1924 4,341,057 3,419,488 726,894 78.7 
Illinois Central— 
1925 24,705,702 18,773,380 4,147,135 76.0 
1924 26,421,755 19,915,342 4,892,385 75.4 
Louisville & Nashville— 
1925 22,987,369 18,088,322 3,815,817 78.7 
1024 22,128,140 18,775,673 2,717,245 84.8 
Seaboard Air Line— 
1925 9,753,422 7,734,420 1,248,337 79.3 
1924 9,578,697 7,364,110 1,623,808 76.9 
Southern— 
1925 22,991,262 17,042,143 4,287,479 74.1 
1924 22,755,544 17,492,233 3,681,411 76.9 
Yazoo & Mississippi Valley— 
1925 3,794,632 2,660,201 825,112 70.1 
1924 3,504,807 2,864,322 690,584 73.2 
Northwestern Region: 
Chicago & North Western— 
1925 21,761,425 18,278,041 1,323,639 84.0 
1924 23,521,736 19,535,408 1,905,221 83,1 
Chicago, Milwaukee & St. Paul— 
1925 24,519,533 19,828,758 2,409,815 80.9 
1924 25,327,749 21,003,925 2,000,535 82.9 
Chicago, St. Paul, Minneapolis & Omaha— 
1925 4,482,345 3,430,645 649,421 76.5 
1924 4,560,917 3,762,734 413,006 82.5 
Great Northern— 
1925 13,906,824 11,004,437 1,556,404 79.1 
1924 13,593,402 11,268,518 1,220,368 82.9 
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Minneapolis, St. rome Sault Ste. Marie— 


6,831,772 5,691,201 392,444 83.3 

1924 6,469,627 5,780,145 171,837 89.3 
Northern: Pacific— 

: 1925 13,391,544 11,057,447 1,620,357 82.5 

1924 13,870,587 11,171,611 1,976,191 80.5 
Oregon-Washington R. R. & Navigation Co.— 

1925 3,986,117 3,408,748 100,196 85.5 

1924 4,698,400 3,528,873 689,167 75.1 

Central Western Region: 

Atchison, Topeka & Santa Fe— 

1925 29,190,404 21,005,659 5,582,162 72.9 

1924 28,912,397 22,515,557 4,528,886 77.9 
Chicago & Alton— 

1925 4,879,482 3,831,618 569,139 78.5 

1924 5,031,961 4,060,369 583,293 80.7 
Chicago, Burlington & Quincy— 

1925 24,830,412 19,607,901 3,165,247 79.0 

1924 26,259,122 20,562,368 3,498,263 78.3 
Chicago, Rock Island & Pacific— 

1925 19,378,169 15,397,046 2,135,758 79.5 

1924 19,053,526 15,225,267 1,945,168 79.9 
Denver & Rio Grande Western— 

1925 4,929,542 4,081,141 568,800 82.8 

1924 4,825,291 4,083,891 483,377 84.6 
Oregon Short Line— 

1925 4,999,597 3,637,932 824,737 72.8 

1924 5,536,533 4,093,821 795,177 73.9 
Southern Pacific (Pacific System)— 

1925 29,002,585 23,577,768 2,805,677 81.3 

1924 31,483,002 24,614,343 4,060,291 78.2 
Union Pacific— 

1925 14,356,878 10,365,600 2,693,489 72.2 

1924 16,145,662 11,006,077 3,749,874 68.2 

Bouthwestern Region: 

Galveston, Harrisburg & San Antonio— 

1925 3,759,539 3,027,071 420,894 80.5 

1924 4,033,723 3,520,386 300,265 87.3 
Gulf, Colorado & Santa Fe— 

1925 4,825,612 3,564,827 831,128 73.9 

1924 4,194,783 3,576,036 262,749 85.2 
Missouri-Kansas-Texas— 

1925 5,529,480 3,589,295 1,586,601 64.9 

1924 5,199,276 3,706,844 1,269,431 71.3 
Missouri-Kansas-Texas of Texas— 

1925 3,791,916 2,861,914 387,114 75.5 

1924 3,256,728 2,481,949 306,639 76.2 
Missouri-Pacific— 

1925 21,065,403 16,776,102 2,370,527 179.6 

1924 18,915,835 15,602,943 1,955,533 82.5 
St. Louis-San Francisco— 

1925 13,874,102 9,695,776 3,318,230 69.9 

1924 13,158,395 9,484,601 3,015,241 72.1 
Texas & Pacific— 

1925 5,441,405 4,167,307 784,422 176.6 

1924 5,354,953 3,993,078 894,904 74.6 





*“Net railway operating income’”’ is derived from “Railway _oper- 
ating income,” modified by debits and credits arising from ‘‘Equip- 
ment rents” and “Joint facility rent.’’ 





MARKHAM REPLIES TO COMBS 


Editor The Traffic World: 


Because of the interest you have taken in my first two 
letters to The Chicago Daily News concerning inland waterways 


I am sending you herewith a copy of my third letter, which is 
being mailed today. 


I have written this letter, not because I want to prolong the 


discussion unnecessarily, but because I want to have my position 
clearly understood. 

I have read the editorial entitled “Waterway Transporta- 
tion” in The Traffic World of April 18 and want to commend 
you for the splendid presentation of the subject. In an extremely 
short space you have written a veritable text book on the ques- 
tion of waterway development. , 


C. H. Markham, President, 


Chicago, April 22, 1925. Illinois Central R. R. Co. 


It is not my desire to prolong unnecessarily the discussion that 
has grown out of the editorial published in The Chicago Daily News 
February 2 commenting on my statement that all the inland water- 
ways planned would not make a dent in our transportation problem. 
However, the article by Mr. P. S. Combs that was published in The 
Daily News April 13 (Traffic World, April 11) and was referred to 
in an editorial published April 15 seems to make some further dis- 
cussion necessary. 

The orignial question of our discussion was whether all the in- 
land waterways planned would make a dent in our transportation 
problem. In discussing that question, I have already shown that the 
total amount of freight carried on all the inland waterways we now 
have was only 43,188,000 tons in 1920, and only 38,491,000 tons in 1922. 
The railroads carried 1,362,999,293 tons of freight in 1920, and 1,111,- 
822,446 tons in 1922. These tonnage figures for the railroads, like the 
foregoing tonnage figures for the inland waterways, are net, after 
the elimination of duplications. Each ton carried is counted only 
once, regardless of how many railroads take part in the transpor- 
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tation of it. The entire inland waterway tonnage of the country in 
each of these two years was, therefore, only slightly more than 3 
per cent of the total railway tonnage of the country. 


In his article published February 24 Mr. Combs asserted that 
the waterways carried 702,365,131 tons of freight in 1920. This figure 
includes all foreign commerce exported and imported through our 
seaports, the commerce carried on the Great Lakes, the intracoastal 
and intercoastal commerce of the United States and its non-con- 
tiguous possessions and the extensive duplications caused by count- 


ing inland, coastwise, and Great Lakes waterway tonnage two or more 
times. 


These extensive duplications are the result of tonnage statistics 
being reported separately for each individual waterway project de- 
veloped by the federal government. They are reported separately in 
order to compare the expenditures made on ‘each project with the 
tonnage handled on that project. The Mississippi River between St. 
Louis and New Orleans is divided into four stretches—between St. 
Louis and Cairo, between Cairo and Memphis, between Memphis and 
Vicksburg, and between Vicksburg and New Orleans—and the im- 
provement of each stretch for navigation is a distinct engineering 
project. Moreover, there are distinct engineering projects for the 
improvement of the river harbors at St. Louis, Memphis, Vicksburg 
and New Orleans. It is, therefore, possible that a ton of freight 
shipped from St. Louis to New Orleans will be counted eight times 
—once for each stretch of the river traversed and once for each river 
port touched. The fact that a ton so counted appears in the record 
eight times does not controvert the fact that it is only one ton of 
freight. The government reports make it plain that these duplica- 
tions occur, and, for the information of those who desire to know 
the number of tons actually moved on various classes of waterways, 
the duplications are-eliminated, and the figures are reported separately 
for the various classes of waterways. From such a report, with 
duplications eliminated, comes my information that the inland water- 
ways carried 43,188,000 tons of freight in 1920. 

Notwithstanding that the 702,365,131 tons referred to by Mr. Combs 
is approximately seventeen times as great as the actual tonnage of 
the inland waterways, Mr. Combs still urges its use to discredit my 
statement that all the inland waterways planned would not make 24 
dent in our transportation problem. 

Taking this greatly expanded figure, Mr. Combs compares it with 
a figure concerning railway tonnage that is also incorrect for the 
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purpose at hand—a figure arrived at by adding together the total 
number of tons carried by each railway system, without eliminating 
the duplications resulting from counting interline traffic two or more 
times. This figure is 2,305,842,940 tons. Since this figure for the rail- 
roads is only about double their actual tonnage, as compared with a 
figure for the inland waterways that is seventeen times their actual 
tonnage (because of vast duplications and the inclusion of tonnage not 
handled on inland waterways), the relationship appears more favor- 
able for the inland waterways than it really is. The ratio between 
inland waterway tonnage and be snes A i e- y le to be 30.4 per 

hen it is in fact approximately per cent. * 
-_ same figures are also used by Mr. Combs in a comparison 
of the relative amount of service performed by the railroads and by 
the inland waterways per unit of capital invested. For the capital 
invested in the railroads Mr. Combs takes the tentative valuation 
placed on railway properties by the Interstate Commerce Commission 
for rate-making purposes, which as of the end of 1919 was $18,900,- 
000,000. (In the four years 1920-23 the railroads added approximately 
two billion dollars to the value of their properties by improvements 
and extensions, making the Interstate Commerce Commission’s ten- 
tative valuation of railway property as of December 31, 1923, approxi- 
mately twenty-one billion dollars.) For a supposedly comparable 
figure on the capital invested in the waterways he takes the total 
appropriations by the government of $1,036,000,000. These figures on 
investment, like the figures on tonnage, are not properly comparable. 
Railway properties consist not alone of roadways; they include bil- 
lions of dollars worth of equipment, shop facilities and other prop- 
erties of many kinds. The appropriations made by the government 
for the improvement of waterways include harbors and connecting 
channels as well as inland waterways. On the other hand, they cover 
the cost of roadway facilities only; they do not include the cost or 
value of floating equipment, ship repair yards and other privately or 
municipally owned facilities comparable to a necessarily large part 
of the railway properties represented by their tentative valuation. 
Since both sets of figures are not comparable, the resulting comparison 

valid comparison. 

- = ance to the closing of navigation by ice in the northern 
part of the United States, Mr. Combs asserts that the bulk of the 
traffic can be moved while inland waterways in this part of the 
country are open to navigation. The fact is that approximately one- 
third of the total freight traffic carried by the railroads of the country 
in 1924 was handled during January, February, March, the first half of 
April and the latter half of December, the period when inland water- 
ways hereabouts were icelocked. During this period of 1924 the rail- 
roads carried nearly 127 billion tons of freight one mile, and during 
the entire year they carried nearly 389 billion tons of freight one 
mile. ; 

nature paralyzes a means of transportation during a period 
oe... Penna Bnet one-third of the year’s traffic is moved, it can 
not be expected that the employment of that means of transportation 
is likely to prove a material contribution to the solution of our trans- 

i “oblem. 
bortir. Combs raises a question about the pertinence of my state- 
ment concerning the effect on the railroads of losing their bulky, 
low-grade traffic to inland waterways. It is a common plea of the 
advocates of inland waterways that this character of traffic is bur- 
densome to the railroads and that, hence, the railroads stand to gain 
by the development of whatever means of transportation will relieve 
them of the “burden.’’ One of the most notable advocates of inland 
waterway development in this country is Major-General Harry Tay- 
lor, Chief of Engineers, United States Army, who is directing the 
expenditure of federal government funds for inland waterway im- 
provement. In an article published in The Christian Science Monitor, 
December 2, 1924, General Taylor said: ‘““The waterways can relieve 
the railroads of peak loads and long bulk hauls which are a burden 
on the latter.’”’ My statement to the effect that the country can ill 
afford to have the railroads lose this character of traffic, because it 
produces their greatest profits, was made in reply to the commonly 
expressed and commonly accepted misstatement of fact of which this 
is one example. 
r Cuasuvelnn the federal barge line on the Warrior River, Mr. Combs 
asserts that “it has been able to pay all expenses, lay aside a large 
surplus to pay off war-time purchases and show a margin of profit.” 
The government’s reports show that in the four fiscal years ending 
June 30, 1924, the Warrior barge line sustained a deficit of $1,583,706, 
before setting aside any part of current revenues to take care of 
the depreciation of equipment that was being worn out in service in 
that time. Add depreciation charges, and the total deficit incurred 
in these four years was $2,052,630. In the period from its inception 
down to June 30, 1924—not quite six years—its total deficit, including 
charges for depreciation, was $2,941,037. 


The federal barge line on the Mississippi River incurred a deficit 
in the four years ending June 30, 1924, of $167,874, before providing 
for the replacement of equipment that was being worn out in serv- 
ice. Add depreciation chages, and the total deficit incurred in these 
four years was $1,389,720. In the period from its inception down to 
June 30, 1924—not quite six years—its total deficit, including charges 
for depreciation, was $2,921,461. ; 

It will therefore be seen that the Mississippi and Warrior barge 
lines combined incurred a total deficit in nearly six years of $5,862,498. 

I do not want anyone to misunderstand my attitude toward in- 
land waterways. My only purpose in entering into a discussion of 
inland waterways is to lend what influence I may have to a sane, 
thorough consideration of the transportation problem in all its as- 
pects. I never have been, am not now and never will be opposed to 
the development of inland waterways that are commercially justifi- 
able. With our great interiors remote from the seaboard, the future 
of our nation depends upon the development and use of the most 
efficient and most economical means of transportation possible, 
whether it be by rail, water, road, or air. Whatever is for the best 
interests of the country, even if it may seem to be against the best 
interests of some particular group of us, will in some way work 
around for the best interests of us all. I am no more against inland 
waterways than I am against railroads, I believe a railrodd ought 
not to be built without careful study of the needs of the territory, 
of the amount of traffic that can reasonably be expected to move 
over it and of the relationship between its cost and the value of its 
service to the public. I ask only that the same principles be applied 
in fairness to contemplated inland waterways. If inland waterways 
can meet these tests better than the railroads can, I am for them. 
If they cannot, we all ought to be against them. 

Whatever is done about inland waterways should not be done 
in the dark. It should not be done under the impulse of good inten- 
tions unsupported by the facts or supported by facts that are only 
partly understood. This gets us back to the original question of our 
discussion. The railroads are our main reliance for transportation. 
Because of our great distances, the nature of the traffic that is car- 
ried over this great expanse of territory and the eminent qualifica- 
tions of the railroads for performing that service, they must continue 
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to be our main reliance for transportation. Their capacity can be ex- 
panded almost without limit. We mislead the public when we en- 
courage it to expect that inland waterways possess possibilities of 
development that can do more than supplement to a very limited 
degree the railroads in the performance of this task. 


WATERWAYS TRANSPORTATION 
Editor The Traffic World: 


In your issue of April 18, 1925, you dealt with the subject 
of waterway transportation to some extent but did not attempt 
to expound the possible effect a Great Lakes-St. Lawrence deep 
waterway might have upon both American shipping, both by 
rail and by water which, of course, is of vital consideration to 
the whole country. 

As was stated in that*issue, our railroads of today are a 
thing in physical being. Most, if not all, of them are essential to 
the present and future well being of the country. No locality 
would tolerate the suggestion that its rail facilities be lessened, 
nor would it without the fullest showing of reasons agree to in- 
creases in rail charges. , 

While the Lakes-to-the-Gulf only bears indirectly upon the 
subject to be discussed, the Lakes-to-the-Ocean proposition bears 
directly upon that great amount of rail traffic that enters into 
the foreign commerce of the Unifed States. Take away from the 
rails a large portion of that traffic and there must, of necessity, 
be a readjustment of rates to a higher level on that traffic de- 
pendent on the railroads or the railroads must themselves go 
out of business. 

Provide a means whereby large vessels may reach back into 
the interior of this country as far as Duluth, Chicago, Detroit, 
Cleveland and Buffalo, and we fear it will be found much export 
traffic that now finds it way to the Atlantic seaboard by Ameri- 
can railroads will be missing, except, possibly, during the period 
when winter conditions make traffic on the St. Lawrence River 
impossible. Furthermore, this traffic would be lost to vessels 
sailing from American ports, as it would undoubtedly either go 
direct to destination in the ships in which it was loaded, or be 
trans-shipped at a Canadian port for export. 

Is there any reason to believe that the vessels which would 
load this cargo on the Great Lakes for export would fly the 
American flag. True, cargo moving from an American Lake port 
to a coast port of the United States would be carried in ships 
of this country, but, if American ships cannot get a foot-hold 
in foreign commerce when operating from our coast ports, is 
there any reason to believe they could do so when sailing from 
Lake ports? What, then, would be the result? We think it 
would be found that all that traffic which now moves for export 
by rail from the Lake regions would be lost to American carriers. 

It is true on export traffic moving from those localities 
mentioned, shipping and handling charges might be slightly 
lessened, but would not these savings be more than offset by 
the higher charges that would have to be exacted on traffic de- 
pendent entirely upon the rails for transportation? Would not 
a greater part of the country have to be taxed in higher freight 
charges to make up losses sustained by the diverted traffic? It 
would, or the rail facilities would have to be lessened; and once 
they were lessened so that the alternative of shipping by rail or 
water was removed, is it not likely the water rate would move 
upward? 

This country cannot, of course, object to a contiguous nation 
spending its own funds to deepen its waterways to receive deep 
sea or other vessels, but Americans should first be sure they are 
to get some benefit from such a project before they become will- 
ing to be taxed to defray the coast or any part thereof. We must 
not be mislead by the fact that some demand for this deep water- 
way comes from the American side of the border. 

At the Chamber of Shipping Banquet which concluded a 
meeting in London recently, Mr. Rudyard Kipling, in a forceful 
address, devoted to successful methods by which England’s great 
empire might be made still stronger, made this sententious 
statement: 





It is cheaper to induce your enemy to cut his own throat for what 


you have persuaded him are lofty motives than to do it for him 
against his will. 


Let us be sure we are to obtain at least a fifty per cent 
benefit from this project before we spend our money, and it is 
well to keep in mind that when talking of water-borne traffic 
with a seafaring nation like Great Britain one who speaks in 
terms of fifty-fifty does not get very far. 


Edwin H. Duff, 
Washington, D. C., April 21. 


Editor The Traffic World: 


Referring to the fine editorial in your issue of April 18 on 
“Waterway Transportation,” let me suggest for your thought and 
for the consideration of your readers that the scheme has not 
been sufficiently weighed as non-individual and, therefore, un- 
American. It contemplates taxing the people at large for the 
benefit of a few shippers of heavy commodities. As nobody who 
does not ride as a passenger or ship freight is required to sup- 
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port railways, why should people who want to ship by water 
expect the public to provide transportation for them? Nobody 
who does not use the street cars should be taxed to support that 
kind of service in a city. And a person not using electricity or 
gas in his house should not be taxed to support a lighting com- 
pany to illuminate the houses of others. 

The great idea in America is (or used to be) individualfsm. 
The government is supposed to keep its hands off the man and 
let him make his way. It is not doing that so much just now as 
it did formerly, but it will be corrected—if we do our duty. 

If there are any shippers in the country who think they can 
improve their condition by water service they should not ask 
the people at large to provide it. And, particularly, as you point 
out, they should not seek the aid of the taxpayer to affect dis- 
advantageously, if not to break down, a very efficient transporta- 
tion system which has made and paid its way. 

Another thing which the American advocate of waterways 
overlooks (for the obvious is seldom seen in this country, as 
Oliver Wendell Holmes once pointed out) is that perfectly good 
natural waterways, like the Hudson River, have lost out to rail 
carriers. The waterway is out of time—generally shippers will 
not have it. That was shown in England shortly before the 
World War, when the British government was unable to get 
takers of a proposal to guarantee tonnage to the canals at rates 
considerably below those of the railways if the government 
would rehabilitate the water routes. That was because business 
methods had, owing to the high service of the railways, under- 
gone radical changes. For example, a dealer in coal would not 
today consider ordering a barge-load and providing costly yards 
in a big city into which to unload it and then rehandle it when 
he can, by telephone, order delivered in the morning any num- 
ber of carloads and unload most of the consignment directly 
into the vehicles of his patrons, thus avoiding a large investment 
in city land and putting the money in his pocket even before he 
has paid for the coal himself. 

Some years ago, after much enthusiastic prediction by poor 
prophets, a boatline was established between Kansas City and 
St. Louis, and perhaps to points below, on the Mississippi. It 
went the way of the boatlines on the Hudson River and the boat- 
lines in England. On one trip it was found that the fuel con- 
sumed was worth more than the freight, which drew from a 
pert paragrapher the suggestion that on the next trip the crew 
burn the cargo and save the coal. 

I speak especially of the spirit of the scheme, which is so- 
cialistic, and which has as its bottom a desire to get something 
by the use of other people’s money. The plan, if carried out, 
would work not only an injustice to the rail carriers and a pref- 
erence for a few shippers who are perfectly competent to pay 
their way, but also an indefensible exaction from a taxpayer 
already as much mishandled by his government as the wooden- 
shod peasant was in France before the war. 


One of these days the American will awaken to the fact 
that he who is supposed to be the source of power and, there- 
fore, the master of his government, has lost his constitutional 
status and become its victim. His fondness for governmental 
interference in things not governmental, with the costly bureaus 
and poiltical fixers and tax-eaters that attend such departure 
from principle, has been his undoing. Although the poor sheep 
is pursued by legions of taxgatherers who, after shearing him, 
will probably try to skin him, still he wants, in addition to exist- 
ing bureaus and commissions without end, waterway bureaus in 
the States and in Washington! 

Such things make one think of what Lincoln said, that, if 
this government should perish, it will be by suicide. 

T. J. Norton, 
Assistant General Solicitor, A. T. & S. F. Ry. Co. 
Chicago, April 21, 1925. 


TEACHING TRANSPORTATION 
Editor, The Traffic World: 

I have read, with great interest, the editorial entitled 
“Teaching Transportation” appearing in the April 4 issue of 
The Traffic World. Your article is doubly interesting to me 
because it so thoroughly covers my own thoughts in every par- 
ticular. 

We have tried, are trying, and will always try, in our humble 
way, to raise the profession of traffic to a similar status as that 
of medicine, law, engineering, etc., and have at all times since 
the inception of our plan of training endeavored to use the 
highest and most scientific methods. 

It seems to me that you struck the key-note when you 
stated that, before this profession can make any marked develop- 
ment, it is mecessary that the executives, both railroad and 
industrial, be educated in the importance of having scientifically 
trained men in their employ, if the highest degree of efficiency 
is to be maintained and the profession grow as it should. 

Whether this will be achieved through the means of a 
conference of the leading educators in this line of work is a 
question. While I do not believe that it will directly aid in the 
development of the profession as much as a conference of lead- 
ing traffic executives would serve to do, I do think there is much 
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room for improvement in the manner in which enrollments are 
accepted, and the wholesale acceptance of students who have no 
aptitude for this particular kind of work might be stabilized by 
means of such a conference. 

The College of Advanced Traffic has always prided itself 
on the fact that it not only requires entrance examinations, 
but also that a student who is not fitted for the work is not 
permitted to enter, whether this be through the lack of sufficient 
education or the experience necessary to warrant us in feeling 
he could handle the work. 

The writer would be very happy if, through your influence 
or assistance, the necessary steps could be taken to have a 
general conference of all the traffic training institutions to raise 
the ethics of the profession, as well as a conference of leading 
traffic executives with a view to soliciting their cooperation in 
building up transportation to the highest degree of efficiency 
attainable. 

Chicago, Ill., April 16, 1925. Geo. A. Rautenberg, 

President, College of Advanced Traffic. 


Editor, The Traffic World: 

Your editorial on “Teaching Transportation” in the April 
4 issue of The Traffic World was well worth reading and should 
be studied carefully by all who are interested in the subject. 
I suggest that the university include in its investigation the 
class of students they desire to include in their classes. You 
suggest that they include in their survey the field for the student 
after completing the course. Evidently they have accepted your 
oft repeated statement published under the heading, “Positions 
Wanted or Open’—“Good traffic men are more than ever in de. 
mand.” I agree with you that there is no virtue in teaching a 
student a subject that would be of little use after completion, 
which is another reason why the class of students needed should 
be included. 

Your statement as to the situation in railroads is partly 
correct, but I also wish to point out that there are plenty of 
men now working in railroad offices who are fully capable of 
handling transportation problems; also that it is the carriers 
who are supplying the commercial houses with their trained 
men. The backbone of traffic knowledge is a thorough knowl. 
edge of rates and rate construction. This does not mean that 
the legal side of the question should be ignored, but a man who 
has checked rates on a big variety of commodities over a 
period of years naturally possesses a very good knowledge of 
interstate commerce law, etc. When this knowledge is supple. 
mented by a finishing touch of intensified training, he is the 
man who is capable of handling traffic problems efficiently. 

You state that you are willing to help put the idea over 
that education and intelligence are not only needed but wanted 
in the traffic field. What is your opinion of a course limited 
to efficient rate men; also, would it not be a long step in the 
right direction if all rate clerks, checking or quoting rates, 
were licensed by the state or the Interstate Commerce Com: 
mission? Lawyers, doctors, accountants, dentists and barbers 
are required to pass examinations; why not rate clerks? 

Chicago, Ill., April 15, 1925. Wm. C. McKiel. 


NEW ENGLAND BOARD PLANS 


The organization of a shippers’ regional advisory board 
for the New England States will be effected at a meeting, 
called by M. J. Gormley, chairman of the car service division 
of the A. R. A. at the Copley-Plaza, Boston, May 8. All 
branches of industrial activity to be found in that territory 
have been asked to send representatives. The temporary 
organization committee of the New England Shippers’ Regional 
Advisory Board will consist of 37 members, who will be asked 
to recommend additional members, so that every phase of 
industry, agriculture, and public opinion in the territory will 
have membership, not only in the organization activities, but 
in the permanent board. 





SOUTHERN TRAFFIC LEAGUE 


The Southern Traffic League held its seventh annual con- 
vention in Atlanta, Ga., April 17 and 18. A committee was ap- 
pointed to handle the subject of the general rate investigation 
under Docket 17000. The following officers were elected: Pres 
ident, W. S. Creighton, Shippers’ and Manufacturers’ Associa 
tion, Charlotte, N. C.; vice-presidents, A. G. T. Moore, T. Ms 
the Southern Pine Association, and G. W. Forester, T. M., the 
American Manufacturers’ Association, Atlanta; chairman of the 


board of directors, T. Y. Henderson, T. M., the Traffic Bureau of 
Nashville, Tenn. 





ABANDONMENT AUTHORIZED 


The Great Northern has been authorized to abandon 3 
branch line in Judith Basin county, Montana, extending from 


.a@ point on its main line passing track at Windham in a south 


westerly direction 4.7 miles. 

The Northwestern Pacific has been authorized to abandol, 
as to interstate and foreign commerce, a part of a branch line 
in Sonoma county, California, extending from a point nea 
Duncan Mills to Marcum, a distance of 2.46 miles. 
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No Flight of Fancy Can 
Picture the Fascination 


of Bryce Canyon 


OME with us to Southern Utah. Loose 

your imagination and you'll see thou- 
sands of fantastic giants and gnomes in 
bronze and onyx! Spires higher than the 
tallest skyscrapers! Minarets, pagodas, 
Obelisks, cathedrals! Fairy cities fash- 
ioned with the most intricate artistry !— 
all gleaming with countless colors of 
celestial radiance! 


But Bryce is only a part of the picture. There is 
a trio of new wonderlands in Southern Utah— 


Bryce Canyon — Cedar Breaks 


Zion National Park 
Season May 15 to October 15 


Only a few have been there. It’s still a frontier 
country but is now reached with all the comforts 
of modern travel. The Union Pacific has opened 
the way by providing sleeping car service, regular 
automobile tours over good roads and the latest 
style of National Park lodges and dining rooms. 


Side trip may be arranged to the North Rim of 
Grand Canyon through the Kaibab Forest. The 
trip is a memorable vacation adventure in itself, 
or may be made in connection with tours to Salt 
Lake City, Yellowstone, California or the Pacific 
Northwest. 


Send for Free Book in Natural Colors 


It is the only way we can tell you of the unbelievable 
coloring of this unique land; also contains complete 
practical information. Ask about low round trip sum- 
mer fares and personally escorted all-expense tours. 


W. H. Murray, General Passenger Agent 
‘Omaha, Neb. 


Union Pacific 
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Automatic V Expan'sion 


—as you open the 
drawer, the front tilts 
forward and thefollower 
tilts backward, auto- 
matically. 


; Ls eae 


|___ 


You can read the 
whole front form of any 
Tariff without removal. 





Remove only the Tariff 
or Supplement you need 
without distrubing any 
others. 


— 


As you close the drawer , 


all tariffs are safely 
compressed. 


Upright and Counter’ 


High Styles in All-Steel 
or Wood-Steel Con- 
struction; also in Hori- 
zontal Sections in 
Wood-Steel. 


The OnlyFilesthat 
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VIOMAIIC 


ing Convenience 


can be had in 
Al/-Srteel 


or improved 


Wood-Stee\ 


YEAR after year, since 1901, Automatic 
has steadily established itself in modern 
Traffic Offices everywhere. 

Many who wanted Automatic convenience 
and economy, but in All-steel construction, 
will be glad to know that their exact pref- 
erence can now be met. 

And others, who prefer genuine wood, can 
now have it in the recently perfected Auto- 
matic Wood-Steel — the finest of genuine 
cabinet woods with better operating, space 
saving steel interiors. 

Anyone not entirely familiar with the im- 
proved and completed Automatic Line, need 
only ask for our 30 DAY FREE TRIAL, 
to prove at our risk and expense, that— 
Automatic “V” Expansion will save half 
your Tariff Filing time and 20% of your file 
cost and floor space—and Automatic Com- 
pression will better preserve your Tariffs. 
There are other exclusive Automatic advan- 
tages we would like to tell you about. Send 
for No. 24T (Wood-Steel Files), No. 26T 
(All-Steel Files), No. 25T (Systems), No. 
23T (Desks). 


Automatic File & Index Co. 
General Offices, 
E. 10th St., 
Green Bay, Wis. 

If located in fol- 
lowing cities call: 
Chicago Branch, 

40 S. Wells St. 
New York City, 

11 E. 36th St. 
Los Angeles, 
420 3S. Spring. 


San Francisco, 
60] Mission. 


New Counter Hich 
Automatic Tariff Unit 











Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and w'de knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. ~~ 


The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Ld 


Tariff Provisions—Failure of Shipper to Comply with Precludes 
Application of Rates 

Oregon.—Question: Rule 30, section 2, of Consolidated Clas- 
sification, provides an allowance of 500 pounds for dunnage 
with shipments on open cars providing that shipper must specify 
on the shipping order the weight of the material used, other- 
wise no allowance will be made. 

Item 23 of Countiss’ Tariff 28-G, I. C. C. 1141, also carries a 
mixing rule for lumber and shingles providing the bill of lading 
and waybill specify quantity, grade and weight of the sinngles, 
otherwise provision is made therein for a higher rating. 

Section 13 of the bill of lading act authorizes by implication 
the amendment of a bill of lading on condition that the change 
is authorized by the issuing carrier, and without limit as to 
time. 

The question arises whether or not in case of shipment un- 
der the classification or tariff rule, before mentioned, where 
shipper has failed to make the necessary notation on the Dill 
of lading, is it permissible after the shipment has been deliv- 
ered, for the originating carrier to permit the shipper to make 
such necessary notation on the bill of lading and thence refund 
to the basis of the lower rates applicable had the bill of lading 
carried the proper notation at the time shipment moved? 

Do you know of any instance where this question has been 
passed upon by the Commission? 

Answer: We do not locate an opinion of the Commission 
or decision of the courts in which it is specifically held that, 
under the bill of lading provision to which you refer, a notation, 
which is a condition precedent to the application of a rate, may 
be placed, with the carrier’s consent, on the bill of lading sub- 
sequent to the movement of the shipment, so as to entitle the 
shipper to the rate which is applicable, provided the notation 
be on the bill of lading at the time the shipment is accepted 
for transportation by the carrier. It is our opinion, however, 
that the carrier could not waive the tariff provision, which would 
be the result of the placing of the notation on the bill of lading 
subsequent to the movement of the shipment. See G. F. & A. 
Ry. Co. vs. Blish Milling Co., 241 U. S. 190, page 1054, May 
21, 1916, Traffic World, as to carrier’s duty to enforce tariff 
provisions. See also, in this connection, American Licorice Co. 
va. C. M. & St. P., 96 1. C. C. 525. 


Routing and Misrouting—Rate Applicable via Route Specified by 
Shipper Governs 

‘Kansas.—Question: There are three routes in effect in con- 
nection with the same initial carrier from origin “Y” to destina- 
tion “Z,” which we will call routes A, B and C. Route A car- 
ries a rate of 30 cents per cwt., route B, a rate of 25 cents per 
ewt., and route C a rate of 20 cents per cwt. 

Shipper delivers a shipment to carrier and specifies on bill 
of lading route “B” but inserts no rate. Carrier misroutes ship- 
ment and sends it over route “A.” Is carrier responsible to 
the shipper for the protection of the rate over route “C”, or 
merely responsible for the rate applicable via route “B” speci- 
fied by the shipper? Can you cite any decisions of the Inter- 
state Commerce Commission covering? 

Answer: In accordance with the Commission’s opinion in 
Northwestern Traffic & Service Bureau, Inc., vs. Mo. Pac. R. R. 
Co., 73 I. C. C. 471, the rate to apply is that applicable via 
route B, the route specified by the shipper in the bill of lading. 
In the above referred to case, the Commission said: 

“Damages for misrouting are measured by the extent io 
which the charges collected exceeded those which would have 
accrued via the route directed by the shipper or which the car- 
rier should have used in the absence of any instructions. In 
the case at bar, the shipment moved over a less expensive route, 
and it appearg that the consignee, instead of being damaged 
by the misrouting, was actually benefite1.” 


Conversion—Delivery of Shipper’s Order Notify Shipment With- 
out Surrender of Bill of Lading 

North Dakota.—Question: Kindly advise your opinion re- 

garding the following: A party made shipments of butter, 

billing it on a shipper’s order bill of lading. The bill clerk 

erred in billing the shipment straight, so that bill of lading 
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was not taken from the bank at destination and consequenty 

not surrendered to railroad company. 

Investigation developed that shipment was not correctly 
marked as a shipper’s order shipment, being marked as a 
straight shipment. The receiver of the goods made remittance 
direct to the shipper, but remittance wag $1.81 shori of what 
shipper expected to get and what he would have received had 
shipment been properly billed or properly marked. Kindly ad. 
vise if shipper can hold railroad company liable for this $1.81, 

Answer: Where a bill of lading or a shipping receipt con. 
tains a clause providing that a third person shall be notified of 
the arrival of the goods, or where it contains this clause and an 
additional clause reciting that the goods are shipped to the con- 
signor’s order, the carrier is not authorized to treat the person 
to be notified as a consignee, and if it delivers the goods to 
him without production and surrender of the receipt or the bill 
of lading, it will be liable to the true owner of the goods for 
any loss resulting from such delivery. Delivery of the goods 
under these circumstances without surrender of the receipt or 
the bill of lading constitutes a conversion. A direction of this 
character in a shipping receipt or a bill of lading raises no pre- 
sumption that the person to be notified is the consignee, but, on 
the contrary, indicates that the carrier ig not entitled to deliver 
the goods except on production of the bill of lading. The fact that 
a carrier was instructed to notify a third party of the arrival 
of goods gives him no right to require a delivery without the 
production and the surrender of the bill of lading properly in- 
dorsed. See Lake Shore, etc., R. Co. vs. W. H. McIntyre Co. 
(A.), 108 N. E. 978 (981); Woolstone vs. Southern R. Co., 160 
S. W. 1023 (Mo.); R. Co. vs. Bank, 258 S. W. 491; Barton vs. 
R. Co., 196 S. W. 379; R. Co. vs. Harris, 80 Sov. 101; Thompson 
vs. R. Co., 170 N. W. 708; and Bennett vs. Dickinson, 186 Pac, 
1005. 

Reforwarding of Less-than-Carload Shipment Delivered at Non. 
Agency Station—Liability of Carrier Having Accepted Re. 
forwarding Instructions 
New York.—Question: On May 18, 1920, we forwarded a 

less-carload shipment to a non-agency station, prepaying freight 

charges. Shipment originated with the A. R. R. for delivery by 
the B. R. R. On June 2, 1920, we forwarded original bill of 
lading to the A. R. R. and requested them to reforward the 
shipment from the non-agency station to the same consignee 

at station X, an agency station, also located on the LB. R. R. 

This request was necessary, as original destination was errone- 

ous. 

After repeated efforts to determine whether or nt refor- 
warding had been accomplished, we were finally advised by the 
A. R. R. that they were informed by the B. R. R. that they were 
unable to state what disposition was made of the shipment and 
suggested we file claim. 

Investigation after claim was filed against the A. R. R. 
developed that agent of that carrier at point of origin, refor- 
warded disposition instructions of June 2, 1920, on June 8, 3920, 
to agent, Cincinnati, giving complete waybill reference covering 
the shipment and asked that the shipment be reforwarded as 
requested. Agent at Cincinnati advises he turned over to the 
B. R. R. at that point our disposition instructions on June 15, 
1920. The matter was not, however, followed up by the A. R. 
R. with the B. R. R. with view to ascertaining whether or not 
shipment had been reforwarded. 

The B. R. R. now claim they did not receive reforwarding 
instructions said to have been sent by agent at Cincinnati on 
June 15, 1920. Further, that even though such instructions were 
received, they would not have been in position to comply with 
them, for the reason that the shipment had already been un- 
loaded at the first destination, a non-agency station, and the 
carrier cannot again take possession of the goods without spe- 
cific shipping instructions from the consignee. Further, that 
after this legal delivery, the goods were the property of the 


consignee and he was the only one that could authorize their 
removal. 


The A. R. R. have declined liability on the ground that their 
responsibility ceased when the shipment was unloaded at des 
tination. According to information furnished by the 3B. R. R. 
this‘shipment, consisting of 7 packages, one of which weighed 
approximately 300 pounds, and some of the others more then 
100 pounds each, was taken away from the non-agency station 
piece by piece until nothing remained. Efforts to ascertain 
when and by whom the packages were stolen have proved ul- 
successful. 

Will you kindly furnish us with your opinion as to the te 
sponsibility of both carriers? Can we hold the A. R. R. liable 
for failure of their Cincinnati agent to secure acknowledgment 
from the B. R. R. of reforwarding instructions said to have 
been transmitted to them on June 15, 1920, and also for his 
failure to follow up the matter with view to determining whether 
or not reforwarding had been accomplished? Is the B. R. R. 
obligated to comply with reforwarding instructions such as 
were given in this case, admitting for the sake of argument 
that they actually received same? 
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STORAGE 





DISTRIBUTION 


Se Co, 


GEORGE S. LOVEJOY 
Manager General Storage Department 


178 Atlantic Avenue , igi 


Boston, Mass. 


SERVICE 
"DEPENDABILITY 


SUMMER STREET STORES ALBANY TERMINAL STORES 


quincy 




















Direct a with to York, New Haven Direct a with . eee & Albany 
artfor d. 
Capacity, 2,000,000 cubic feet. Capacity, 1,430, “000 “cubic feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering on 
Total General Storage Capacity 9,706,000 cubic feet 


MEMPHIS, TENNESSEE 


The Most Centrally Located Distributing Center 
in the United States 


Home of the Largest Merchandise Warehouses in the South 


THE MEMPHIS TERMINAL CORPORATION 


We Invite Storage of all Kinds of GENERAL MERCHANDISE 
POOL CAR DISTRIBUTION 


Warehouses of concrete construction, automatically sprinkled, lowest insurance 
rates. We operate our own switch engine and connect with all Railroads initial 
to Memphis, Tenn., as well as the Mississippi Warrior Service who switch to 
our Plant without additional switching charges on car load lots. 


Member A.W. A. Address MERCHANDISE DEPT., P. O. Box 1025, Memphis, Tenn. 
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If you can furnish reference to court ‘ecisions hearing on 
this case, will appreciate your doing so. 

Answer: We have been unable to locate decisions of the 
courts covering facts similar to those in the instant cise. 

However, it is not certain, from the facts given by you, that 
you can hold carrier “A” liable. In the first place, goods which 
have been unloaded at a non-agency station by a carrier dre 
to be considered as having been delivered, there being no lia- 
bility on the part of the carrier for loss of or damage to, such 
goods, after the goods have been taken from the train. See 
our answer to “Missouri,” on page 972 of the November 1, 1924, 
Traffic World, under the caption, “Delivery at Non-Agency Sta- 
tions—Liability of Carrier.” This being true, it is doubtful 
whether there is any duty on the part of a carrier to reforward 
such goods, even if they are still on its premises at the time 
it receives the reforwarding instructions and during ‘the time 
within which it could, with reasonable diligence, act thereon, 
particularly when it has received such instructions from a 
connecting line, although, if there is such a duty, it could, no 
doubt, be held liable if it accepts such instructions, and they 
could have been complied with, if it had acted with due dili- 
gence in the matter. 

Assuming, however, that a shipment which has been de- 
livered at a non-agency station is subject to reconsignment, 
there must have been tariff provisions under which a carrier 
undertook to perform such a service, unless it be held that its 
mere acceptance of the instructions from the shipper obligated 
it to act thereon. As, you are no doubt aware, less-than-carload 
shipments are not subject to reconsignment, as a general rule, 
the carriers limiting their reconsigning rules to carload ship- 
ments. 

If, however, the initial carrier (“A” R. R.) held out, under 
its reconsigning tariff, an offer to reconsign less-than-carload 
shipments or its acceptance of such instructions regardless of 
tariff provisions obligated it to act thereon, it was its duty to 
forward to its connection, the “B” R. R., with reasonable 
promptness, these instructions, which, apparently, it did not do. 
See Ohio Iron & Metal Co. vs. Director-General, 59 I. C. C. 314; 
H. & T. C. R. Co. vs. Smith, 258 S. W. 542, and Jennings Auto- 
matic Dump Body, Inc., vs. Virginian Ry., 119 S. E. 147. 

However, in any event, in order to hold either carrier “A” 
or carrier “B” liable in the matter the reforwarding instructions 
must have been given in time to have permitted carrier “B” 
to act thereon prior to the time the goods were taken from its 
premises at the non-agency station. 


Damages—Agreed or Declared Valuation 

New York.—Question:. In the Consolidated Freight Classi- 
fication No. 4, under the heading of China and Earthenware, 
there is a restriction reading as follows: “Value under $20.00.” 
We are receivers of large shipments of china and have con- 
siderable concealed damages, bills of lading bearing a stamp 
“value does not exceed $20.00 per hundred pounds.” 

Will you kindly advise if this stamp on the face of the bill 
of lading has any bearing in connection with a release valua- 
tion in connection with claims relieving carriers of any liability 
in excess of $20.00 per hundred pounds? If so, does it apply 
on partial damage or does it cover loss or damage to the entire 
shipment? It is our opinion that the valuation clause as stated 
in the classification has no bearing in connection with the 
adjustment of loss or damage claims. 


If we are correct and if you have record of court rulings 
or decisions in connection with this question, will you let us 
have the benefit of your valued opinion? 


Answer: The Uniform Bill of Lading prescribed by the In- 
terstate Commerce Commission, in the opinion in Docke 4844, 
Domestic Bill of Lading and Live Stock Contract, 64 I. C. C. 
357, has on its face a note which states that, where the rate 
is dependent on value, shippers are required to state specifically 
in writing the agreed or declared value of the property, this 
note being followed by a statement to this effect, with spaces 
provided for the insertion of the agreed or declared value to 
which the shipment is released. 

Agreed or declared values are carried in the classification 
and commodity tariffs in connection with several commodities, 
such as household goods, rugs, china and earthenware, paintings 
or pictures, etce., the effect thereof being to limit the liability 
of the carrier, in case of loss of or injury to goods so released, 
to the amount of the agreed or declared value stipulated in 
the bill of lading, in the event of loss of or injury to all and 
proportionally in case of partial loss or damage. See, in this 
connection, our answer to “New York” on page 582 of the 
February 28, 1925, issue of The Traffic World, under the cap- 
tion “Damages—Measure of Where Part of Released Value Ship- 
ment is Lost or Damaged.” 

Perishables—Liability of Carrier Where Accepted Subject to 
Delay Under Instructions Not to Reice 

New York.—Question: Enclosed please find copy of freight 
bill, which is also a copy of bill of lading. 

This car, you will note, was shipped on October 8 and ar- 
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rived in New York October 16. The usual schedule from point 
of shipment to destination is the third morning and therefore 
you will note there is five days’ delay. Car arrived in a de- 


‘teriorated condition and resulted in a loss amounting to $700.75, 


Carriers refuse to recognize the full extent of this loss, 
contending that the instructions, as you will note, namely, “Do 
Not Re-ice,” were followed, and for that reason they are not 
liable for the full loss in transit, contending further that they 
were in no way negligent in not re-icing this car, but they are 
willing to make settlement in the amount of $140.14. 

Our contention is that while abnormal conditions existed and 
the shipment was subject to delay, we assumed that the delay 
would be reasonable, say, one day, or two, at the utmost, and 
therefore assumed that the original icing, which was to full 
capacity, would carry same to destination in good condition, 
and the fact that the car was five days delayed instead of one 
or two, we believe that carriers should be held responsible for 
at least 50 per cent of the amount of the loss. 

The carriers contend that the shipper is the judge as to 
what protection should be afforded the shipment and any dam- 
age due to improper refrigeration is chargeable to the shippers, 
as they were the ones negligent in issuing such instructions. 

Will you kindly give us wour opinion as to whether the 
contention of the carriers is correct? 

Answer: Inasmuch as the shipment was accepted, as we 
understand, subject to delay, and the carrier was specifically 
instructed not to re-ice the shipment, we do not believe that 
the carrier can be held liable for injury thereto. The fact that 
the delay was longer than the shipper anticipated does not, in 
our opinion, affect the liability of the carrier, for the shipper 
could have, having notice of the fact that the shipment could 
not be promptly transported, could have so worded its instruc- 
tions as to have insured the preservation of the goods during 
the course of their transportation. See, in this connection, Cas- 
sone vs. N. Y. N. H. & H. R. R. Co., 123 Atl. 280. 


Carload vs. L. C. L. 


Iinois—Question: We have quite a bit of difficulty han- 
dling claims on shipments of returned cement bags made by 
our customers. In a great many instances the contractors will 
load a freight car at a siding with the bundles of cement bags 
and the number that they place in the car is not sufficient to 
make a carload, although in a great many cases the local agent 
simply seals the car and sends it through to our mill, assess- 
ing, in some cases, the carload rate at actual weight. 

In quite a number of these cases the bill of lading is marked 
“shipper’s load and count,” although the freight bills collected 
are on the basis of an L. C. L. shipment. 

One case we have in mind is a shipment of 200 bundles 
of cement bags from Woodson, Ill., to Hannibal, Mo. The bill 
of lading was made out to cover 200 bundles, which were loaded 
in Pennsylvania car 84121. The shipment weighed 12,400 pounds 
and the local agent used the carload rate of 18% cents at actual 
weight. The minimum carload weight on bags is 30,000 pounds. 
This bill of lading was not marked “shipper’s load and count,” 
and the shipment went through to our mill in the original car 
under the same seals as was applied at Woodson. When we 
received it we checked short eight bundles. We filed a claim 
against the destination line and they have declined the claim. 

What we would like to know is can this shipment be con- 
sidered a carload shipment? The consignee claims he shipped 
it as an L. C. L. shipment and he also claims that each bundle 
of bags in this car was separately marked and tagged and that 
it was not necessary for the local agent to send this car through 
with this small load and that the bill of lading is not marked 
“shipper’s load and count.” 

The point we are trying to bring out is how can you de 
termine whether or not a shipment is made carload or L. C. L. 
There isn’t anything to prove that the shipper wanted the ship- 
ment to go L. C. L. other than their statement to us that 
he made it as an L. C. L. shipment. The railroad handled 
the shipment as a carload shipment; they did not issue a “shiD- 
per’s load and count” bill of lading, but a regular bill of lading 
without any exceptions, receipting for 200 bundles. 

We will appreciate your advice on this case and also on 
the general question as when is a shipment a carload and 
when is it an L. C. L. and how can the status be proved. 

Answer: With respect to this matter, see our answer to 
“Delaware,” on page 1298 of the May 17, 1924, Traffic World, 
under the above caption. 

The fact that the shipment referred to by you was tagged 
and marked in accordance with the provisions of the classifi- 
cation covering the marking and tagging of less-than-carload 
shipments and that the bill of lading carried no “shipper’s load 
and count” notation, together with the fact of the small amount 
loaded therein, tend to show that the shipment was tendered 
as a less-than-carload shipment, although these facts alone may 
not be considered conclusive by the Commission, the facts 
surrounding the ordering of the car apparently having somé 
weight in the matter. See Walter A. Zelnicker Supply “oe 
iii e 


T. & O. C. Ry., 51 I. C. C. 133; the Commission said: 
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». LAWRENCE RIVER ROUTE OPENS MAY Ist 


SHIP BY 





Sy 


TO AND FROM THE 


SEABOARD 


..and save 30% 


HE Rutland-Lake Michigan Transit Com- 
pany,well known Lake and Rail Route, an- © 


nouncesan extension of its service, 
beginning May 1st, to include its 
new All-Water-Route from Chica- 
go to Montreal, without tranship- 
ment, via the St. Lawrence River. 


This is the first all-water route 
from Chicago to tidewater, that 
offers to shippers in the middle 
west a service for all kinds of im- 
ports and exports direct to ship- 
side at Montreal without tran- 
shipment. The company opens 
this service with six sea-going 
steel ships, each 3000 deadweight 
tons capacity. Sailing time from 
Chicago to Montreal is 614 days 
and there will be two sailings 
eastbound and westbound each 


week, literally a continuous fast freight ser- 
vice—and at a tremendous saving. 


Address Department B 


CHICAGO [Municipal Pier} - 





CLASS 
RATES 


PER 100 POUNDS 


between Chicago or 
Milwaukee and Montreal 





Montreal is 250 miles closer to Liverpool 
than is New York and is the cheapest route 


toand from the United Kingdom, 
Central and Northern Europe 
and the Scandinavian countries. 
Customs clearances are completed 
at our Chicago and Milwaukee 
Docks and on imports at Mon- 
treal if you wish. 

Route your shipments—export 
and import—care Rutland-Lake 
Michigan All-Water-Route at 
once. First sailing eastbound from 
Chicago May 1st and westbound 
from Montreal May 1st. 


Write or cable your foreign con- 
nections now that your imports 
are to be shipped care this route 
at Montreal, so that you can take 
advantage of this exceptional sav- 


ing immediately. 


Write, wire or phone for full information. 


RUTLAND-LAKE MICHIGAN TRANSIT CoO. 


208 South La Salle Street, Chicago 


Ports of Call 


Phone Wabash 3036 


MILWAUKEE [16 West Water Street} 


FAIRPORT, OHIO; OSWEGO and OGDENSBURG, N. Y.; BROCKVILLE, ONT.; MONTREAL [Alexandra Pier] 


MILWAUKE! 


CHICAGO 


AIRPORT 


MONTREAL 


NSBURG 
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record indicates that the car was one of a number ordered 
for loading carloads of rails and other railway material ob- 
tained from a railroad which was being dismantled. For com- 
plainant it was stated that its agent erroneously described the 
shipment in the bill of lading and that it was not intended 
for transportation as a carload shipment. But there is no 
evidence that the car wag ordered for a less-than-carload sHip- 
ment or that the initial carrier was instructed to treat it as 
such, and complainant admits that the shipment was not marked 
in accordance with the defendants’ rules governing less-than- 
carload shipments. In our opinion this was a carload ship- 
ment.” 

The determination of whether or not a shipment is a car- 
load or less-than-carload shipment is, as we view the matter, 
dependent in each instance, upon the manner of the tender of 
the shipment to the carrier. If tendered as a carload ship- 
ment, it is such; if as a less-than-carload shipment, it is such. 
In the absence of definite instructions to the carrier to treat 
the shipment as a less-than-carload shipment, accompanied by 
an observance of the rules of the classification respecting the 
making of a less-than-carload shipment, the question of whether 
a certain shipment is to be considered a carload or a less-than- 
carload shipment, is determinable from the facts and circum- 
stances surrounding the tender of the shipment to the carrier. 


Routing and Misrouting—Carrier Not Liable for Protection of 
Rate Via Lowest Rated Route Where It Forwards Via Lower 
Rated Route Than That Directed by Shipper 


Illinois —Question: Shipper tenders carrier carload ship- 
ment on bill of lading showing routing via two lines, which 
together form an available route point of origin to final destina- 
tion, no junction shown and no rate inserted in bill of lading. 
Initial carrier disregarded the bill of lading routing to the extent 
that it forwarded the shipment via an intermediate line via the 
rate in connection with the terminal line named in the bill of 
lading was lower than would have applied if the shipment had 
moved via the direct connection with the terminal line named 
in the bill of lading. There was, however, a lower combination 
rate available via still another route, involving an intermediate 
line not named in the bill of lading. 

Is carrier liable for misrouting because, having taken the 
routing into its hands, so to speak, it then failed to send the 
shipment via the cheapest available route, or, having forwarded 
the shipment via a route over which the rate was lower than 
would have applied had the shipment moved via the two lines 
named in the bill of lading which formed an available route 
Yrom point of origin to destination, and shipper not being 
damaged (on account of sending the shipment via route over 
which lower rate applied), is it your opinion that there was no 
misrouting, bearing in mind the fact that the Commission’s 
rules regarding misrouting have to do with cases either where no 
route is specified or where carrier sends shipment via more ex- 
pensive routes than indicated by the shippers, thus causing 
damage. 

Any Interstate Commerce Commission support for either 
view will be especially appreciated. 

Answer: As the carriers named in the bill of lading formed 
a through route from point of origin to point of destination no 
duty rested upon the carrier to forward the shipment via the 
lower rated route and, therefore, the carrier cannot be required 
to apply the rate applicable via the lowest rated route. 

While in the instant case, the shipment was actually mis- 
routed, in view of the fact that the shipment was forwarded 
via a less expensive route than that directed by the shipper, the 
shipper was not damaged by the carrier’s misrouting of the 
shipment. See Northwestern Traffic & Service Bureau vs. Mo. 
Pac. R. R. Co., 73 LC. C. 471. 


COAL PRODUCTION AND SHIPMENT 


“The first week of the new coal year (April 6-11), brought 
but little change in the trend of soft coal production,” says the 


Geological Survey in its current weekly coal report which, in 
part, follows: 





The total output, including lignite and coal coked at the mines, 
is estimated at 7,890,000 net tons. Although this was an increase of 
344,000 tons over the record of the preceding holiday week, the aver- 
age daily output declined slightly. As against a daily average of 
1,347,000 tons for the 5.6 working days of the week ended April 4, 
the average for the later week dropped to 1,315,000 tons. The daily 
rate of output at present is higher than at the corresponding date 
of each of the 4 preceding years except 1923. 

Preliminary telegraphic reports on daily loadings in the week 
(April 13-18) show_a sharp decline on Easter Monday. ‘There was 
some recovery on Tuesday, but the total for the two days was about 
4,000 cars less than in the week before. 

The production of anthracite recovered in the week ended April 
11. On the basis of the 32,945 cars loaded, it is now estimated that 
the total output was 1,723,000 net tons, an increase over the preced- 
ing holiday week of 241,000 tons. Compared with the week ended 
March 28 there was a gain of 83,000 tons. In spite of the improve- 
ment, however, the present rate of anthracite production is 7 per 
cent lower than the average at this date of recent years. Cumulative 
production during the first 15 weeks of 1925 totaled approximately 
24,264,000 tons, a decrease from the record of the corresponding period 
ef 1924, of 2,061,000 tons, or nearly 8 per cent. 
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The all-rail movement of anthracite into eastern New York an@ 
New England totaled 2,538 cars in the week ended April 11, an in. 
crease of 413 cars, or nearly 20 per cent. Bituminous shipments 
dropped to 1,776 cars, a decrease of about 13 per cent. The present 
rate of movement into this territory is about the same as that pre. 
vailing a year ago. 

Dumpings of bituminous coal over the tidewater piers at Hamp- 
ton Roads declined to 374,143 net tons in the week ended April 11. In 
comparison with the preceding week, this was a decrease of 20,103 
tons. The present rate of dumpings is slightly less than prevailing 
at the corresponding dates of 1923 and 1924. A decline of 30,015 tons, 
or 14 per cent, in cargoes consigned to New England was the principal 
factor in the decline, and more than offset the small gain in exports, 

The total quantity handled during 1925 to date stands at 5,783,274 
tons, an increase of approximately 11 per cent over the records for 
the same periods of the last two years. 

The 1928 Lake season was formally opened in the second week 
of April. According to reports of the Ore & Coal Exchange, 125,964 
net tons of bituminous coal were dumped in the week ended April 
12, of which 118,542 tons were cargo coal and 7,422 tons were vessel 
fuel. In the corresponding week a year ago dumpings totaled 64,557 
tons. Some coal had been dumped earlier in the year and cumulative 
dumpings of cargo coal from January 1 to April 12 stood at 257,036 
tons, against totals of 144,281 and 403,507 tons, respectively, for the 
corresponding periods of 1924 and 1923. 


CONDITION OF EQUIPMENT, ETC. 


Out of a total of 110,475 freight cars inspected in March, 
3,696 or 3.3 per cent, were found defective, as compared with 
4,461, or 4.5 per cent, found defective out of a total of 99,234 
cars inspected in March, 1924, according to the monthly report 
of the Commission on the condition of railroad equipment made 
to the President in compliance with a Senate resolution. 

Out of a total of 2,003 passenger cars inspected in March, 
26 or 1.3 per cent, were found defective, as compared with 41, or 
2.3 per cent, found defective out of a total of 1,814 cars inspected 
in March, 1924, the report said. 

Out of a total of 6,676 locomotives inspected in March, 3,007, 
or 45 per cent, were found defective, and 331 were ordered out 
of service, as compared with 5,495 inspected and 2,961, or 54 
per cent, found defective in March, 1924, and 536 ordered out of 
service. 





Digest of New Complaints 


No. 16572, Sub. No. 2. New Orleans Joint Traffic Bureau, New Or- 
leans, La., vs. Aberdeen & Rockfish, et al. B 

Unjust, unreasonable, unduly prejudicial and unduly preferential 
rates on cotton, uncompressed and cdmpressed, which are also 
alleged to be in violation of the long-and-short-haul clause of the 
fourth section. Asks for just, reasonable and non-prejudical rates 
on flat or uncompressed cotton to go through from point of origin 
to destination in that condition; flat or uncompressed cotton to be 
compressed at origin or in transit by and at the expense of the 
carriers and delivered at destination in compressed form; and for 
cotton delivered to the carrier compressed on which the carrier 
pays no part of the cost of compression. 

No. 16637, Sub. No. 2. McPhee & McGinnity Co. et al., Denver, Colo,, 
vs. C. B. & Q. et al. 

Unreasonable rates on building and roofing paper and_ such 
articles as are permitted to be mixed at the carload rate as build- 
ing and roofing material from points in Illinois, Michigan, Mis- 
souri, to Denver, Longmont and Pueblo, Colo. Asks cease and 
desist order, reasonable rates and reparation. 

No. 16770. Sub. No. 6. Arizona Wholesale Grocery Co., et al., Globe, 
Ariz., vs. Arizona Eastern et al. 

Rates on sugar in violation of the first three sections of the act, 
from points in California to Bowie, Safford and Globe, Ariz., as 
compared with rates to Phoeniz, Ariz., Lordsburg and Deming, 
N. M., and El Paso, Tex. Asks cease and desist order, just and 
reasonable rates and reparation. 

No. byw Sub. No. 7. C. N. Cotton Co., Gallup, N. M. vs Santa Fe 
et al. 

Rates on sugar in violation of the first three sections of the act, 
from points in California, Colorado and Kansas to Gallup, N M. 
Same prayer. : 

No. 16770. Sub. No. 8 Babbitt Bros. Trading Co., et al., Flagstaff, 
Ariz., vs. Santa Fe et al . 

Rates on sugar in violation of the first three sections of the act, 
from points in California to Kingman, Flagstaff, Winslow and 
Holbrook, Ariz. Same prayer. 

No. 16848. Cattle and Horse Raisers Assn. of Oregon et al., Baker, 
Ore., vs. Gilmore & Pittsburgh et al. 

Rates and charges in violation of sections 1 and 3 of the act, on 
live stock from points in Idaho and Montana to North Portland, 
Ore., Seattle and Tacoma, Wash., and from points in Oregon to 
Seattle and Tacoma. Asks cease and desist order, just and reason- 
able rates, and reparation. 

No. 16849. New England Paper & Pulp Traffic Assn. et al., Boston, 
Mass., vs. Maine Central et al. 

Rates in violation of sections 1, 2 and 3 of the act, on_print- 
ing paper, wrapping paper and paper boards, from points in Maine, 
New Hampshire, Vermont and Massachusetts, to Baltimore, Md. 
and Washington, D. C. Asks cease and desist order, just and 
reasonable rates, and reparation. 

No. 16850. Richfield Oil Co., Los Angeles, Cal., vs. Santa Fe et al. 

Unreasonable rates on gasoline from Los Angeles, Cal., to Reno, 
Nev. Asks reparation. 

No. 16851. Continental File Corporation, Anderson, Ind., vs. Director 
General as agent. 

Alleges overcharge on old files from Macon, Ga., to Anderson, 
Ind. Asks refund. 

No. 16852. Miller & Brickley Grain Co., Uniondale, Ind., vs. Director 
General as agent. 

Alleges overcharge on anthracite coal from Dunmore, Pa., t? 
Uniondale, Ind. Ask refund. 

No. ha =. H. Rolf Coal & Supply Co., Ft. Wayne, Ind., vs. C. & 

. et al. s 

Attacks weighing and re-weighing provisions of defendants 
tariffs on coal from West Virginia to Ft. Wayne. Asks ceasé 
and desist order, just and reasonable regulations, and reparation. 
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WM. J. HOGAN NORMAN METZGER A. B. EFROYMSON 
President and Treas. Vice-Pres. and Secretary Vice-Pres. in Charge of Operation 
HARRY A. GROFF JOHN S. GANO 
Auditor Gen. Supt. Terminal 
Properties 


W. L. HOLZBAUR 


Consulting Refrigerating F. L. SULLIVAN 








Engineer Manager Trafic Department 

Ss _ T ee 4 ; : 

. DISTRIBUTION and WAREHOUSE SERVICE 
Executive Offices, Indianapolis, 
240 SOUTH PENNSYLVANIA ST 
| Operating the following Terminals 

No. 1. THE NINTH STREET TERMINAL WAREHOUSE COMPANY Cleveland, Ohio 
No. 2. THE NORTH PIER TERMINAL COMPANY . , . Chicago, III. 
No. 3. THE CINCINNATI TERMINAL WAREHOUSE COMPANY ‘ Cincinnati, Ohio 
No. 4. INDIANA TERMINAL WAREHOUSE COMPANY . . Indianapolis, Ind. 
No. 5. INDIANA REFRIGERATING COMPANY . . ‘ - Indianapolis, Ind. 
No. 6. MICHIGAN TERMINAL WAREHOUSE COMPANY . - Detroit, Mich. 





General Storage Cold Storage Distribution Forwarding 
Associated with Distribution Service, Inc. 
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Docket of the Commission 





Items in the Docket marked with an asterisk (*) are hew, 


Note. 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere, 


April 27—Washingtno, D. C.—Assistant Director Burnside: 
Finance No. Excess income of the Dayton-Goose Creek Rail- 

way Company. 

April 27—Washington, D. C.—Examiner Davis: 

* Finance No. 4732—In the matter of the joint application of the Bell 
Telephone Company of Pennsylvania and the Enterprise Telephone 
& Telegraph Co. for a certificate that the proposed exchange of 
certain telephone properties in the state of Pennsylvania will be 
of advantage to the persons to whom service is to be rendered 
and in the public interest. 


April 27—Washington, D. C.—Examiner Hillyer: 

- 116764—In the matter of through routes and joint rates, fares and 
charges and the division thereof, pertaining to traffic interchanged 
between the Bonhomie & Hattiesburg Southern R. R. Co, and 
its connections. 

ae ee Public Service Commission et al. vs. GM. & N. 
+ wee, OE OL 
I. and S. No. 2356 (and ist, 2nd and 3rd supplemental orders)—Can- 
cellation of rates and routes via Mississippi Central R. R. 


April 27—Chicago, Ill.—Examiner Koebel: 


1. and S, No. 2365—Glue stock between points in Official Classifica- 
tion territory. 


1. and S. No. 2365—(first supplemental order)—Glue stock between 
points in Official Classification territory. 
April 27—Keokuk, lowa—Examiner Woodrow: 
16763—Keokuk Shippers Association et al. vs. Santa Fe et al. 


April 27—Shreveport, La.—Examiner Trezise: 
14323—The Cities of Marshall and Jefferson, Tex., vs. T. & P. Ry. 
et al. (Further hearing relative to Commission’s orders of June 
2 and July 25, 1924.) 


April 27—New York, N. Y.—Examiner Griffin: 
’ 42680—American Fruit & Vegetable Shippers’ Association et al vs. 
Amer. Ry. Express Co. et al. 
15813 (and Sub. No. 1)—Joseph H. Steinhardt vs. Amer. Ry. Express 


0. et al. 
15990—The Joint Council of the International Apple Shippers’ Associa- 
tion et al. vs. Amer. Ry. Express Co. et al. 


April 27—Beaumont, Texas—Examiner Eshelman: 
a et ae Export & Import Company vs. Louisiana Western 
-@ 4 
April 27—Seattle, Wash.—Examiner Gaddess: 

Foudth Section App. No. 12630—filed by Agent Bevington—for au- 
thority to establish one way passenger fares between Chicago, 
St. Louis, St. Paul and points west thereof to and including por. 
tions of Kansas, Montana and Nebraska, on one hand, and points 
in Oregon and Washington, on the other, etc. 

April 27-28—Argument at Washington, D. C. 

15007 (and Sub. No. 1).—Pittsburgh Coal Producers’ Association 
et al vs. Ashland Coal & Iron Ry. et al. 

ba a West Virginia Coal Operators’ Assn. vs. B. & O. 

- et al. 
April 27—Washington, D. C.—Director Mahaffie: 
Finance No. 3754—Excess income of the Gulf Coast Lines. 
April 27—Salt Lake City, Utah—Examiner Harraman: 

14047—Mutual Creamery Company vs. Amer. Ry. Express Co. et al. 
(Further hearing.) 

April 28—Chicago, Ill—Examiner Koebel: 

i. and S. No. 2352—Proportional rates on live stock from Chicago 
and related points to C. F. A. and Trunk Line points. 

1. and S. No. 2352—(first supplemental order)—Proportional rates on 
Live Stock from Chicago and related points to C. F. A. and Trunk 
Line points. 

April 28—New York, N. Y.—Examiner Griffin: 

16746—Independent Slaughterers’ Traffic Association et al. vs. N, Y. 
Cc. R. R. et al. 

April 29—Washington, D. C.—Examiner Kelley: 

Val. Dkt. No. 216—In re tentative valuation of the property of 
Northern Alabama Railway Company. 


April 29—New Orleans, La.—Examiner Trezise: 

I. and S. No. 2362—Cancellation combination rule on cotton and cot- 

ton linters from Louisiana and Arkansas points. 
April 29—Portland, Ore.—Examiner Gaddess: 
16661—Crown Mills vs. Nor. Pac. Ry. et al. 

April 29—Washington, D. C.—Examiner Marchand: 

Val. Dkt. No. 330—In re tentative valuations of the properties of 
Georgia & Florida Railway and Georgia & Florida Terminal Com- 
pany. (Further hearing.) 

April 30—Des Moines, Iowa—Examiner Woodrow: 

1. and S. No. 2376—Lumber from and to Iowa points. 

April 30—Argument at Washington, D. C.: ; 

Finance No. 3504—Securities of Louisiana Ry. & Nav. Co. of Texas. 

April 30—Boise, Idaho—Examiner Harraman: 
14047—Mutuai Creamery Company vs. Amer. Ry. Express Co. et al, 
(Further hearing.) 
April 30—Houston, Texas—Examiner Eshelman: 
16734—Davis George Manufacturing Co. et al. vs. A. G. S. R. R. et al, 
May 1—Washington, D. C.—Examiner Bardwell: 
* |. and S. No. 2390—Cancellation certain points on Monongahela West 
Penn Public Service Company. 
May 1—Washington, D. C.—Examiner Cheseldine: 
l. and S. No. 2383—Switching at Hagerstown, Md. 
May 1—Norfolk, Va.—Examiner Carter: 

1. and S. No, 2386—Increased rates on tobacco stored at Newport 

News or Morrison, Va. 


May 1—Argument at Washington, D. C.: 

I. and S. No. 2276—Furniture from Southern points to Trunk Line 
and New England territories. 

13934—-Standard Furniture Company vs. N. C. & St. L. Ry. et al. 
Portions of fourth section Apps. Nos. 458 et al., filed by N. C, 
& St. L. R. R. et al., In re rates on furniture from Chattanooga, 
Tenn., to New York, N. Y., Philadelphia, Pa., Boston, Mass., and 
other eastern destinations, etc. 

May 1—New Orleans, La.—Examiner Trezise: 

1. and S. No. 2343—Rice between points in Southern territory. 
Portions of fourth section apps. Nos. 542 et al., filed by A. G. 8. 
R.R. et al., In re rates on clean rice from New Orleans, La. ete. 
to points in South Carolina, North Carolina, Virginia, West Vir- 
ginia and Maryland. 
May 1—Dallas, Tex.—Examiner Eshelman: 
16272—Lone Star Gas Company vs. Santa Fe et al. 
16565—Lone Star Gas Company vs. A. B. & A. Ry. et al. 

sg 2—Argument at Washington, D. C. 

* Finance No. 4572—In the matter of the joint application of the Mis- 
sissippi Valley Company and the Illinois Central R.R. Co. to ac- 
— control of the Gulf & Ship Island R.R. by purchase of capital 
stock. 


May 2—New Orleans, La.—Examiner Trezise: 
1. and S. No. 2381—Storage, handling charges, etc., on import traffic 
at Gulf ports. 
May 2—Chicago, Ill.—Examiner Koebel: 
16489—Morton Salt Company vs. B. A. & P. Ry. et al. 
May 2—Mason City, Iowa—Examiner Woodrow: 
16442—Mason City Brick & Tile Co. vs. Santa Fe et al. 
16651—Jacob E. Decker and Sons vs. Union Pacific R. R. et al. 
May 2—Dallas, Tex.—Examiner Eshelman: 
1. and S. No. 2348—Minimum weights on iron and steel] articles from, 
to and between points in the Southwest. 
May 4—Chicago, Ill.—Examiner Disque: 
15234—In re divisions in Western and Mountain-Pacific territories. 
May 4—Chicago, Ill.—Examiner Koebel: 
16550—Guggenheim Brothers vs. B. & O. R. R. et al. 
* 16688—Northfield Milk Products Company vs. B. & O. R.R. et al. 


May 4—Albany, N. Y.—Examiner Griffin: 
16389—Iroquois Pulp & Paper Company vs. Ann Arbor R. R. et al. 
May 4—New Orleans, La.—Examiner Trezise: 
13969—Divisions received by the Brimstone R. R. & Canal Co. 
May 4—Spokane, Wash.—Examiner Harraman: 
14047—Mutual Creamery Company vs. Amer. Ry. Express Co. et al. 
(Further hearing.) 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


AMERICAN FREIGHT BUREAU 


150 Nassau Street New York, N. Y. 
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A LOCATION IN 
CHICAGO 


Hodge, Nicolson & Porter, 
Inc., are not in business to 
persuade you to establish a 
mid-western branch. 







The primary decision must 
be made by the manufac- 
turer, and not by us. 











Our function begins after 
the decision has been made. 
And this function, so far as 
Chicago is concerned, is to 
insure your finding a loca- 
tion and facilities that will 
contribute to your profits, 
efficiency and economy. 












Consultations with us may be 
arranged without obligation. 


Hodge, Nicolson & Porter, ts. 


Industrial Real Estate 











1782 Illinois Merchants Bank Building 


Chicago, Illinois 





1102 THE TRAFFIC WORLD Vol. XXXV, No. 18 







EDMONTON® 


oa SASKATOON 












VANCOUVER 


oWINNIPEG 


S THIEF RIVER FALLS 


“PORTLAND 





urn? x SAINT 


MACKINAW 
city 








“MENOMINEE 








oMANITOWOC 


FREIGHT $ERV 


Between 


i+...» All Points in the East and South 


Ww 


oust ( and 
pies © VE 
a Northwest, Western Canada 


ers 





North Pacific Coast 





the 


my i 


Ke 







To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLI- 
CATE. This document must be delivered railroad agent at initial point with the shipment and 
accompany same to Canadian port of entry.) 











Y AGENCIE S Pittsburgh, Pa., 2041 Oliver Bldg. 
Yj Boston, Mass., 40 Central St. _ Kansas City, Mo., 738 Railway Ex. Bldg. Portland, Ore., 55 Third St. 
Leif Buffalo, N. Y., 409-410 cane Bidg. Los Angeles, Cal., 605 So. Spring St. St. Louis, Mo., 2050 Railway Exch. Bldg. 
Y Chicago, Ill., 707 Standard Trust Bidg. Memphis, Tenn., Porter Bldg. St. Paul, Minn., 1112 Merchants Nat'l Bank Bldg. 
f/ 940 Rookery Bldg. Milwaukee, Wis., 68 Wisconsin St. San Francisco, Cal., 675 Market St. 
A, Chippewa Falls, Wis. . 913 Majestic Bldg. Sault Ste. Marie. Mich. 
| Cincinnati, O., 709 Traction mee, Minneapolis, Minn., Soo Line Blidg., 5th St. Seattle, Wash., 608 2nd Ave. 
Cleveland, O., 915 Union Trust Bldg. and Marquette Ave. Spokane, Wash., 1006 Old Nat'l Bank Bldg. 
Detroit, Mich., 311 Free Press ey,” Neenah, Wis. Superior. Wis. 
Duluth, Minn., 320 West Superior St. New York, N. Y., Woolworth Bldg. Tacoma, Wash., 1113 Pacific Ave. 
al jj Rapids Mich., 414 Linquist Bldg. Omaha, Neb., 1035 W. O. W: Bldg. Waukesha, Wis. 
4 Indianapolis, Ind., 522 Merch. Bank Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at 15th. | Winnipeg, Man., 603-604 Lombard Bldg. 
Z 
BA 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 
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aie Managing Operators 


AMERICAN DIXIE LIN 








Ports 










Fortnightly Sailings 
New Orleans and T 


Month y ~ & 
Houston thiy Sat Galveston to 
ener 


UNITED GULF SS. CO. (Inc. 









AMERICAN MERCHANT LINES 






New York to London 
Weekly Sailing 
pansmeer® S*i* London 





Hampton Roads © 
2 Sailings a Month 
Philadelphia 


Boston 


Leith 
on 
to Hull 
Leith 

2 Sailings a Month 
J. H. WINCHESTER & CO., (Inc.) 


17 Battery Place New York City 
Managing Operators 


AMERICAN REPUBLICS LINE 



















Brazil and 
~~ York to RiverPlate 
oston Ports 
Monthly Sailings 
Philadelphia ‘ 
Seliaante t Brazil and 
Jacksonville o River Plate 
Savannah Ports 
Monthly i, 
Philadelphia t River Plate 
Hampton Roads ‘°° Ports 





Monthly Sailings 


INTERNATIONAL FREIGHTING CORP. 
44 Whitehall Street New York City 
Managing Operators 


ATLANTIC 
AUSTRALIAN LINE 

















New York to 
Rio de Janeiro, Santos, 
Montevideo and 
Buenos Aires 















burg. 







Fortnightly Sailings burg. 
























New bp to — Gulf Ports 
| the uianas an (except Mobile) 
Virgin Islands oe 
, Fortnightly Sailings Brazil and River Plate Ports 
F At Fortnightly Sailings 
co IAN STEAMSHIP CO., inc.) MISSISSIPPI SHIPPING CO., Cinc.) 
17) Place New York City New Orleans, La. 


Now’ Orleans to Irish, United Kingdom 
est Coast and Glasgow 


we A Sailing E re! é 20 D. 
New Orleansto Liverpool and ciel Cancbacter 
= - ees to London 


Whitney Central Bide. New Ouicons, La. 


MEDITERRANEAN LINE 


Tampa, Jacksonville, Savann 


New Orleans to Bremen 
Hamburg. 
Galveston to Bremen and H 


Houston and Galveston to 
Bremen and Rotterdam 


Houston to Bremen and H 
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United StatesGovernment Freight Services| 


From Atlantic Coast and Gulf Ports 
we. ANTILLES LINE| AMERICAN DELTA LINE 


New Orleans and other 












Managing Operators 


E|AMERICAN EXPORT LINES 


North Atlantic Ports to all Mediterran- 
eanPortsincluding Adriatic,Black Sea 

Levant Ports, French Mediterran- 
ean, WestCoast of Italy. 2SailingsaMonth 
North African Ports with Mediterran- 
ean or Adriatic Ports as cargo offers 
Monthly Sailings Nv Black Sea Ports, 
Constantinopole Mont poe ae Malta, 
Greek Syrian Coast P and Alex- 
andria. 2 Sailings a Month 


THE EXPORT STEAMSHIP C 
25 Broadway New York er. 


Managing Operators 


AMERICAN PALMETTO LINE 


South Atlantic Ports to 
Liverpool and Manchester 
Monthly Sailings 
Bremen and Hamburg 
Monthly Sailings 
London, Rotterdam and 
Antwerp 
Monthly Sailings 


THE CAROLINA COMPANY 
Charleston, S. C. 
Managing Operators 


AMERICAN SCANTIC LINE 


New York, Boston, 
Baltimore 
to 
Scandinavian and 
Baltic Ports 
2 Sailings a Month 




























































) 





MOORE & McCORMACK CO.,(Inc.) 
5 Broadway New York City 
Managing.Operators 


GULF-WEST 


pe Phisdeisiia, Beston to Liv. 
rleston to New Orleans Gu wt chester. ries Saili 
New York to Australian Leadon. Rotterdam, Antwerp to Li 1 Tie ene a we erenye Roads, New York 
and New Zealand Ports ‘ont. a Havre— Antwerp London Havre Antwer Sailings every 10 9s 
Monthly Sailings P ic Port ’ Z FP» | Boston, Baltimore, Hampton Rds., Phil. 
ly & ortuguese and S Atlantic Rotterdam, Hamb 
Monthly Sailings 2 Sailings a Month J Urg, to Glasgow. Fortnightly Sailings 
bo a age el Airican Ports (West of Biers.) | MISSISSIPPI SHIPPING. —— PCat, Ds Na ey 
.) 
AUSTRALASIA S. S. CO. A Sailing every 20 days CO a WATERMAN S.S. CORP. | 5 sikimor NewYork Sailings mel 
8-10 Bridge St., New York Ci oTaura INTEROCEAN, s. 5. co. Sher Gilsena te, Mobile, Ala. —— e, New Yo 7m seg: 
Managing Operators ' i aging oe ame ” Managing Operators Managing Operators CONSOLIDATED NAViGAT wien 













2 Sailings a Mont. 
2 Sailings a Month 


to 
2 Sailings a Month 


2 Sailings a Month 






2 Sailings a Month 







nuanee a oa LYKES BROS-RIPLEY S.S. S. S. CO., (Inc.) a ROGERS & WEBB 
67 Wall Street New York City) 925 Whitney. Central Bldg., Houston, Texas 45 Broadway New York City|110 State Street Boston, Mass | 
Managing Operators Madingin é Micostere Managing Operators Managing Operators 


NITED STATES SHIPPING BOARD FLEET CORP. | 


™§MoanNrEFHOHHTHETEOHETETESEFTEFE SE E—2oo0-—2-—— NSS EEO OOOO OOOO’ 

















MISSISSIPPI VALLEY/MOBILE OCEANIC LINEJORIFOLE LINES 
EUROPEAN LINE 7 eg | 








Havre and Antwerp 
Weekly Sailing 


LYKES BROS. -RIPLEY 


AMERICAN DIAMOND LINES 


Philadelphia 


AMERICAN DISPATCH LINE 
























meee to ] 
New York to Antwerp . 

tes A Sailing every 12 days East Coast of South America | 
Hampton Roads to — A Sailing Every 3 Weeks | 








2 Sailings a month 

BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


AMERICA FRANCE LINE 


Havre 
~ 







MUNSON STEAMSHIP LINE 
67 Wall Street, New York City 






Managing Operators 


AMERICAN INDIA LINE 





New York to India 
Monthly Sailings 


A Sailing every 20 d. 
New York to 
A Sailing every 10 days 


wwe 










Philadelphia to Bordeaux 
New York St. Nazaire 
A: Sailing Every 20 Days COMPANY, (Inc.) 
COSMOPOLITAN SHIPPING CO., (Inc.) 
i Gaabees New Yook City 44 Beaver St. New York 


Managing Operators 


AMERICAN PIONEER LINE 
North Atlantic Ports to 


China and Japan 
Monthly Sailin 
Philippines & Dutch ‘East Indies 


Managing Operators 


AMERICAN PREMIER LINE | 
Gulf and S. Atlantic Ports to 
French Mediterranean, 


West Coast of Italy 
4 Sailings a Month 





Monthly Sailings Adriatic Greek Levant, 
Gulf Ports to Far East Constantinople, Malta, 
(China, Japan and Philippines) | North Africa, (East of Bizerta) 
ATLANTIC GULF AND oe pay 
ORIENTAL S. S. CO. (Inc.) | UNITED GULF S.S-CO.. (Ine.) 
17 Battery Place, New York City lew ns, 


Managing Operators Managing Operators 


AMERICAN 
SOUTH AFRICAN LINE 


New York 
to 
South and East African Ports 
Monthly Sailings 
A. H,. BULL-& COMPANY, (Inc.) 
40 West Street New York City 
Managing Operators 


AMERICAN 
WEST AFRICAN LINE 


New York 
(Gulf via ate a as offers) 


ROOSEVELT STEAMSHIP | 
| 
| 
| 
| 
| 
| 


Azores, Canary ‘Telands, Madeira 
and West Africa 
Monthly Sailings 


A.H. BULL & COMPANY (Inc.) 
40 West Street New York City : 


Managing Operators 


Ham Roads to 
Mobile, Pensacola, ehh 


oy) Sailings 

























A Sailing every 3 Weeks Philadelphia, Boston | 
New York to 
to Hamburg and Bremen 
Bremen 2 Sailings a Month 





Weekly Sailings 
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Two New 
TRUCKS 


that set a 
New Standard 


GMC again has provided a new measure of motor 
truck quality with the new 1 ton and 114 ton models. 





Not only do these trucks embody the well known 
GMC principles of design, but they provide further 
refinements in construction and arrangement which 
are revealed in more power, more speed, more 
safety, more comfort for the driver, and easier and 
quicker adjustment or replacement of wearing parts. 





New and more powerful engines, mechanical four- 
wheel brakes, new type rear axles with banjo housing, 
new transmissions, new design radiators and hoods, 
new and easier steering gears, magneto ignition, cord 
tires, electric starting and lighting; 


These are among the many improvements found in 
the new GMC models—improvements which estab- 
lish their quality as second to none among motor 
trucks of their capacities. 


GENERAL MOTORS TRUCK COMPANY 
Division of General Motors Corporation 
PONTIAC, MICHIGAN 


Trucks and Tractor Trucks from 1 to 15 Tons Capacity 


General Motors Trucks 
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*- First Morning from New York Piers and Hoboken City, 





The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 






Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 









LACKAWANNA 














BOSTON, DETROIT, 

80 Federal Street ist National Bank Bldg. 
BROOKLYN, EASTON, PA. 

$82 Court Street 402 Northampton Street 
BUFFALO, INDIANAPOLIS, 

Lackawanna Terminal 410 Guaranty Building 
CHICAGO, KANSAS CITY, 

111 West Jacksen Blvd. Railway Exchange Bldg. 
CINCINNATI, MILWAUKEE, 

4th National Bank Bldg. 1316 Majestic Building 
CLEVELAND, MINNEAPOLIS, 


Metropolitan Life Bldg. 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


FROM 
* Binghamton Second Morning 4 — Corresponding Service 
Buffal ” ” enia : 5 
chitee — Sixth ” Bloomfield given to shipments loaded 
Chicago Fourth» meanmate to the platforms of connect- 
incinnati ” ” elawanna ° ° ° 
Cleveland Third =» Harrison ing roads destined to points 
Columbus: Fourth ” Hoboken City : 
Cortland Second» cetisines there Restetill beyond those named herein. 
Council Bluffs Seventh » Scan Cl 
1a ev val — ee lied Similar service is effec 
” yndhurs eo 
Denver Ninth ” q * 
Dis Mdines Sixth anes tive via Lackawanna from 
eTroi le ” . ° e 
East St.Louis Fourth =» cea Philadelphia and _ other 
oe iy c= 5 Watsessing Reading Railroad points 
ce , ae pi And other New Jersey points g > = h 
ot — * BSthSt. soe also from points on the 
ort Wayne our ” 
Fostorie Third ” Central Railroad of New 
Grand Rapids fourth ” ° 
Indianspolis o  * Jersey, via Scranton, Pa. 
babe pe se ut a Transfer; also from Boston 
ackson our lorning ; i = 
Kansas City Sixth ” Long Island City via Boston & Maine-Dela- 
Los A i] fourteenth s 
Louisville Fourth » ware & Hudson and Bing- 
Mi@benes RMR coo  hamton, and via New York, 
ae oor jreminat” ~=—s§- New Haven & Hartford and 
Muncie Fourth ” : 4 
Nashville Fifth =» Pie Mig. SeWallabout Port Morris, N. J. 
Omaha Seventh fe Sal - 
Oswego Second Afternoon ay St. . 2 a 
Peoria Really tenting Sco —Sansy. Docks Daily passing reports in 
ree Re the possession of all Lacka- 
Port Huron ” ” PROO ii 
Portland Fourteenth » +z, wanna Agents enable imme- 
i. has = aN eea iv + diate and complete infor- 
Sai ” ” d ° 
Shit tek: lee TRANSFER. eins, mation to customers. 
SanFrancisco (fiffeenth 
Seattle Fourteenth 1 
Scranton Second ” © ° e 
a. oo. | Not Necessary to Designate Any Special Station, 
Syracuse Second ” ° e 
Toledo Fourth ” Pier or Train. 
Toronto Third ” 
Utica Second ” 


Simply Route “LACKAWANNA” 
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ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 
ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 










AGENCIES ST. PAUL, 
605 Pioneer Building 
NEWARK, SAN FRANCISCO, 
786 Broad Street 823 Monadnock Bldg. 
NEW HAVEN, SCRANTON, 
39 Church Street Lackawanna Station 
NEW YORK CITY, SEATTLE, 
302 Broadway 1312 L. C. Smith Bldg. 
PHILADELPHIA, SYRACUSE, 
1302 Finance Building Lackawanna Station 
PITTSBURGH, TOLEDO, 
428 Park Building 438 Nichelas Building 
ST. LOUIS, TORONTO, 
112 North 4th Street 1602 Royal Bank Bldg. 
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CALIFORNIA ORIENT LINE 


=I} eA oS 
te oH 


Fastest Steamers 
eur Between 


Pros i -. SAN FRANCISCO 
Te and the 


ORIENT 


via 


HONOLULU 


‘Un excelled Passenger Freight Service 
Passengers and Express-Freight NEXT SAILINGS Passengers and Express-Freight 


From San Francisco to Honolulu, Yokohama, Kobe, 


Highest Shanghai, Hongkong and Manila Lowest 
. S. S. President Lincoln sails............ May 1 
Marine S. S. President Cleveland sails.......... May 30 Insurance 
ope as - President Pierce sails ............ une 13 
Classification S'S’ president Taft sails... June 27 Rates 
S. S. President Wilson sails............. July 11 


and every ] 4 days thereafter 
Through Bills of Ladirg issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


CALIFORNIA ORIENT LINE 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City | 


John Crossman, Webster Bldg., 327 So. La Salle St., Chicago, Ill. 


Horace W. Cross, 410 State Theatre Building, Pittsburgh, Pa. 
Southgate Forwarding & Storage Co., Southgate Terminal, Norfolk, Va. 
Norton, Lilly & Company, Equitable Building, Baltimore, Md. 


UNITED STATES SHIPPING BOARD 


By Pacific Mail Steamship Co., Managing Operators 








May 


= 


RAI OUT a 8s 1 Sere ons 


ae 
Eero AN 


pager a 


Ps, - 3. B Co 
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A —— Service 


The Delaware and Hudson ” 
is the Transportation Link connecting the 
New England States with the South and 99 
West, and Eastern Canada with All Points 
South. This service is co-ordinated with 
that of 
Canadian Pacific Railway............ ) Pennsylvania ......... 
Canadian National Railways.......... ti Rouses Point, N. Y. Lehigh Valley......... |i Wilkes-Barre, Pa. 
Quebec, Montreal & Southern ........ Central R. R. of N. J.,.. 
i ae cnn aim via Mechanicville, N. Y. _ es ee ae -—" 
Boston & Albany.,................. via Albany, N. Y. Lackawanna.......... via Binghamton, N. Y. 
Lehigh Valley......... via Owego, N. Y. 





DELAWARE & HUDSON SUPER-POWER 


The en & Hudson Company, during 1924, L Booster which adds approximately twenty-five 
developed this type of lotomotive—The Horatio per cent to the hauling capacity. Pressure, 350 
Allen. This locomotive i is. equipped with the M & pounds; weight, 545,800 pounds. 


Our.gearest representative will, if given opportunity, render you 


(. HELPFUL SERVICE 
All our ‘Traffic Agencies are es information daily relative to junction passings. The Agency 
— you will keep * you ad of the progress of your urgent carload shipments if requested to 
oso. . 

‘DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y,—Telephone Main 3380 ONEONTA, N. Y.—Telephone 1500 
iket, Milk Agent, mel 


; f A. W. Ackley, Division Freight Agent, 
© et, » & H Building 
Yn F. Beck, > Sa. Eastern Freight Agent, 


191 Main Street 
ee eo PA.—Telephone Rittenhouse 1271 


D&H uilding * Chase, General Southern Freight Agent, 


ATLANTA, GA.—Telephone Walnut 5464 


Monte Pickens, Jr., Commercial Agent, 
913 Healey Building 
—s MASS.—Telephone Main 1323 
- H. Wheeler, New England Freight Agent, 
429-430 Chamber of ——. _— 
BUFFALO, = Y.—Telephone Seneca 8 


1109-10 Finance Building 
1420-26 South Penn Square 
PITTSBURGH, PA.—Telephone Smithfield 1212 
8. Y. Baldwin, General Agent, 
513-514 Bessemer Building 
H. A. DIETZ, General Traveling Coal Agent, 


H. W. Haas, General Agent, 
= oo Tel h Woe 8994 
CH * ry —Telephone Wabas 
A. Flanders, Jr., General Agent, 101 Bridge Street 
838-839 Transportation Building SCRANTON, PA.—Telephone Bell 475, Con. 557 


608 Seuth Dearborn Street J. <* Coyle, Division Freight Agent, 
MONTREAL, QUE.—Telephone Main 0 H r Station 


638 D& Passenge: 
James Fitzsimons, General Canadian Freight Agent, ST. — MO.—Telephone Olive 1651 
238 St. James Street Stewart, General Agent, 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 Pa — —s 
Max V. Agent, —Te ne 
issue Wate Dalidioe. . Forster, Division Freight Agent, 


513-514 Bessemer Building 
PLATTSBURG, N. Y.—Telephone 698 
E. H. Dow, Division Freight Agent, 


aes 
1446-48 Woolworth Building, 


233 Broadway Fotion Station 
W. G. Story, General Freight Agent, Albany, N. Y. % . Nyland, Coal Freight Agent, Albany, N. Y. 
Cc. E. ‘Rolfe. ‘nastetamt Es Traffic Manager, Albany, N. Y. ak Perry, Assistant to General Traffic Manager, Albany, N. Y. 


W. J. MULLIN, GENERAL sshietoan MANAGER, ALBANY, N. Y. 


Key SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
= BETWEEN NEW YORK AND MONTREAL 








1108 THE TRAFFIC WORLD 


SOUTHERN PACIFIC LINES 


Vol. XXXV, No. 18 





‘ 
a | 
| aml, 





















































































































Where they reaeh 





AN FRANCISCO has the greatest 

natural land-locked harbor in the 
world. Its area is 450 square miles. Re- 
cently the Pacific and Atlantic fleets, 145 
war vessels of the United States, were 
mobilized in one grand armada in San 
Francisco harbor without overcrowding 
the available anchorage space or interfering 
with the regular commerce of the port! The 
harbor is surrounded by a steadily grow- 
ing industrial district in which all the 
conditions are favorable to economic pro- 
duction. 


As a commercial, industrial and social 
unit, San Francisco extends beyond its 
political boundaries, and in this metro- 
politan area, within an hour’s commuting 
distance from the business center, is a 
population estimated at the beginning of 


San Francisco! 










For information 


A 
Ses) | 
~ Pa 2, 
Where.to reach them 


this year to be 1,083,434, of this number 
675,000 residing in the city proper. 


Among the cities of the United States 
it ranks sixth in exports and imports 
(with a total of $320,182,131.00 in 1924) 
and fifth in total foreign trade among the 
49 customs districts of the United States. 
Bank clearings in 1924 amounted to 
$8,365,700,000.00, by this financial meas- 
ure ranking as the fifth city in the United 
States. 


It is a fascinating city from the social 
standpoint, and its hotels, Bohemian res- 
taurants, theaters, motor roads, seaside 
attractions, golf courses, scenic vistas and 
climate are world-famous. 


“San Francisco has only one drawback: 
*Tis hard to leave.”—Rudyard Kipling. 


® Address ‘‘General Agent, Southern Pacific Lines’’ ® 


—The Postman Knows Him. 











